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Where 
did fhis car 
come trom? 


Most of us think that new cars come 
from big auto-making cities. 


But the fact is, new automobiles are 
assembled in these cities—but their hun- 
dreds of parts come from every state in 
the union! 


Bringing in these parts involves plenty 
of expert timing. A few missing pieces 


(567 890) #2345 [rales 
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can slow up production seriously. A few 
missing doorhandles can stop an assembly 
line! 


But the auto makers never let that line 
stop. They keep their cars rolling by using 
the speed of planes. They bring in needed 
parts by Air Express! 


Today, with increased production for 
defense, Air Express speed helps keep the 
tanks and planes rolling, too. Whatever 
your business, here are the unique ad- 
vantages you can enjoy with regular use 
of Air Express: 


IT’S FASTEST — Air Express gives the 
fastest, most complete door-to-door pick 
up and delivery service in all cities and 
principal towns, at no extra cost. 


IT’S MORE CONVENIENT —One call to 
Air Express Division of the Railway 
Express Agency arranges everything. 


e; 
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ARIZONA 
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IT’S DEPENDABLE — Air Express pro- 
vides one-carrier responsibility all the way 
and gets a receipt upon delivery. 


IT’S PROFITABLE—Air Express expands 
profit-making opportunities in distribu- 
tion and merchandising. 

For more facts call Air Express Division 
of Railway Express Agency. 


AIR EXPRES. 


GETS THERE FIRST 
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TRAFFIC WORLD 


Soo Line Links the Upper Midwest with its 


gate 


Duluth offers tourists beautiful scenery and a 
grand welcome. But underlying the glamour 
is the hustle, muscle and sweat that provides 
wheat for our daily bread, iron for our in- 
dustries. Duluth, where rail and water meet, 
is a vital link in America’s economy. 


Down from the iron ranges 
rumble the rust-red ore cars. 
High-floating freighters sink 
deep in the water as ore spills 
into their holds. These cavernous 
boats float 14,000 tons of ore 
and Soo Line must deliver 300 
ore cars to fill one. 


ey 


SoM SLE RI ONES 


Duluth ships out more table-size Christmas trees than any 
other port in the world. These are ‘‘permanized” in Duluth 
to keep their freshness when unloaded in such distant spots 
as South Africa or the Philippines. Made-in-Duluth products 
such as wire rope and electric refrigerators, fresh-frozen fish 
and foods are shipped by train and boat to all parts of the 
nation. And Duluth receives automobiles, coal, building ma- 
terials and other consumer goods. Soo Line helps deliver them 
to the Upper Midwest. 


Duluth wrestles cargos withone 
hand, welcomes more than 
300,000 tourists annually with 
the other. The ‘“Air-condi- 
tioned” climate makes it a hay- 
fever haven for thousands. 
Excellent fishing, the beautiful 
North Shore drive and inimit- 
able Superior National Forest 
draw tourists to Duluth from 
all parts of the nation. And 
each year, thousands of these 
tourists enjoy the luxurious 
comfort of Soo Line passenger 
trains to and from Duluth. An- 
other of the ways that Soo Line 
links the Upper Midwest with 
dynamic Duluth. 


AT LEFT: Split Rock Light- 
house, on Lake Superior’s 
beautiful North Shore. 





LUTH, MINN. 


Like a golden flood, Midwest grain spouts from Duluth’s 
giant elevators into lake freighters. 200,000 to 400,000 
bushels go into each freighter. That’s a lot of grain, but 
harvest crews and the Soo Line keep elevators full and grain 
boats moving out under Duluth’s unique Aerial Lift Bridge. 
For industrial site information write R. S. Claar, Soo Line 
Railroad, Minneapolis 2, Minn. 


Ship $00 if you ship to or thru 
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In all kinds of weather, your 


freight cars move in and out of 
the yards... 


Night and day the trained eyes 
of a Frisco Yard Clerk care- 
fully check these cars... noting 
car initials and numbers, spot- 
ting faulty seals, checking the 
ventilation and refrigeration of 
perishables. 


After the vital information for 
each car has been checked and 
cross-checked, the Yard Clerk 
places on the side of each a 
small cardboard placard — the 
classification card — that 


must guide switch crews all 
along the line. This car is a 9/1 
(meaning destination Dallas, 
Texas). Correctly labeling each 
car prevents its going astray or 
being delayed. 


Riding herd on freight cars is 
a job for a man—a man who 
thinks clearly, acts coolly, and 
above all, knows his business. 


- He is one of thousands of men 


up and down the line who make 
up the Frisco team of trained 
veterans of transportation... 
why not let him ‘‘address’’ 
your car? 


5,000 MILES SERVING 


OKLAHOMA MISSISSIPPI 
TEXAS ALABAMA 
TENNESSEE FLORIDA 


MISSOURI 
KANSAS 
ARKANSAS 

























WABASH 
Red Ball 


FREIGHT 


Yes, Wabash is the 
transportation link of 
the nation... its strate- 
gic location makes it 
a major link between 
East, West, North and 
South, offering you 
through routes with 66 
railroads. 
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Ship via Wabash Red Ball 
Freight to or through 

BUFFALO 
DETROIT 
TOLEDO 
CHICAGO 
ST. LOUIS 
DES MOINES 
OMAHA 
KANSAS CITY 


For details, call your 
nearest Wabash 
representative or write 


P. A. SPIEGELBERG 
Freight Traffic Manager 
Wabash Railroad 
St. Louis 1, Missouri 
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b, “Fallow the Flag” 
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Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers. 


In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 


practical traffic problems. 


work, nor do we undertake to render legal opinions. 


We do not desire to take the place of the traffic man, but to help him in his 


The right is reserved to refuse to answer any 


question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 


Demurrage— 


Resulting from Misdirection of 
Shipping Orders by Shippers 


Question—New York 


We would appreciate your discussion 
of the following problem: 


The question involves recovery of de- 
murrage charges which accrued on an 
eastbound intercoastal shipment by rea- 
son of the fact that instructions to cover 
trans-shipment from Port Newark were 
mailed to the Lighterage Department 
instead, as it is alleged by the carrrier, 
to the agent at Port Newark. 


Since the shipment was consigned 
from Port Newark to Jersey City, a point 
within the lighterage limit of New York, 
these papers were sent to the Lighterage 
Department. They were held up over a 
week and returned to us with instruc- 
tions to mail them to the local agent of 
the same carrier at Port Newark. 


Investigation discloses that the lighter- 
age departments of other carriers handle 
this movement. The contention of the 
carrier is that this was not a lighterage 
but a rail movement ana therefore the 
papers were incorrectly mailed to them, 
but should have been sent to their office 
at Port Newark. 

Our contention is that there is an 
obligation upon the Lighterage depart- 
ment of the railroad in New York City 
to forward such instructions immediately 
upon receipt to the proper department 
of that railroad; that by its failure to do 
so and its negligence in delaying the 
transmittal of such papers which re- 
sulted in the accumulation of demurrage 
charges, exposes that carrier to liability. 


Answer 


In Milne Lumber Co. v. Detroit, Grand 
Haven & M. Ry. Co., 146 I. C. C. 514, 
the Commission had under consideration 
the question of demurrage charges on a 
car reconsigned to Detroit, Mich. In 
this case the reconsignment order was 
directed to carrier’s agent at Detroit 
when actually the agent to whom the 
reconsignment order was directed was 
not the carrier’s agent at Detroit but at 
St. Louis. The cause of delay in trans- 
mitting the reconsignment order was 
misdirection by the complainant. 

The Commission found that the car- 
rier should not be required to assume 
the burden of the shipper’s error and 
that the demurrage charges were not im- 
properly assessed. 

In Shreiner Lumber Co. v. Director 
General, 123 I. C. C. 551, demurrage 
charges were assessed because the re- 








quest for reconsignment was not made 
in accordance with published tariff pro- 
visions. The tariff specified that such 
requests were to be made to a particular 
agent, at a specified point whereas the 
actual request was given to another 
agent in another city. Following the 
doctrine of Davis v. Henderson, 266 U. S. 
92, the Commission said that the tariff 
provisions could not be waived by ac- 
ceptance of the reconsignment request 
by an agent other than the one named 
in the tariff. 


It is our opinion that, in the instant 
case, the shipper is liable for demurrage 
charges which resulted from the mis- 
direction of shipping orders by the ship- 
per, but not for demurrage charges which 
were the result of unreasonable delay on 
the part of the carrier in advising the 
shipper of his error. 





Tariff Interpretation— 


Application of Scrap or Waste Paper 
Rates to Improperly Manufactured Bags 


Question—Louisiana 


A carload of multiwall paper bags was 
shipped prepaid in good faith as such, 
but upon arrival at destination, the ship- 
ment was refused by the consignee be- 
cause it was improperly manufactured. 
Due to this fact the bags were disposed 
of there, and reinvoiced to the consignee 
as waste paper. 


Is it possible for the consignor to pre- 
sent the proper documents to verify the 
above statements and realize reimburse- 
ment in the amount of the difference 
between the charges for a shipment of 
multiwall paper bags and the charges 
which would have been assessed had the 
shipment moved as a carload of waste 
paper? 


Answer 


In Diana Paper Co. v. New York C. & 
H. R., Unreported Opinion. A-409, it was 
held that paper rejected by the consignee, 
not because of any damage in transit, 
but returned to the manufacturer be- 
cause of imperfections in making up the 
rolls, was not entitled to a reduced rate 
on the return movement as waste paper. 


In Sternheimer Bros. v. Missouri Pac. 
R. Co., 176 I. C. C. 491, the Commission 
held ‘that the salvage price of an article 
is not of controlling significance in de- 
termining what an article is and in 
Larrimore, Inc. v. Union Pac. R. Co., 273 
I. C. C. 415 and Markstein v. Missouri 
Pac. R. Co., 243 I. C. C. 345, that the 
nature and character of each shipment 
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at the time tendered determines its status 
for rate purposes. 

Under these decisions the governing 
principle seems to be that the channel 
of trade in which the article is actually 
shipped determines the rate applicable. 
The articles were shipped as paper bags, 
therefore, in our opinion, the rate on 
paper bags is the applicable rate. 





Tariff Interpretation— 


Application of Joint Through Rate 
Subject to Aggregate of Intermediates 
From One Origin as Applicable Rate 
From Another Origin 


Question—Arizona 


A controversial question has arisen as 
to the legally applicable rate on bananas 
which moved from Mobile, Ala., to Phoe- 
nix, Ariz., during the years 1948 and 
1949. The bananas were imported from 
South America. It is our contention 
that the rates of $2.37, which applied on 
shipments that moved prior to November 
15, 1948, and $2.35 on shipments which 
originated subsequent to November 15, 
1948, as named in Item 1605 of Agent 
Kipp’s Tariff No. 44-K, I.C.C. No. 1508, 
including applicable maximum increases, 
were inapplicable and were not the rates 
legally applicable on the shipments in- 
volved, for the following reasons: 


That Item 82-A, in Supplement No. 65 
to Agent Kipp’s Tariff No. 44-K, provides 
basis for rates applying on import traffic 
via Gulfport, Miss., or Mobile, Ala., and 
said item reads, in part, as follows: 

Except as otherwise provided, rates in this 
tariff from and to New Orleans, La., also 
apply from or to Gulfport, Miss., or Mobile, 
Ala., on import traffic received from points 
of origin in Mexico, West Indies Islands, 
Panama, Central and South America. ... 
That Item 124 of Agent Kipp’s Tariff No. 
44-K reads, in part, as follows: 

If the aggregate of separately established 
rates applicable on interstate traffic contained 
in tariffs lawfully on file with the Interstate 
Commerce Commission applicable via any 
route over which the through rates pub- 
lished in this tariff apply, produces a lower 
charge on any shipment than the rate pub- 
lished herein, such aggregate of rates will 
apply via all routes . . . over which the rates 
shown in this tariff are applicable and the 
through rate published in this tariff has 
ho application to that shipment. 


That such basis of rates was authorized 
by the Commission in Transcontinental 
Combination Rates, 218 I.C.C. 159. 

That while Item 1605 of Agent Kipp’s 
Tariff No. 44-K, names joint through 
base rate, unincreased, of $2.02 per 100 
pounds, on bananas from New Orleans, 
la., to Phoenix, Ariz., said rate was not 
the legal rate in effect at time of ship- 
ment as it was rendered inapplicable by 
virtue of the provisions of the aggregate- 
of-intermediate rule in Item 124, which 
Clearly states that the through rate pub- 
lished has no application when lower 
combination rate is secured. 

That legal combination rate on bananas 
from New Orleans, La., to Phoenix, Ariz., 
Was secured by using base commodity 
tate of $1.20 from New Orleans to El 

0, Tex., named in Texas-Louisiana 
Tariff No. 92-B, I.C.C. No. 606, plus fifth 
class rate of 54 cents authorized by Item 
30 of Southern Pacific Co. Tariff No. 
160-H, I.C.C. No. 4940, and an aggregate 
base rate of $1.74 results. 

That the addition of Ex Parte No. 162 
and 166 maximum increases results in 
& rate of $2.07 subsequent to November 
15, 1948, and $2.09 prior thereto. 

That the legal rate applicable on the 

Pments here involved are $2.07 on ship- 





Experienced MAYFLOWER VAN-MEN 
Guard Your Employees’ Goods 


Mayflower van operators—the men who take care of your em- 


ployees’ possessions when you assign their move to Mayflower— 
handle on the average better than 150,000,000 Ibs. of household 


goods every year. If experience is any criterion for the safe handling 


of household goods (and we think it is), that’s an impressive figure. 


And it’s still more impressive when you consider that most of these 


° 
men have been Mayflower van operators, not for just one year, but 


for several. In addition, they are graduates of the Mayflower Mov- 


ing School, carefully selected and trained in courtesy, safety and 


standard Mayflower methods of packing and handling. Their vast 


experience and knowledge of their business is yours with every 


Mayflower move—the safe, quick and convenient way to move. 


AERO MAYFLOWER TRANSIT COMPANY «~ Indianapolis 
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Mayflower’s organization of selected warehouse agents pro- 
vides on-the-spot representation at the most points in the 
United States and Canada. Your local Mayflower agent is 
listed in the classified section of your telephone directory. 
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GEORGIA’S NEW GATEWAY 
TO WORLD TRADE 












SAVANNA 






















Now Available! 


. WAREHOUSE SPACE 
° OPEN STORAGE 

- INDUSTRIAL SITES 

« More than 2,000,000 square feet 









° in modern, concrete floored, fully protected 
° warehouses for storage or lease. Distribution 
° and all other warehouse services. 







e UNITS—75,000 square feet and up. 


° DISTRIBUTION—Complete and in-transit distribution 
+ service. 


a TRANSPORTATION—All Savannah railroads (ACL, 
e C. of Ga., SAL, S&A, Sou. Ry. 24 truck lines and 
* good local transportation. 








UTILITIES — Power, water, oil, rail sidings, paved 
streets, sprinkler system, and fire department. 







NON-CONGESTED AREA—Temperate climate and 


dependable workers. 







New State Docks Under Construction 













Write, Wire or Phone for information 


Georgia Ports Authority 


NEW YORK, NEW YORK SAVANNAH, GEORGIA ATLANTA, GEORGIA 





J. C. Vandegriff Henry W. Sweet D. Leon Williams 
233 Broadway General Manager Assistant General Mgr. 
Phone—Rector 2-3772 P. O. Box 1039 1413 Healey Building 


Phone—4-8844 Phone—AlLpine 1595 











TRAFFIC WorLpD 


ments which originated subsequent to 
November 15, 1948, and $2.09 on ship- 
ments which originated prior thereto. 

That defendants contend that Item 82 
of Tariff No. 44-K only refers to base 
commodity rate of $2.02 named in Item 
1605 of the tariff and that the lower 
combination base rate of $1.74 from New 
Orleans to Phoenix, authorized by Item 
124, is not legally applicable and that. 
local rate from Mobile, Ala., must be 
used in forming the combination to de- 
feat the through rate. 

That the Commission has stated many 
times that there can only be one legal 
rate in effect and that there cannot be 
two equally applicable legal rates. One 
must give way to the other. 

In U. S. Industrial Alcohol Co. v. Di- 
rector General, 68 I.C.C. 389, 392, the 
Commission, among other things, stated: 


There could not have been at the same 
time rates legally applicable and other rates 
“technically” legally applicable. There can 
be but one applicable rate at the same time 
over the same route between the same points 
on the same traffic. 


That following such reasoning by the 
Commission, the joint through base rate 
from New Orleans to Phoenix in Item 
1605 of Tariff No. 44-K, of $2.02 cannot 
be legally applied on the shipments when 
the legally applicable combination base 
rate is $1.74, as authorized by Item 124. 

That the specific joint through base 
rate of $2.02 from New Orleans to Phoe- 
nix is merely a paper rate and the legal 
base rate of $1.74, made combination 
over El Paso, is as specific as if actually 
named in Item 1605 of Tariff No. 44-K. 

That Item 82-A authorizes the use of 
the rate from New Orleans, on ship- 
ments from Mobile and the legal base 
rate of $1.74 must be applied in order to 
give legal effect to provisions of Item 
82-A. 

The Commission, in its letter of No- 
vember 21st, respecting the informal 
complaints involved, agreed with our 
interpretation of the tariff. However, it 
subsequently reversed its ruling and in 
its letter of January 2, 1951, agreed with 
the defendants’ contention. 

We would appreciate it if you would 
review the facts involved and advise us 
what your conclusions are respecting the 
subject. 


Answer 


Item 124 of Agent Kipp’s Tariff No. 
44-K provides for the application of an 
aggregate of intermediate rates, if lower 
than the joint through rate published in 
that tariff. 

The phrase “rates in this tariff”, as 
used in the first sentence of Item 124, 
in our opinion rules out the application 
of the lower aggregate of intermediates 
from New Orleans, La., to Phoenix, Ariz., 
as the applicable rate from Mobile, Ala. 
The factors of the aggregate of inter- 
mediates from New Orleans to Phoenix 
are not published in Agent Kipp’s Tariff 
No. 44-K, but are published in two other 
tariffs, namely Texas-Louisiana Tariff 
No. 92-B and Southern Pacific Co. Tar- 
iff No. 160-H. Therefore, these factors 
cannot, in our opinion, be used in arriv- 
ing at the applicable rate from Mobile, 
Ala. to Phoenix, Ariz. 

Furthermore, if it be conceded that 
Item 124 may be used in arriving at the 
rate to be applied from Mobile, there 
is nothing in Item 124 which requires 
the application of the factors of the 
lower aggregate of intermediates from 
New Orleans as the aggregate of inter- 
mediate factors from Mobile. Clearly, 
the factors to be used from Mobile would 
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EATON 
AXLES 


Maintenance expense, a major item in truck 
operating costs, is much lower when trucks 
are equipped with Eaton 2-Speed Axles. 


Eaton Axles provide twice the conventional 
number of gear ratios . . . permit the driver 
to select the one best suited to specific oper- 
ating conditions, with minimum strain on 
engine and power transmitting parts. Wear 
and breakages are reduced; repairs are 


Axle Division 


needed less frequently, and trucks stay on 
the job. 


Eaton Axles have many exclusive features 
to assure top axle performance for the life 
of the truck: planetary gears distribute loads 
over several gear teeth, dividing the stress; 
positive lubrication, even at slow speeds, 
reduces friction wear. For complete infor- 
mation, see your truck dealer. 


EATON MANUFACTURING COMPANY 


CLEVELAND, OHIO 


a SODIUM COOLED, POPPET, AND FREE VALVES e TAPPETS # HYDRAULIC VALVE LIFTERS e VALVE SEAT INSERTS JET ENGINE 
PARTS ee ROTOR PUMPS ¢ MOTOR TRUCK AXLES e« PERMANENT MOLD GRAY IRON CASTINGS e¢ HEATER DEFROSTER UNITS e 
SPRINGTITES ¢ SPRING WASHERS e COLD DRAWN STEEL e STAMPINGS e LEAF AND COIL SPRINGS 
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e DYNAMAT DRIVES, BRAKES. DYNAMOMETER 

























Wise man say when 





Stocks are down 






Why keep profits eating 





Warehouse roun’? 









PRIVATE WAREHOUSING 
COSTS PLENTY! 







It may be nice to point with pride 





to the company warehouse, but it 





places a heavy and needless burden 





on distribution costs . . . particularly 





when stocks are low. 






At Hansen Storage Co. you pay for 





only the space and labor you use. 





And you get all the benefits of mod- 





ern efficient warehousing right at 





the gateway to the 3% billion dollar 





Wisconsin market. 




















For the new Hansen 
brochure “Open Ses- 
ame to Top 
Management.” 


Address in- 
quiries to 120 
N. Jefferson St., 
Milwaukee, Wis. 




















be the lowest aggregate of intermediates 
from that point to Phoenix and not 
those from New Orleans to Phoenix. 

In its report in Monroe Automobile 
& Supply Co. v. Alton & S. R., 251 
I. C. C. 331, the Commission had before 
it a somewhat analogous situation. The 
Commission, in that case, held that, 
where, under a provision in a commodity 
tariff for the application of a lower class 
rate published in another tariff, which 
latter tariff provided for the application 
of a lower aggregate of intermediates, 
the lower aggregate of intermediates 
could not be applied, as there was no 
provisien for the application of the lower 
aggree °* of intermediates in the tariff 
publishin. the joint through commodity 
rate. In this the Commission said: 

The $2.21 rate charged was named in Agent 
Jones’ tariff I.C.C. No. 3290, which provided 
that, if the charges accruing under the class 
rates named in Agent Peel’s tariff I.C.C. No. 
2882 from and to the same points over the 
same routes were lower than the charges 
accruing under the commodity rates named 
in tariff No. 3290, such class rates would 
apply. Passenger automobiles were and are 
rated first class in the governing western 
classification. The first-class rate from 
Detroit to Monroe named in tariff No. 2882 
was $2.50 and the charges resulting from the 
application of that rate would have been 
higher than the charges under the $2.21 
rate charged. The claimed rates are com- 
modity, not class, rates. Tariff No. 2882 
contained a rule, which authorized the ap- 
plication of the lowest aggregate of inter- 
mediates over any route, if lower than the 
joint through rate, but tariff No. 3290 did 
not contain a similar rule or provision au- 
thorizing the application of the rule in 
tariff No. 2882. After these shipments moved, 
on June 10, 1940, tariff No. 3290 was amended 
by a provision in item 10A authorizing the 
application of the above rule. It seems clear 
that there was no tariff provision authorizing 
the application of the Danville combination 
in lieu of the joint commodity rate. See 
Morris Buick Co., Inc. v. Grand Trunk W. R. 
Co., 229 I. C. C. 109, 110. 


Transit— 


Stoppage in Transit to Complete Loading— 
Inclusion of Less-than-Carload Shipment 


Question—New York 


We would appreciate your comments 
concerning the following situation. 

A has a car to load to C, with stop- 
off at B (intermediate to C) to complete 
loading. At the same time, A has‘a less 
carload shipment which is consigned to 
the stop-off party, B. A wishes to put 
this less carload shipment in the same 
car with the carload shipment. 


Separate bills of lading would be is- 
sued—one covering the carload ship- 
ment, and one shippers-load-and-count 
LCL bill of lading covering the less car- 
load shipment. B has a private siding 
and would receive the less carload ship- 
ment and take it out of the car, subject 
to shippers-load-and-count conditions; 
then would complete loading of the car 
and forward to C. 


Can this be accomplished? 


According to regulations, you can not 
stop-off to unload and then complete 
loading. In the example cited, however, 
the unloading and loading service would 
not be performed on the same shipment. 


It is our contention that by being al- 
lowed to place the less carload shipment 
in the same car with the carload, it 
would be necessary to use only one car, 
while, if loading were not allowed as 
suggested, two cars would have to be 
used. In each instance, the same charges 
would be involved, protecting less car- 
load rating on the less carload shipment 
from A to B, while the carload would be 
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subject to carload rating from A to C, 
plus stop-off charges to complete loading. 


Answer 


We know of no tariff provisions that 
authorize the loading of less-carload 
shipments consigned to a stop-off point 
in the same car with a carload shipment 
that is to be stopped to complete load- 
ing. In the absence of such a tariff pro- 
vision, it is our opinion that the less- 
than-carload shipment may not be 
loaded in the car. 


Tax on Transportation— 


Shipments Stopped for Partial Unloading 
Where Deficit in Minimum Weight Exists 


Question—Michigan 


Enclosed is a waybill covering a ship- 
ment, of which 13220 pounds were tax 
exempt, consigned to the Board of Edu- 
cation at a town in Missouri, with a stop- 
off at St. Louis for partial unloading by 
a commercial firm. The original billing 
showed one carload of furniture, 16090 
pounds, rate $1.52, or $244.57 plus stop-off 
charge of $12.39, making $256.96 plus tax 
of $1.68, or a total charge of $258.64. It 
appears that this was changed to read 
16090 pounds as 18000 pounds at $1.31, or 
$235.80 plus stop-off charge of $12.39 
making $248.19 plus pro-rated tax of $1.64 
or a total charge of $249.83. Later a 
balance due bill was presented and paid 
for correction of transportation tax 
which was figured to read $2.27 instead 
of $1.64; thus tax was paid on the 1910 
pounds needed to make up the minimum 
weight of 18000 pounds. 


Answer 


The questions presented are, Should the 
charges on the weight deficiency be con- 
sidered taxable, tax exempt or pro-rated 
and, if the stop-off point were to be the 
Board of Education, with the final des- 
tination the business point, would the 
stop-off charge be taxable or tax exempt. 

Under the provisions of section 3475(b) 
of the Internal Revenue Code, as 
amended, amounts paid for the trans- 
portation of property to or from a State, 
or political subdivision thereof,. are ex- 
empt from the tax. Where the shipping 
papers clearly show the consignor or con- 
signee to be a State, or political subdivi- 
sion thereof, such papers may be accepted 
by the carrier as proof of the exempt 
character of the shipment. 

Where a carload shipment is consigned 
to a political subdivision of a State with 
a stop-off in transit for partial unload- 
ing by a commercial firm, the exemp- 
tion provided by section 3475(b) of the 
Code, as amended, applies to the amount 
paid for the transportation of that part 
of the shipment which is delivered to 
such political subdivision, provided the 
exempt charges are shown separately on 
the freight bill. The amount paid for 
the transportation of that part of the 
shipment which is delivered to the com- 
mercial firm at the stop-off point, and 
the additional amount paid for the stop- 
off privilege, are subject to the tax. If 
the exempt portion of the transportation 
charges is not listed separately from the 
non-exempt portion on the freight bill, 
the tax would apply and should be col- 
lected by the carrier with respect to the 
total transportation charges covering the 
carload shipment. 

Accordingly, with respect to the 16090 


(Continued on page 15) 
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Exporters and export 
Tratfic managers... 


WHEN ROUTING YOUR TRANSPACIFIC SHIPMENTS 
Consider Your Customer's Turnover Viewpoint! 


He wants his merchandise to move by the quickest possible route — he is vitally con- 
cerned with the shortest transit time between your shipping point and his destination— 
BECAUSE: the sooner he receives his goods from you, the OFTENER he can TURN OVER 
both his stock and his capital — result, more profits for him, and YOU! 


USE SAN FRANCISCO AS YOUR PORT OF EXIT 


BECAUSE NO OTHER U. S. SEABOARD CAN MATCH RAIL-OCEAN 
DAYS-IN-TRANSIT TIME TO *TRANSPACIFIC DESTINATIONS 


**Greater frequency of sailings from San Francisco plays your shipment... a consideration not to be sneezed at . . . 
@ most important part in expedited delivery. Saves time AND—you will be rendering your customer a worth-while 
between land- and sea-carrier. In routing “VIA SAN service, which he can translate direct into: DAYS SAVED 
FRANCISCO" you are assured an early sailing date for ARE DOLLARS SAVED! : 


a : The Port of San Francisco Traffic Dept. has effected substantial sav- 
**Sailings to World Ports thru oo od || ings for many shippers. Chances are we can help you, too. Com- 


aes Wa municate with: 
the Golden Gate average 10 Ms |! af. TRAFFIC DEPARTMENT: 


vessels daily. Free monthly > Ak i) a A ; 
schedule mailed on request. ; Re Be ip ec meth 


Telephone GArfield 1-8800 


CHICAGO 


. Lawrence T. Waidell, 
Pa . Special Agent, 
54 ,” 35 East Wacker Drive, 
DEarborn 2-5111 


) be : , r KR Mt/ \ tease 
*COMPARATIVE PACIFIC OCEAN SHIPROUTES ~~ _\ “lf 
IN NAUTICAL MILES AND DAYS IN TRANSIT 

AT VESSEL SPEED OF 16 KNOTS PER moe. 


FROM TO | YOKOHAMA | MANILA | SOERABAJA | MELBOURNE 
oR ei ees Miles—Days | Miles—Days | Miles—Days | Miles—Days 
San Francisco............{| 4536 118/ 6221 16 | 7343 19 6970 18 
New York . eee eees| 9700 25.3 | 11365 29.6 | 12253 32 9942 26 
New Orleans............./ 9115 23.7 | 10780 28 | 11645 30 9361 24 


(Source, nautical miles, U. S$. Navy Hydrographic Office.) 
NOTE: Every 1000 miles saved equals 2 days 15 hours time saved. 
Other transpacific ports proportionately quicker via San Francisco, including Honolulu—2091 miles, 5 days. 


THINK IT OVER! 





BOARD OF STATE HARBOR COMMISSIONERS 


FOR SAN FRANCISCO HARBOR — OWNED AND OPERATED BY THE STATE OF CALIFORNIA 
Tie State Belt Railroad, with 67 miles of waterfront trackage and pier spurs alongside ships, links all the railways of America with all of the Trade Routes of the Pacific. 
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500 NEW FRUEHAUF 


‘‘i2’s the Trailer we’ve 


never been able to wear out!” 


“Riss ranks as 

America’s No. 

1 Fleet for 

miles of terri- 

tory traveled 

under com- 

Chatwenof ine board pany-owned 

operating rights. We are espe- 

cially proud of providing Riss 

customers throughout our 22- 

state area with the ultimate 

in fast, dependable shipping 

schedules. Over every mile of 

the 36,172 traveled, Riss is 

rolling the finest in modern 

hauling equipment available 
today. 


“As one of the first users 
of Fruehauf’s Stainless Steel 


Trailers, we’ve found from: 


long experience that the 
Trailer ‘we’ve never been able 
to wear out’ is unmatched for 
low per-ton-mile cost of oper- 
ation. 


“We’re now pioneering 
Fruehauf’s new Trailer Pre- 
ventive Maintenance Pro- 
gram—a ‘Package Plan’ of 
handling all of our service re- 
quirements through Fruehauf 
Branches conveniently lo- 
cated in our territory. We are 
in the hauling business. And 
this plan permits us to put 
hundreds of thousands of dol- 
lars, otherwise tied up in gar- 
age construction and main- 
tenance, to work hauling for 
Riss!” 


TWO OF THE WORLD’S STRONGEST LIGHTWEIGHTS! 


Bigger Payloads within legal load limits 
is just one of the big advantages oper- 
ators get in Fruehauf’s sturdy light- 
weights — Stainless and Aluminum. 


Both are built, from the ground up, 
for rugged strength . . . long trouble- 
free life that pays off year after year 
in maintenance savings. 


FRUEHAUF 


Tratlers 


ALUMINUM (CORRUGATED-TYPE) 


TRAFFIC Worx) 


“Good Public Impression is more than ever 
essential in our business today,’’ says public- 
relations-minded President Bob Riss. ‘Every 
gleaming Stainless Steel Trailer is a rolling 
billboard, displaying Riss’ name to our best 
advantage.” 


“Fruehaufs Have to Stand Up to maintain our 
round-the-clock schedules,’’ says Vice-President 
Mark D. Robeson, pointing to scheduled runs 
between terminals, in Riss’ Equipment Control 
Center. 


Low Cargo Damage records are reviewed by 
Freight Claim Agent W. O. Richardson and 
Vice-President W. C. Dannevik, Jr. in stressing 
the load-protecting advantages of sturdy Frue- 
hauf equipment. 


“‘Ready-to-Roll equipment is a must as more 
and more freight pours across our dock,’ says 
City Terminal Manager Jack Biggs. Dispatch 
Manager Duvall points to resistance of Fruehauf 
floors to punishing impacts of heavily-laden 
fork-lifts. 


FRUEHAUF BUILDS OVER 20 


AEROVAN (HI-TENSILE STEEL) 


x 
¢ 
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ROLL FOR RISS!— 


Built of the world’s strongest light-weight 
Trailer material, the lifespan of these durable 
corrosion- and rust-resistant Stainless Steel 
Trailers has never been determined . . . because 
none has ever been reported worn out. 





an ever 
; public- 
“Every 
1 rolling 
our best 





tain our 
resident 


“Sea -RISS RELIES ON FRUEHAUF SERVICE 


to keep full fleet rolling at top efficiency! 


ROCHEST — BOSTON 
OCHESTER se @ 


lia 

» | 
CHICAGO Spee hg JERSEY CITY 
n® » ey 


* FRUEHAUF SERVICE BRANCHES 


Ph TRENTON 
ol 


“Fruehauf 2-Speed Supports are typical of 
features engineered into Fruehaufs to cut 


swed by Nasties | Se —% : operating costs,” stresses Supt. of Equip- 
— 3 \ (\ a" a ment J. F. McClary. “Their yearly man- 





A} hour savings is sizeable in a big fleet 
j / SPRINGFIELD IER : 
OKLAHOMA ay 4. MAUF TRAILER operation such as ours!” 


AMARITCO™—— WV 
us 


iy Frue- 


Strategically Spotted throughout nation-wide service system offers 
Riss’ 36,172 miles of territory, this complete maintenance service 
Fruehauf Branches, each a com- to operators of all kinds of Trailers 
plete factory in itself, handle at 80 Factory Service Branches 
everything from Riss’ regular main- from coast to coast. 





ria : : ’ “Fruehauf Is a Driver's Trailer from where 
=” anys ee aa en Sees I sit,” says Driver Merrill Buckingham. 
Dispatch “It handles easy at the wheel.” Bucking- 
a. ham has been driving for 20 years. 
rily-la 


2 20 DIFFERENT STANDARD BODY TYPES 


Fruehauf Trailer Co. 
10944 Harper Ave., Detroit 32, Mich. 


Please send information on . 
(indicate type of unit) 


Name 
Address. 


- STEEL) CORRUGATED STEEL City. 
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NAVAIC 
FREIGHT 


LINES 


GENERAL OFFICES 
3901 Medford Street 
Los Angeles 63, California 
ANgelus 3-6181 


‘Call NAVAJO first’ 


All right, so you’re busy tonight. But tomorrow if you don’t remember anything else, 
remember to Call NAVAJO first for the finest freight service on the highway. 


Mr. Eastern Shipper: For best 
shipping results, specify Navajo 
...most direct route to or from 
Los Angeles, or the San 
Francisco-Oakland Bay Area. 


- mor Ty 


BLUE-EYED 
INDIAN 


Mr, Western Shipper: Call 
Navajo first...for DAILY serv- 
ice to all points on our routes, 
and DIRECT connections to all 
major points in the U. S. 
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ousrons ww 06"! YOUR ALLIED AGENT 


pounds shipped as 18000 pounds, thus 
involving a weight deficiency charge, in 
the case presented by you, if the charges 
covering the portion of the shipment de- 
livered to the commercial firm were 
shown separately on the freight bill the 
tax properly applied to such transporta- 
tion charges, to the charge for the stop- 
off privilege and to the proportionate 
part of the weight deficiency. However, 
if the shipment had been consigned to 
the commercial firm with a stop-off in 
transit for partial unloading of the ship- 
ment by the Board of Education, the 
additional amount paid for the stop-off 
charge would have come within the ex- 
emption provided by section 3475(b) of 
the Code as amended. 


} FROM OUR 
READERS 


Ne anonymous communications will be pub- 
lished and writers must identify themselves. 


\ MM 


Air Line Service 


New York, N.Y. 


I have just read the editorial in the 
April 7 TRAFFIC WorLD, on “Travel by 
Air.” It is a very factual and objective 
piece of reporting and the kind of thing 
one appreciates reading because it does 


a . 
not rant and rave for one cause or an- 
other. l LS 
One of the things we have been stress- s 


ing continuously in American Airlines 
for the past six or eight months is the 
necessity of keeping up the service and 
courtesy that have meant so much in 
building the airlines. I certainly am 


e ’ 
sorry to see that the lack of this has 
been observed by you. However, we shall 

do everything possible to change the im- ® 


pression.—R. E. S. DEICHLER, Vice Presi- 
dent—Sales, American Airlines. 


Call St. Lawrence Seaway Motives 


erv- Philadelphia, Pa. 
I read with a great deal of interest 
your editorial, “Persistence and the St. 
‘o all Lawrence Project,” in TraFFIc Wortp of 
May 5, and while I agree with you on 
the whole, I want to point out that, if 
the objection to the St. Lawrence proj- 
ect based on the absorption by the re- 
maining rail traffic of the increase in 
rail unit costs is a selfish one, it is selfish 
on behalf of the great body of shippers 
in this country and their traffic. 
Furthermore, as to the need for a traf- 
fic study in the present tense, corre- 
sponding with that made by the Brook- 
ings Institution years ago, we have in 
the present proceeding a so-called study 
by the Department of Commerce, which 
was shot so full of holes by Walter Kel- 
ly’s statement filed with the committee 
as to leave but little doubt in the mind 
of any informed person as to the lack 
of economic need for this project. It z : 
was because of the fact that I knew that 
Mr. Kelly’s statement would be filed that Your local Allied Agent is the No. 1 ieatine) in seal and shew 
I ay not go into that feature in detail. distance moving, storage and packing. See your classified tele- 
J. GoopyEar, Trafic Manager, The phone directory. Agents from coast to coast. 


oe | Philadelphia and Reading Coal and Iron 
Co. NO.1 ON U. S. HIGHWAYS e NO. 1 IN SERVICE e NO. 1 IN YOUR COMMUNITY 


utes, 











Today’s business cannot be 
transacted efficiently on 
yesterday’s scale, with its 
outmoded methods and equip- 
ment. At teeming Harborside 
—the world’s greatest rail- 
water terminal—you get ex- 
perienced management which 
thinks big, which is_thor- 
oughly familiar with the most 
modern warehousing pro- 
cedures. Also, you have a 
unique combination of serv- 
ices and facilities which be- 
get efficient, economical oper- 


More than 200 seasoned employees 
Ground area 8.3 acres 
Floor area 43.5 acres 


Building 320 feet deep—970 feet 
long—200 feet high 


Capacity 27,317,246 cubic feet 
Cold storage 4,344,423 cubic feet 
53 miles of refrigerating pipe 
Free and bonded storage space 
Industrial space 

31-car placement 

9 passenger elevators 

22 freight elevators 

19,305 sprinkler heads 

690 feet river front bulkhead 
25 feet dockage—mean low tide 


Here is a location of unparal- 
leled convenience, directly 
opposite Cortlandt Street, 
Manhattan. Direct connec- 
tions with the Pennsylvania 
Railroad, and with all other 
lines and steamships, by light- 
erage. Only five minutes to 
Holland Tunnel and trunk 
highways. Write today for full 
information and our descrip- 
tive folder. 


ation—BIGGER PROFITS. 


Protection police and fire department 


WAREHOUSE COMPANY, INC. 


34 EXCHANGE PLACE, JERSEY CITY 3, N.J. 
IN THE HEART OF THE NEW YORK METROPOLITAN AREA 








"5,000,000 ty Igo . 





August, 1939: On-line display of first ditsck Locomotive 
acguined ty progressive Southern Railway System. 
NOW almovl 8070 divselized.. 


This locomotive was powered by a Fairbanks-Morse 
Opposed-Piston engine - one of the first applications 
of this "new" type of diesel to locomotive service. 


Twelve years later -- Opposed-Piston diesel en- 
gines, totaling over 5,000,000 hp., have been placed 


in all types of service -- importantly including the 
complete line of passenger and freight diesel loco- 
motives built by Fairbanks-Morse. 


Fairbanks, Morse & Co., Chicago 5, Illinois. 





FAIRGANKS-MORSE, QA name worth nemembering- 


«es PORT OF LOS ANGELES 


REASONS WHY SHIP CAPTAINS 
PREFER PORT OF LOS ANGELES 


eeeeee#ee#ee#eeee#ee# 


“because bunkering is cheaper and faster 
...marginal wharves are more efficient... 
and because of single terminal operation.” 
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“A feature I like about Los Angeles 
Harbor is the efficient Marine 
Exchange Look-out Station which 


reports my arrival immediately 


to my agent, and provides a 


harbor pilot without delay.” 


JOHNSON LINE OF SWEDEN 
45 years at sea 


S ANGELES 


Jit Kor Stpping 


LOS ANGELES HARBOR 
arbor Commissioners, City Hall, Los Angeles 12, Calif. 
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CARGO ROUTE 


There are many different ways to ship, many airlines to 
choose from, but United Air Lines is the only one offering 
a route that links ‘“‘all the East” with the midwest, all 
the Pacific Coast and Hawaii. It’s the straight, strategic 
business route of the nation, and includes a total of 83 
business centers, none of which is more than a few hours 
from any other. 


This means that factories in the east can deliver to 
branch offices in the west on an expedited basis... that 
inventories can be more easily controlled...and that 
outlying plants can maintain steady production regard- 


less of their distance from the home office. 


United’s fast air freight service can offer invaluable 
aid in emergencies... but, more important than that, 
itcan be used on a regular basis, with the real economy 
that results from the exclusive advantages of air trans- 
portation. For information, call your United representa- 
tive or write: United Air Lines, 5959 S. Cicero Ave., 
Chicago 38, IIl. 


PASSENGERS e MAIL © EXPRESS « FREIGHT « AIR PARCEL POST 
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To change a tire, with 


pown go Costs, Up goes dependabil ity 


the right kind of jack. 





Job-Rodbi TRUCKS 


You save all around with trucks that fit your job—with 
Dodge ‘‘Job-Rated” trucks! 


You save on gas, oil and upkeep with the right power— 
with an engine “‘Job-Rated’’ for high efficiency, dependa- 
bility and long life. 


You save time, work and trouble with a Dodge truck 
that’s ‘‘Job-Rated”’ for easier handling, and easier riding 
on your job! 


See the new Dodge ‘‘Job-Rated” truck and discover what 
Dodge has done to help make your hauling job more 
profitable—safer—simpler. Let your nearby Dodge 
dealer show you the more than 50 important new 
features on the new Dodge “Job-Rated’’ trucks—‘“The 
Trucks That Do the Most for You!”’ 


‘U0b-Ralnd' TRUCKS DO THE MOST FOR YOU 


How Dodge Trucks are “Job-Rated” | 


for Fleet Operators 


A Dodge “Job-Rated” truck is engineered 


at the factory to fit a specific job... § 


save you money .. . last longer. 


Every unit from engine to rear axle is 
"*Job-Rated” — factory-engineered to haul 
a specific load over the roads you travel 
and at the speeds you require. 


Every unit that SUPPORTS the load— | 
frame, axles, springs, wheels, tires, and 
others—is engineered right to provide the f 


strength and capacity needed. 


Every unit that MOVES the load—engine, | 
clutch, transmission, propeller shaft, reat } 


axle, and others—is engineered right to 
meet a particular operating condition. 
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ROOMY? 


... enables the Organization to speedily 
inform customers on the movement and 
location of shipments at all times. 

* 
MATHEWS Refrigerated Trucking 
Service is distinguished by nineteen 
years experience in transporting foods 
requiring refrigeration—exclusively. 

* 
MATHEWS Maintains the Largest 
Fleet of mechanically refrigerated 
trailer-trucks in the world. 

* 
MATHEWS Refrigerating Units main- 
tain ZERO, or any desired temperature, 
under all conditions. 

* 
MATHEWS Makes No Additional 
Charge for mechanical refrigeration. 

* 
MATHEWS Effective Safety Control 


assures speediest possible deliveries, 


MATHEWS Serves Ship- 
pers of perishable food 
products between points in 
the New England, Middle 
Atlantic, Central and South- 
ern States. Service Offices 
located in principal cities 
east of the Mississippi. 


GENERAL OFFICES 
ONTARIO, NEW YORK 
Phone 4751 


Also Offices in: Boston, Mass. Detroit, Mich. 
Chicago, Ill. Jersey City, N.J. 
Cincinnati, O. Memphis, Tenn. 
Cleveland, O. New Orleans, La. 
Salisbury, Md. 


* 


For further information 
contact the office nearest you. 


Th. adie Refrigerated Taste ee the Food Gillan 
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Burlington 
Houte 


*K CENTRALIZED TRarFic GonTROL 


@ The manipulation of levers on a control board lines up switches and signals so that 
one train may enter a‘side track and pass another train in the opposite direction . . . 
frequently so expertly timed that neither has to stop. In that way the efficiency of single 
track is nearly doubled. This is highly important to shippers because it speeds freight 


train movements and minimizes the shocks incident to stopping and starting heavy trains. 


Burlineton has more than a thousand miles of this costly C.T.C. installation, includ- 
P P 
ing two hundred and forty miles just completed between Ravenna and Alliance, Nebraska, 


on its Lincoln-Billings Line. 


It is such up-to-the-minute equipment as this that 
makes Burlington routing a matter of good business. 





CHICAGO, BURLINGTON & QUINCY RAILROAD 
Colorado and Southern Railway 
Fort Worth and Denver City Railway : 


EVERYWHERE WEST e Way of, the Bephyrs “ 
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LATE NEWS 


TRAFFIC AND TRANSPORTATION NEWS 


TAPE 


VornD 


Railroad Presidents Testify in Support 
Of 15 Per Cent Freight Rate Increase 


W. S. Franklin, of Pennsylvania Railroad, and Arthur K. Atkinson, 
Of the Wabash, Assert Greater Revenues Are Required for Efficient 
Operation of Rail Facilities to Meet Public and Defense Needs. 


Several railroad presidents, the 
afternoon of May 16 and the follow- 
ing day, added their testimony to 
evidence presented earlier in support 
of the railroads’ petition for author- 
ity to increase their rates and 
charges 15 per cent, as the Commis- 
sion continued its hearings in Ex 
Parte 175, Increased Freight Rates 
and Charges, 1951. 


Walter S. Franklin, president of the 
Pennsylvania Railroad, in his direct tes- 
timony and in answers to questions from 
the bench, covered many phases of the 
Pennsylvania’s operations and earnings. 
Having indicated failure of the Pennsyl- 
vania to earn an adequate return on its 
investment, he discussed curtailment of 
the road’s car repair program and of 
its plans for laying new rail. 


Commissioner Alldredge asked Mr. 
Franklin what the principal limiting 
factor was in connection with the road’s 
inability to achieve a 6 per cent return. 
Mr. Franklin replied that the main 
limiting factor was that “we have not 
had adequate revenue to cover the in- 
creased cost of materials and supplies, 
and wages.” The commissioner observed 
that, in the amended petition, “you are 
not asking for what would produce, 
mathematically, a 6 per cent return.” 
Mr. Franklin agreed, and in answer to 
a later question said it would be “too 
much of a shock” to shippers for the 
railroad to attempt at this time to in- 
crease rates so it would have a 6 per 
cent return. But, he added, “we can 
move up 15 per cent under present con- 
ditions and hold the traffic.” 

Commissioner Alldredge returned later 
to the matter of a 6 per cent return 
and the fact that the railroad was not 
asking at present for rates to permit 
such a return. Mr. Franklin said that 
“we want to work out earnings to that 
basis,” and added that the Commission 
Should take the view that, until the rail- 
road reached earnings in excess of 6 per 
cent, “we are certainly entitled to con- 
tinue to increase our prices as we feel 
it possible to do so.” 

The witness told Commissioner Ma- 
hatfie that he had never worked out 
What would be necesary to enable the 
Pennsylvania to earn 6 per cent, and 
when Chairman Splawn asked what rate 
of return the Pennsylvania would have 


had if the railroads of the entire country 
in 1950 had earned 6 per cent, Mr. 
Franklin said his answer would be a 
guess, and that the Pennsylvania’s earn- 
ings in that case would be between 4% 
and 5 per cent. In answer to a further 
question, Mr. Franklin said that, with 
the 15 per cent increase, subject to the 
‘“hold-downs,” the railroad would have 
an increase of 14.79 per cent. 


Cross Examination of Mr. Franklin 


C. E. Childe, for the Department of 
Commerce, conducted a lengthy cross- 
examination of Mr. Franklin, in the 
course of which he discussed the num- 


N.1.T. League votes to continue participa- 
tion in Ex Parte 175 at spring meeting in 
Chicago, p. 35. 


Report of earlier testimony of rail officials 
in Ex Parte 175 hearing opened May 14 
in Washington, D.C., p. 53; resume of veri- 
fied statements filed, p. 56; dates set for 
regional hearings, p. 58. 


1.C.C. Bureau review of operating data of 
railroads, p. 68. 


ber of cars owned by the Pennsylvania, 
and referred to the curtailment in the 
railroad’s car program of which the wit- 
ness had spoken. When Mr. Childe 
asked, “Can’t you get the money to re- 
pair those cars?” Mr. Franklin replied 
that he did not intend to do it because 
the earnings were not sufficient. 


After a number of questions about the 
savings to be expected from the rai- 
road’s improvement program, Mr. Frank- 
lin said he did not know any one who 
could put a dollars and cents value on 
the effect of the program. In answer to 
a question from the bench, Mr. Frank- 
lin said that by not repairing 2,800 cars 
this year an expenditure of more than 
$3,000,000 would be avoided. 

Mr. Childe also sought to develop the 
bases for the traffic and revenue esti- 
mates made by the Pennsylvania. At 
one point he suggested that the figures 
were “only given to” Mr. Franklin. The 
latter replied that he wanted to say that 
if Mr. Childe reviewed the figures he 
would find that they were “extraordinar- 
ily correct.” He referred to an observa- 
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LATE NEWS 


TOO LATE TO CLASSIFY IN THIS ISSUE 


tion in an issue of the Commission’s 
monthly comment on transportation sta- 
tistics which he said showed that the 
estimates produced by the railroads were 
“very, very close.” He said he thought 
that that was “something to consider in 
this case.” He agreed when Commis- 
sioner Mahaffie suggested that the ob- 
servation concerned the estimates in Ex 
Parte 166, the 1947 general freight rate 
case. Mr. Franklin then added that 
“asking for endless details is uséless.” 


Mr. Franklin, in his direct testimony, 
said that the Pennsylvania had been 
following an equipment improvement 
program costing $586,000,000, with greatly 
increased debt. He said the railroad was 
planning improvement expenditures of 
nearly $125,000,000 a year for the next 
5 years, and that he felt that “we can 
go forward into a very good period if 
we can get these wage situations and 
these costs of materials once straight- 
ened out.” He continued: 


“It is possible for the railroads to make 
something. approaching a decent return 
when there is a big demand for trans- 
portation service, as there is now, and 
we should be allowed to make such a re- 
turn when we can. If we are not per- 
mitted to make something near a fair 
return now, we never will do so. More- 
over, unless the railroads are permitted 
to improve their earnings now, they will 
be in a very poor condition to weather 
the decline in the traffic that will in- 
evitably come when the present boom 
is over.” 


Wabash President Testifies 


If the 15 per cent freight rate increase 
now being sought was authorized, the 
railroads would remain in about the same 
relative financial position that they were 
in 1950, said Arthur K. Atkinson, of St. 
Louis, Mo., president of the Wabash 
Railroad. - ; 


Without higher rates and charges, the 
railroads would experience serious deficits 
in operating income by reason of the 
greatly increased cost of operations, Mr. 
Atkinson asserted. 

Mr. Atkinson stated that higher wages 
and materials prices on the Wabash 


' Railroad would cause operating costs to 


be almost $7,000,000 greater in 1951 than 
they would have been at July 1949 price 
levels. 

As a result of these greater operating 
costs and increased expenditures for im- 
provement and expansion of the rail- 
road’s facilities, the rate of return on 
net investment under present conditions 
would amount to “only 2.67” per cent on 
the Wabash this year, Mr. Atkinson de- 
clared. Even if the 15 per cent increase 
sought was authorized and kept in effect 
for the entire year, the rate of return 
would be 4.99 per cent, in 1951 although 
the rate of return in 1950 was 5.16 per 
cent, he stated. 

In connection with his assertion that 
revenues needed by the railroads could 
not come from increased traffic, Mr. 
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TPICK UP THE PHONE FOR 
NEW FASTER SERVICE ANYWHERE IN THE U.S. 


Call Western Union by 
number—ask for “Operator 
25”. She'll give you the name 
of the nearest GMC approved 
service dealer — an exclusive 
road service network for GMC 
drivers, any place, any time! 


® GMC Approved Diesel Service Dealers 
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| POPULAR DIESEL 


because it leads in performance and 
nationwide service facilities 
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UST a year ago the first new GMC Series 

650 Diesel middleweight trucks came off 
the production line—and as of today they 
are outselling any other Diesel, for very 
good reasons. 


Pay for themselves in fuel savings 


Former gas truck users who have changed 
over to these new GMC Diesels report they 
are averaging 50% more miles per gallon 
from lower-cost Diesel fuel—a saving that 
amounts to $1,000 or more every 50,000 miles! 


They say, too, that these rugged carriers 
are real timesavers on long-distance runs— 
because GMC Synchro-Mesh transmission 
eliminates double-clutching hazards and 
slowdowns on hills. 


But more important still, the GMC two- 
cycle Diesel engine delivers twice as many 


GASOLINE & DIESEL TRUCKS 


VY, TO 20 TONS 


GENERAL 
MOTORS 


} Your key to greater hauling profits 


power strokes per every crankshaft revo- 
lution as four-cycle engines used in most 
Diesel trucks. This makes it smoother- 
running, faster-accelerating and creates 
reserve torque—pulling power—that levels 
off the grades. 


Add such extra-value—but not extra-cost— 
features as Pillow-Action Shock Absorbers, 
longer front springs, Wide-Track front axle, 
full Ball-Bearing Steering, “Six-Footer” 
Lifetime Cab, and it’s easy to see why 
truckers call GMC a real truck. 


Coast-to-coast service 


GMC Diesels are booming in popularity, 
too, because complete parts, service and 
repair facilities maintained by factory- 
trained mechanics are available at 373 points 
across the country. GMC service is as close 
as the nearest phone.{ 


Besides these sensational new 45,000-55,000 
lb. GCW Diesels, GMC makes a complete 
line of light, medium and heavy-duty trucks 
from 4,800’to 90,000 Ibs. gross weight, in the 
widest range of engine-chassis-body combi- 
nations to meet every trucking need. To get 


the best truck for your work, see your 
GMC dealer. 


GMC Truck & Coach Division 


of General Motors 
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Atkinson said that an increase of only 
3.7 per cent in ton-miles was estimated 
for the Wabash in 1951. Even then, only 
an expanded economy by reason of in- 
creased production and consumption plus 
a definite trend in defense production 
would produce the traffic estimated for 
the Wabash, he said. Passenger reve- 
nues were estimated to increase by about 
4.4 per cent, he added. 


Rail Revenue Needs 


“It is generally recognized that the 
railroads are the backbone of the nation’s 
economy, but even more so, in a national 
emergency such as we are now in,” Mr. 
Atkinson continued. “It is the duty of all 
railroads to do everything possible to 
keep the transportation system available 
for capacity use in the event of additional 
demands because of this emergency.” 


In order to do this, the Wabash had 
programmed expenditures for capital im- 
provements amounting to $24,611,000, he 
said, and of this amount more than $21,- 
000,000 would go principally for new diesel 
locomotives, new freight cars and rear- 
rangement and enlarging of tracks and 
sidings. 

“Tf the railroads are to continue to 
efficiently and satisfactorily serve the 
shipping and traveling public and pro- 
vide sufficient capacity for any national 
emergency, they must be allowed to earn 
a sufficient return to pay for the im- 
provement of their plants out of income 
and have the return on investment suf- 
ficient to attract the necessary capital,” 
Mr. Atkinson concluded. 





Steel for Rail Transport 


Requirements Reduced 


Steel allocated for the third quarter 
for new rail transportation equipment 
and for the railroad repair program has 
been cut by the Defense Production Ad- 
ministration to 672,000 tons, according to 
authoritative information obtained May 
17. 

The industry had been receiving an 
allocation of 930,000 tons in previous 
quarters, it was said. In order to main- 
tain, as nearly as possible, the 10,000-a- 
month new freight car program set up 
by the Defense Transport Administration, 
556,000 tons of steel were allocated for 
those cars, with 214,000 for the repair 
and maintenance program. For loco- 
motives, 12,000 tons have been allocated. 
It was estimated that this would make 
possible the production of 250 diesel loco- 
motives, a reduction from the 320 for 
which steel was allocated in the previous 
quarter. 


Thus it appeared that the D.P.A. con- 
templated use of the steel allocated to 
the needs of the railroad industry for 
the July-August-September period in 
such a way that the impact of the re- 
duction in the allotment would be on 
programs other than the one for con- 
struction of 10,000 new freight cars a 
month. 


(See earlier story on page 60) 


Lumber Loading Relief 


Howard S. Kline, the Commission’s 
permit agent under revised service order 
No. 876, Requirements for Loading of 
Lumber and Lumber Products, had issued 
general permits Nos. 3-L and 4-L under 


LATE NEWS 


the revised order, both effective at 12:01 
a.m., May 16, to expire at 11:59 p.m., 
September 30. 

General Permit No. 3-L authorizes rail- 
roads to disregard the provisions of the 
service order insofar as they apply to 
the following situation: Where the load 
limit of the car is less than 10 per cent 
above the marked capacity of the car, 





Concern Over Loss-Damage, L.C.L. Traffic 
Shown by A.A.R. Freight Station Section 


improvement of Less-Carload Service, Prevention of Freight Claims, 
Proposals for Simplifying Freight Rate Construction Discussed in 
Meeting in Chicago. Responsibilities of Local Agents Emphasized. 


Simplification of freight rate construc- 
tion, recapture of less-carload traffic, and 
loss and damage trends were discussed 
at the annual session of the freight sta- 
tion section of the Association of Amer- 
ican Railroads May 15-17 in the Con- 
gress Hotel, Chicago. Approximately 915 
railroad freight agents attended the 
three-day session. 

John Ryan, agent for the New York 
Central System at Dayton, O., and mem- 
ber of the Freight Agents’ Association of 
Dayton, urged simplification of rates, at 
the May 15 afternoon session of the com- 
mittee on station traffic. 

He said the “present rate construction 
and the method of applying the proper 
rate is ... not only one of confusion .. . 
but has established serious doubt both 
among railroad and industrial traffic rate 
personnel as to what the sum total of 
the rate should, be after the present com- 
plicated. method of computing increases 
has been applied.” 

Mr. Ryan offered a proposal for elimi- 
nating freight rate confusion “as now 
existing due particularly to the present 
four steps necessary in quoting rates.” 

His proposal called for: 

Establishing five territories—eastern 
(to include all C.F.A. territory), south- 
ern, western, southwestern, and Pacific 
coast (transcontinental). 

Reissuance of the Consolidated Freight 
Classification and the _ establishment 
therein of various exceptions to the 
classification judged to merit future ap- 
plication, and also the establishment of 
a class rate basis for each of the five 
territories proposed. 

Issuance of class rate tariffs for each 
territory named and between each terri- 
tory, to be governed by the Consolidated 
Classification. 

Complete elimination of all current 
commodity tariffs in all territories. 

Retention of an exception tariff for 
each territory and establishment therein 
of rules covering the individual territory, 
only including all accessorial charges, 
and adjusting any inequalities existing 
within the territory. 

W. G. Miller, agent for the Pennsyl- 
vania Railroad and chairman of the 
committee on station traffic, presided at 
the session. 

P. V. Martin, agent for the Baltimore 
& Ohio Railroad at St. Louis, Mo., and 
a member of the Freight Agents’ Asso- 
ciation of St. Louis & East St. Louis, 
reported on L.C.L. traffic trends at the 
station traffic session. 

He pointed out that, while over-all rail 
carloadings increased more than 8 per 
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loading requirements will be complied 
with by loading the car to not less than 
90 per cen tof the load limit. 

General permit No. 4-L authorizes rail- 
roads to disregard the provisions of the 
service order insofar as they apply to 
plywood, provided that the shipment of 
such plywood is loaded to at least 70,000 
pounds. 




















cent last year, L.C.L. loading decreased 
7 per cent. The opposite trend pre- 
vailed with competing transportation 
agencies, he said. 

Citing a decision of the National Asso- 
ciation of Shippers Advisory Boards to 
request the railroads, through the A.A.R., 
to consider the establishment of a na- 
tional L.C.L. agency, Mr. Martin said 
this implied, first, customer dissatisfac- 
tion with present L.C.L. service, and, 
second, that “our customers would prefer 
to remain our customers if we can put 
our house in order and render the kind 
of service needed.” 

Although many improvements in han- 
dling L.C.L. traffic had been made re- 
cently, Mr. Martin said, the continued 
loss of such traffic to other transporta- 
tion agencies was “proof conclusive that 
much remains to be done” ; 
























Improving L.C.L. Service 


Speaking on “Improving L.C.L. Freight 
Service & Efficiency,” May 17 before the 
committee on station and terminal op- 
eration, H. J. LaRocque, agent, New 
York Central System, Watertown, N.Y., 
said that considerable time and cost 
could be saved on L.C.L. shipments if 
cars containing one or more shipments 
were carded directly to the ultimate des- 
tination from the shipper’s private sid- 
ing. 

“This will eliminate the cost and 
delay experienced at the originating sta- 
tions, as well as at the transfers and 
destinations, besides reducing the pos- 
sibilities of damage resulting from the 
additional handling of this class of 
freight... The time saved by expediting 
this movement should offset the extra 
cars involved many times, and make our 
service more satisfactory and desirable.” 

He urged the railroad agents to co- 
operate more closely with the shippers, 
by encouraging them to survey in ad- 
vance L.C.L. shipments, and to accumu- 
late and consolidate his shipments. 
































Heavy-Loading Possibilities 

“There are many shippers, who, if 
propertly approached and assisted, could 
load their cars heavier .. .,” he said. 
“We are averaging over 30,000 pounds 
per car from our station at present.” 

Mr. LaRocque continued: 

“While this will mean the loss of easy 
or free tonnage to the local stations af- 
fected, it should contribute to the re- 
duction of the high operating costs as 4 
whole, absorb some of the delays caused 
by the 40-hour week, save car per diem, 
which will make more equipment avail- 
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able for revenue haul, and improve our 
service, and economy in general.” 

The committee on loss and damage 
met on the morning of May 16. A. E. 
Ward, Chicago, agent for the Milwaukee 
Road, and chairman of the committee, 
presided. 

w. J. Flusk, agent at Jersey City, N.J. 
for the Erie Railroad, and secretary of 
the Freight Agents’ Association of New 
york, reporting on “Carload Damage,” 
said improper handling was a major 
cause of unlocated damage. 

He said packaging reinforcements and 
strengthening “proves of little avail 
when we, as railroaders, have such de- 
livered to us in good order and condi- 
tion and then, disregarding good judg- 
ment and prudent handling, commence 
using the cars in which such freight is 
contained, continuously, rather than 
setting same out.” 

He said that “no package can take 
more pressure than that for which it 
was designed and where we force that 
pressure on the package we cannot very 
well avoid the inevitable consequences, 
consequences which in 1949 represented 
$38,590,639.” 


Bulk Freight Damage 


Reporting that unlocated damage not 
in packages or bulk shipments amounted 
to more than $12,000,000 in 1949, Mr. 
Flusk said “these figures definitely and 
conclusively prove that bulk freight, like- 
wise, requires considerable missionary 
work along prevention lines.” 

Regarding defective equipment, which 
caused more than $5,000,000 damage in 
1949, Mr. Flusk said the responsibility 
of eliminating defective equipment rested 
in large part with the local agent. 

“He is aware of the commodity which 
his patron loads, he knows the type of 
equipment that should be supplied, and 
he knows if that equipment supplied 
is not the type that will carry without 
damages commencing with the loading 
operation, that the car should be thrown 
out and a substitute supplied,” he said. 
“Failure to exercise good judgment and 
the assumption of initiative in ordering 
a car out proves costly... .” 


Advice from Shippers Suggested 


J. M. Traylor, local freight agent for 
the Santa Fe Railway in Kansas City, 
Mo., and president of the Freight Agents’ 
Association of Kansas City, suggested 
that shippers submit advance informa- 
tion to carriers when changing their 
product or packaging or developing a 
new product. 

Such information would enable car- 
riers to make necessary changes in han- 
dling, or loading, or rating in order to 
reduce the heavy damage and claim pay- 
ments which often resulted when a new 
product or package was submitted for 
transportation, he said. 

V. D. Elkins,-agent, Southern Railway 
System, Birmingham, Ala., talking on 
“Loss and Damage Claims Covering Car- 
load Shipments,” said that “it is impera- 
tive, if we expect to continue in the 
transportation business, that further re- 
duction be made in loss and damage 
occurring to shipments moving in car 
lots.” He added that “claims are not 
only aggravating to our patrons, but in 
Many cases result in a complete loss to 
the carrier .. .” 

Stating that he did not agree with 
the belief that if a shipment was started 
Properly at origin it would arrive at des- 
tination in good condition, Mr. Elkins 
Said that “loss or damage can and does 
Occur along the entire route of move- 
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ment from the first coupling at origin 
until the last uncoupling in placing at 
patrons’ point of delivery.” 

Reporting that rough handling in 
transit was responsible for approximately 
87 per cent of total claims, and that of 
this 87 per cent, terminal forces are re- 
sponsible for nearly 70 per cent, Mr. El- 
kins said “all of our efforts are of no 
avail if we continue to have rough han- 
dling and severe impacts in our termi- 
nals, and on line of road, particularly 
where local or through crews are sitting 
out and picking up carload business.” 

To reduce damage and claims, he urged 
proper selection of equipment, reporting 
of defective cars to mechanical depart- 
ments, providing greater doorway pro- 
tection, and better car cleaning. 


(See earlier story on page 37) 


Increased Export Soybean 
Rates Approved by I.C.C. 


The Commission, in a report dealing 
with increased rates on soybeans for 
export, has rejected contentions of the 
Secretary of Agriculture and others that 
the increase would so limit the profit to 
producers as to result in curtailed pro- 
duction. 

“It is difficult to reconcile such a pos- 
sibility with the evidence of record show- 
ing the prices received for soybeans and 
with the tremendous increase in produc- 
tion of this crop in recent years,” said 
the Commission. ‘ 

It found proposed increases in I. and 
S. No. 5846, Export Soybeans, Missouri 
and Arkansas to New Orleans, just and 
reasonable, and ordered its suspension 
order vacated as of May 28. The pro- 
ceeding was discontinued. 

“The value of soybeans has increased 
from 81 cents a bushel in 1939 to $2.26 a 
bushel in 1950,” the Commission said, in 
continuation of its remarks on the pro- 
testants’ contentions. “In 1939, the ratio 
of the rate to the value was 14.1 per 
cent; the present rate is only 5.2 per 
cent of the value of soybeans in 1950. 
Under the suspended rate, this ratio is 
increased to 6.7 per cent. Corn and 
wheat have also enjoyed substantial 
price advances since 1939.” 

By schedules filed to become effective 
September 15, 1950, the respondent rail- 
roads proposed increased commodity 
rates on corn (not pop corn), shelled, 
whole, soybeans, and wheat, in straight 
carloads, minimum 80,000 pounds, from 
points in southeastern Missouri and 
Eastern Arkansas to New Orleans, for 
export. On protests of the Secretary of 
Agriculture and others, operation of the 
schedules was suspended to April 14. Re- 
spondents deferred operation of the 
schedules until disposition of the case. 


SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 
Suspen- 


suspended by the Commission. 
sion orders containi many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin. 


I. and S. M-3747, Electrical Equipment 
—Ambridge, Pa. to Chicago, from May 
17, to and including December 16, cer- 
tain schedules published in tariff MF- 
I.C.C. No. 2 of Associated Freight For- 
warders, Inc., Pittsburgh, Pa. The sus- 
pended schedules propose a new motor 
common-carrier commodity rate of 172 
cents per 100 pounds in lieu of present 
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class rate of 78 cents per 100 pounds, on 
electrical equipment, minimum 20,000 
pounds, from Ambridge, Pa. to Chicago, 
Til. 


Carloadings Total 808,127 
In Week Ended May 12 


Loading of revenue freight the week 
ended May 12, 1951 totaled 808,127 cars, 
the Association of American Railroads 
announced. This was an increase of 96,- - 
338 cars or 13.5 per cent above the cor- 
responding week in 1950 when loadings 
were reduced by railroad labor difficulties, 
and an increase of 36,389 cars or 4.7 per 
cent above the corresponding week in 
1949, said the A.A.R. 

Loading of revenue freight the week 
ended May 12 increased 4,790 cars or 
six-tenths of one per cent above the pre- 
ceding week. « 

Coal loading amounted to 132,999 cars, 
a decrease of 17,336 cars below the cor- 
responding week a year ago, but an in- 
crease of 105 cars above the preceding 
week this year, the A.A.R. said, and con- 
tinued: 


Miscellaneous freight loading totaled 397,- 
178 cars, an increase of 59,344 cars above the 
corresponding week last year, and an increase 
of 5,125 cars above the preceding week this 
year. 

Loading of merchandise less than carload 
freight totaled 77,102 cars, an increase of 
698 cars above the corresponding week in 
1950, but a decrease of 2,185 cars below the 
preceding week this year. 

Grain and grain products loadings totaled 
45,132 cars, an increase of 6,641 cars above 
the corresponding week in 1950, but a de- 
crease Of 2,884 cars below the preceding. week 
this year. In the Western Districts, grain 
and grain products loadings for the week of 
May 12 totaled 30,964 cars, an increase of 
7,046 cars above the same 1950 week, but a 
decrease of 2,178 cars below the preceding 
1951 week. 

Livestock loading amounted to 8,135 cars, 
an increase of 101 cars above the same week 
in 1950, but a decrease of 1,788 cars below 
the preceding week this year. In the Western 
Districts, loading of livestock for the week 
of May 12 totaled 6,392 cars, an increase of 
189 cars above the same week a year ago, 
but a decrease of 1,614 cars below the pre- 
ceding week this year. 

Forest products loadings totaled 48,514 
cars, an increase of 6,296 cars above a year 
ago, but a decrease of 775 cars below a week 
ago. 

Ore loading amounted to 82,892 cars, an 
increase of 27,474 cars above last year, and 
an increase of 6,974 cars above last week. 

Coke loading amounted to 16,175 cars, an 
increase of 3,120 cars above a year ago, and 
an increase of 218 cars above the previous 
week this year. 

All districts reported increases compared 
with the corresponding week in 1950. All re- 
ported increases compared with the same 
week in 1949, except the Pocahontas. 


Cumulative Loadings 
1951 1950 


3,009,470 2,390,393 
2,699,638 2,288,055 
f 
. 3,785,098 3,445,557 3,344,752 
3,151,694 2,875,417 3,078,518 
803,337 743, 768,327 
808,127 711,789 771,738 
14,257,364 12,455,207 13,574,894 


1949 
2,844,511 
2,767,048 


Four weeks 
January 
Four weeks 


p 
Week of May 5 
Week of May 12 


Complaints 


MC-30814, Summer & Co., Columbus, O. 
v. Baltimore & Ohio Railroad et al. 
Alleges rates on carload shipments, 
scrap iron and steel, specified points in 
Pennsylvania, Michigan, Ohio, and In- 
diana, to specified points in Ohio and 
Pennsylvania, May and June, 1949, and 
later dates, in violation of sections 1 and 
6. Asks rates and reparation (William 
v. Blake, 123 Glencoe Road, Columbus 
14, Ohio). 





TRAFFIC Wort 


READY FOR A CROSS-COUNTRY MOVE 


by WHITE 3000! 


May 1 





Der 
Exp 
Cor 


The 
Retail 
its thi 
at the 
expres: 
propos 
= Comm 
= the st 
i § May 1% 
THIS NORTH AMERICAN VAN LINES yx a) 
driver gets a real send-off on a cross- ff express 
country trip by White 3000 with sleepercab. [ff to incre 


that se 
legislat: 
OVER-THE-ROAD ... or on ’cross town moves gress t 
... the White 3000 exactly meets road, load » weight 
or special conditions... brings a new degree 5 Ship; 
of efficiency to transportation service. — 
This new tractor unit shown above with a the ye 
specially designed sleeper cab for cross- speaker 
country service, still permits extra-long trailer thal, tr 
for extra revenue on every trip... greater Co., Inc 
maneuverability and driving ease. “es 
Its every feature provides more of the advan- Seae 
tages that count in your type of service. See The | 
your White Representative for facts. ® Bryan 
im nig’s, F 
were e 
Esterbe 
ager, 
Schaeff 
Schenex 
traffic 1 
land. | 
= c..: 
Keep Your Whites In > 
. ce Good Working Condition! § ridge . 
(ST Leons 
LOW LOADING HEIGHT os NR.D.C 
. tion co! 
commit 
meeting 
cases r 
ments | 


THE WHITE MOTOR COMPANY @ : Ne oe. y, gl 


Cleveland 1, Ohio lf x * eee. Vi j/ The 
mMittee’s 

exami 

SUPER POWER a 


For more than 50 years the greatest name in trucks oo 4 J dh 


iil 


‘PMERGENCY 





Wor. 


E 





-INES 


(ross- 
er cab. 


yes 
ad 
“ee 


la 
SS- 
ler 
ter 


an- 
see 


lition! 





May 19, 1951 


IY 


THE WEEK IN TRANSPORTATION 


News of Significance te Traffic and Transporlation Mon 
Dry Goods Traffic Group Not Pleased With 


Examiners’ Reports on Small Shipments 


Department Store Men, Meeting in New York, Oppose Higher 


Express Rates and Parcel Post Weight Cuts. Progress in 


Consolidating Incoming Merchandise Shipments Reported. 
By S. D. MAYERS 


The traffic group of the National 
Retail Dry Goods Association, closing 
its thirtieth annual conference held 
at the Hotel Statler in New York, 
expressed dissatisfaction with the 
proposed reports of two Interstate 
Commerce Commission examiners in 
the small shipments cases (T.W., 
May 12, p. 17). 


It also opposed increases in railway 
express rates and, although not objecting 
to increases in parcel post rates to make 
that service self-sustaining, disapproved 
legislation introduced in the present Con- 
gress that would reduce the size and 
weight of packages shipped by mail. 

Shipper association activities in the 
consolidation of merchandise shipments 
to department stores were emphasized in 
the conference discussions. The main 
speaker on this subject was E. J. Deren- 
thal, traffic manager. of R. H. Macy & 
Co., Inc., New York (see page 32). 

The N.R.D.G.A. traffic group will hold 
its thirty-first annual conference in 
Cleveland in May, 1952. 

The group reelected as its chairman 
Bryan D. Locke, traffic manager, Mon- 
nhig’s, Fort Worth, Tex. The following 
were elected as directors: Herbert G. 
Esterberg, marking and receiving man- 
ager, Kaufmann’s Pittsburgh; Howard 
Schaeffer, traffic manager, Wallace Co., 
Schenectady, N.Y.; and Earl J. Barrett, 
traffic manager, Halle Bros. Co., Cleve- 
land. Reelected as directors were Han- 
son C. Fenwick, traffic director, S. Kann 
Sons Co., Washington, D.C., and Frank 
G. Sheddy, receiving manager, Straw- 
bridge & Clothier, Philadelphia. 

Leonard Mongeon, manager of the 
NR.D.G.A. traffic group and transporta- 
tion committee chairman presenting the 
Committees’ report at the close of the 
Meetings, stressed the Commission’s 
cases regarding charges on small ship- 
ments by rail and motor carriers. The 
Teport covered the period April, 1950- 
May, 1951. 

The traffic group adopted the com- 
mittee’s report which described two I.C.C. 
examiners’ proposed decisions on small 
Shipments as “unsatisfactory”. and op- 
Posed, among other things, the Railway 
Express Agency’s request for increased 


rates and charges, certain parcel post 
legislation, and “railroad efforts to in- 
crease freight rates on less-carload ship- 
ments of furniture by approximately 40 
per cent.” 

Proposed increases in parcel post zone 
rates were not opposed, the committee 
said, because it believed parcel post 
should be on a self-sustaining basis. It 
did object, however, to surcharges of 25 
and 50 cents. 

Small Shipments Cases 

Referring to the Commission’s dockets 
Nos. 29556, and MC-C-543, Charges on 
Small Shipments by Railroads, and Motor 
Carriers, the report said that this in- 
vestigation into the cost of handling 
shipments under 300 pounds was im- 
portant to N.R.D.G.A. members because 
a large proportion of shipments received 
by retailers were under that weight 
limit. Mr. Mongeon said he estimated 
the proportion was 70 per cent. 

The committee said the N.R.D.G.A. 
was working with 17 other national re- 
tail trade associations in these two cases. 

The committees described the proposed 
report of Examiner L. J. Kassel in the 
motor carrier case, and that of Examiner 
G. B. Vandiver in the rail case, as “com- 
plicated and confusing.” It added: 

“On the whole, the reports are un- 
satisfactory to our association, partic- 
ularly the suggested penalty charges on 
a package under a certain weight. The 
motor carrier report proposes a penalty 
of 10 cents per package when the aver- 
age weight of packages in a shipment 
is less than 30 pounds. The rail report 
proposes to establish a penalty of 15 
cents per package on any package under 
35 pounds. 

“Every effort will be made to eliminate 
these penalty provisions from the final 
report and to try and maintain the 
status quo on rate making for shipments 
under 300 pounds.” 

Mr. Mongeon said the next step after 
the proposed reports was for the N.R.D. 
G.A. attorneys and other counsel to file 
briefs of exceptions, which were due 
June 2. 

The motor proposed report, he said, 
would sweep aside classification ratings 
on shipments under 300 pounds, leaving 
only flat charges on shipments under 
300 pounds, regardless of classification. 


He said the two examiners were “as 
far apart as the poles” in their treatment 
of the small shipments problem. In the 
rail report, he said, the examiner re- 
tained classification and set up a scale 
of graduated minimums. 


The committee report said that the 
proposed flat minimum charges applied 
unless the classification basis resulted 
in a higher charge, and, in that event, 
the classification basis applied. It said 
the flat minimum charges would apply 
on many shipments weighing more than 
300 pounds. 


Pick-Up, Delivery Case 

The report stated the traffic confer- 
ence’s position as in favor of maintain- 
ing the status quo with respect to the 
Commission’s investigation proceedings, 
Nos. 29555 and MC-C-542, Pick-Up and 
Delivery Practices of Railroads and 
Motor Carriers. 


“However, as a last resort,” it said, “if 
we are faced with the prospect of the 
railroads and motor carriers abandoning 
pick-up and delivery service, we will 
take the position that pick-up and de- 
livery service should be continued by 
the carriers, by publishing a line-haul 
rate with a separate pick-up charge at 
origin, and a separate delivery charge at 
destination.” 


It said that out of this investigation 
could come one of four courses: (1) 
Elimination of pick-up and _ delivery 
service by the carriers which, it said, was 
not likely; (2) maintenance of the status 
quo; (3) a separate plus charge for pick- 
up, and a separate plus charge for de- 
livery; or (4) an increase in L.C.L. rates 
to take care of costs of pick-up and de- 
livery service. 

The report said there was possibility 
the Commission would dismiss the inves- 
tigation without making a decision. Mr. 
Mongeon said the association, the west- 
ern railroads, the National Industrial 
Traffic League and others had asked for 
dismissal and that he believed the motor 
carriers would like to see it dismissed. 


Express, Parcel Post Rates 


The group opposed the following ex- 
press rate increases as proposed to the 
Commission in Ex Parte No. 177, In- 
creased Express Rates and Charges: A 
$2 minimum charge; addition of 57 cents 
to the 100-pound rates; addition of a 
minimum of 57 cents to the pound rates 
from 1 to 99 pounds; increase in the val- 
uation charge from 11 cents to 15 cents 
a $100 or any part thereof; and increase 
of 25 per cent in volume rates. 

Regarding the Postmaster General’s 
proposal to the Commission in No. 30690, 






























































30 


| TRANSPORTATION WEEK 


Increased Parcel Post Rates, the group 
said: 

“Our position is that we are not op- 
posed to the proposed increases in zone 
rates, because we believe that parcel post 
should be on a self-sustaining basis; but 
we do object to the proposed surcharges 
of 25 and 50 cents. The 25 cents would 
apply on any package weighing less than 
50 pounds that could not be placed in a 
mail bag. The 50 cents would apply on 
any shipment weighing over 50 pounds. 
These penalty charges, we told the I.C.C., 
would introduce an element of uncer- 
tainty and confusion in connection with 
shipments of merchandise from manu- 
facturers and also deliveries to customers 
by parcel post. We are awaiting a de- 
cision.” 

Mr. Mongeon said the association 
wanted parcel post to be self-sustaining 
but it did not want to be “arbitrarily 
deprived of the use of parcel post by pro- 
posals of this kind.” He said the asso- 
ciation believed the 25 and 50-cent 
penalties would not go into effect. 

Turning to legislation, the committee 
report referred to companion bills re- 
cently introduced in Congress, namely, 
Senate bill. No. 1335 and House Resolu- 
tion No. 3465, both seeking to reduce the 
size and weight of packages that could 
be shipped by parcel post. It was noted 
that the reductions would not apply to 
packages to, from and between rural 
areas. Mr. Mongeon said the N.R.D.G.A. 
was opposed to this legislation. 


Furniture Rate Rises 


Reporting on the Commission’s case in 
I. and S. No. 5677, Proposed Increase in 
Furniture Freight Rates, the group said 


that it had worked closely with the Na- . 


tional Retail Furniture Association and 
the National Furniture Traffic Confer- 
ence in opposing railroad efforts to in- 
crease freight rates on L.C.L. furniture 
shipments. ‘ 

“This increase,” *it continued, “would 
affect all movements of furniture, except 
those from southern producers to our 


members in the south and also west of. 


the Mississippi River, and movements 
from producers west of the Mississippi 
River to our members in the south and 
in the west. However, any member lo- 
cated in the south or west, buying fur- 
niture from New England, middle west- 
ern states or middle Atlantic states would 
pay the increase, and our members lo- 
cated in New England, middle western 
states and middle Atlantic states would 
pay the increase.” 

It said the examiner’s proposed report 
decided in favor of the railroads and that 
this was confirmed by the entire Com- 
mission. The group’s report added: 

“Court action was recently brought in 
a federal court in Boston, Mass., and a 
restraining order was issued by that 
court prohibiting the increased rates 
from going into effect. This restraining 
order suspended the rates to May 8, 
1951, during which time oral argument 
was had before the court to determine 
whether a temporary injunction should 
be granted. If such temporary injunc- 
tion is granted, these increases will be 
further postponed until the court makes 
its decision sometime in the future.” 


Hearing Set for May 29 


Mr. Mongeon said the railroads had 
postponed the proposed increases until 


May 8, and that the court said that the 
rails could place the rates in effect May 
8, if counsel for the rails filed with the 
federal judge an agreement to refund the 
increases if the decision went against the 
railroads. A hearing on the proposed 
temporary injunction would be held May 
29, he said. - 


The association had been “living with 
this about 8 years,” said Mr. Mongeon. 
He said that thus far the southern and 
western railroads had made no attempt 
to cancel out their exceptions ratings. He 
said the association hoped to have I &S. 
No. 5677 retried by the Commission under 
the administrative procedure act. 


He said he also hoped that the rail- 
roads had been asked to keep a record 
of the increases. If the court decision 
went against the railroads, he continued, 
they would have to cancel out the in- 
creases and if they had not recorded the 
increases collected it would be necessary 
for N.R.D.G.A. members to file over- 
charges. He said he feared many smaller 
members would not do so and would “get 
stuck with the charges.” 

The report said that probably never 
before in the association’s history had it 
participated in so many proceedings be- 
fore the Commission and various rate 
bodies of the carriers. 


Other Suspension Cases 


It said that the Commission, in I. and 
S. No. 5795, Millinery, Men’s Hats and 
Lamp Shades, as a result of the associa- 
tion’s petition, suspended a tariff of the 
Railway Express Agency in which that 
carrier proposed to increase express 
charges on millinery, men’s hats, and 
lamp shades by 100 per cent effective in 
September, 1948. A decision of the Com- 
mission, division 3, permitted the in- 
crease, it said, adding that the associa- 
tion appealed to the entire Commission, 
which postponed the matter indefinitely. 

“We are hopeful of getting a favorable 
— decision from the Commission,” it 
said. 

The committee reported on the Com- 
mission’s case in I. and S. M-2947, Re- 
leased Rates on Dry Goods and Clothing. 

“The motor common carriers,” it said, 
“limit their liability for loss and damage 
in the same fashion as the Railway Ex- 
press Agency on shipments of about 50 
different lines of merchandise when mov- 
ing wholly within the’ middle Atlantic 
states. The motor carriers attempted to 
extend this limitation of liability to ship- 
ments moving between the middle At- 
lantic states and New England states, 
and our association had the tariff sus- 
pended. 

“The N.R.D.G.A. is committed to an 
effort to eliminate these limited liability 
rates, as we believe the motor carriers 
should be liable for the full value of any 
goods lost or damaged... 

“After extensive hearings, the exam- 
iner issued a proposed report which was 
adverse to our association. We appealed 
the case to the Commission and final 
decision is still pending. 

“The only favorable part of the pro- 
posed decision is that it recommends an 
increase in the motor carrier liability per 
pound.” 

Mr. Mongeon said there was much dis- 
satisfaction with the released rates basis 
in the middle Atlantic and New England 
states. 

Carpet-Released Valuation 


With regard to release valuation on 
carpets, the report said the National 
Classifictaion Board of the American 
Trucking Associations, Inc., proposed a 
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314 times first class rate on rugs where 
the shipper failed to show a released 
valuation. Also, it said, they proposed 
to place floor coverings under the same 
released valuation basis as rugs. 


“The Carpet Institute did a very fine 
and effective job of fighting this pro- 
posal,” said the report. “An attorney 
which they employed secured a decision 
from the Commission prohibiting the 








motor carriers from placing in effect re- f 


leased valuation ratings on carpets. 


“Tt is believed tht the motor carriers 
may renew their application to the In- 
terstate Commerce Commission for per- 
mission to apply the 3% x I class rat- 
ings on rugs.” 


Consolidated Shipments 


Mr. Derenthal, of Macy’s, told the dry 
goods traffic group that retail traffic 
managers probably had nothing of 
greater concern at present than the 
amount of their freight bill for 1951. 
His subject was “Economizing on Trans- 
portation Costs in 1951.” 


He emphasized the benefits of consoli- 


dated shipments in taking advantage of 
volume rates. His discussion also in- 


cluded furniture pool cars, package con- [ 


solidator services, rates, and warehousing. 

Robert H. Smith, traffic manager for 
John Wanamaker, Philadelphia, presided 
at this discussion held on the third day 
of the conference. 

Mr. Derenthal said 1951 would be an 
expensive year. He gave two reasons. 
One was that “we are caught in the mid- 
dle of a race among the carriers to see 
who can raise his rates the highest and 
fastest.” The second reason was that 
ceiling price regulation No. 7 “will pre- 


vent us from passing on most of these fe 


increases.” 


To meet rising freight costs he urged: 


(1) greater use of consolidations to take 
advantage of volume rates: (2) use of 


cheaper means of transportation where ff 
service could be made satisfactory; (3) f 
cooperative and individual endeavor to 


keep rates in line; and (4) use of all 
transportation facilities available to pro- 
vide the most economical overall han- 
dling. 

In a general discussion of consolida- 
tion problems Benjamin Robbins, traffic 
manager of Wm. Filene’s Sons Co., Bos- 
ton, said it took the larger organizations 
to start the ball rolling so the smaller 
stores could get the benefit. He asked 
Mr. Derenthal about Chicago operations. 


Mr. Derenthal said a Chicago-New 
York car operated twice a week so that 
the service was about equivalent to 
freight forwarder service. For Chicago- 
New York department store freight, that 
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was about as good as you could expect, | 


he said. 


Mr. Robbins said that savings could 
be effected in instances where the cer- 
riers had delivery allowance and the 
stores “enforced their f.o.b.” He said it 
was possible to get a commodity rate 


by delivering to the motor carrier's | 


terminal. 


Chairman Smith introduced the first 


formal question for open forum discus- 
sion, namely, the current loss.and dam- 
age problem. He reported that damage 
to furniture and lamps had dropped 
considerably and that the furniture and 


lamp industries should be complimented 


for this. 


On the question of cooperative efforts 
by stores in different communities to 


inaugurate more pool ¢ars ‘of furniture, | 
Mr. Derenthal said this was-a field which} 
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the stores until now had “left pretty 
much alone.” 

Chairman Smith said he understood 
that “we’re living on borrowed time with 
respect to the exceptions ratings on fur- 
niture.” 

Robert G. Brown, manager of receiv- 
ing and marking for the J. L. Hudson 
Co., Detroit, advocated the use by manu- 
facturers of a three-part ticket on fur- 
niture that would expedite the move- 
ment, he said, for everyone concerned. 
One part of the ticket would be placed 
on the crate, one on the article itself, and 
one would go to the store’s receiving 
clerk, he said. The ticket on the crate, 
he said, would save much time in the 
operation by eliminating the necessity 
of turning the crate over to find in- 
formation needed. 

Chairman Smith asked for reports on 
pooling efforts in different areas. 

Frank G. Sheddy, receiving manager 
for Strawbridge & Clothier, Philadelphia, 
said that in that city a committee was 


working on the furniture situation and 
that stores there expected to be in 
furniture pooling by the end of the 
month or sooner. Ralph B. Gilmore, as- 
sistant controller of Hecht Bros., Balti- 
more, said the stores in that city were in 
about the same situation as the Phila- 
delphia group. 

The next discussion topic was “Co- 
operative freight and express shipping 
arrangements from New York City and 
other shipping points. How successful 
are they? What are the problems? 


Earl J. Barrett, traffic manager for 
Halle Bros. Co., Cleveland, said there 
had been such arrangements between 
New York and Cleveland for several 
years and that there were no problems 
to report. He added, however, that many 
factors could create a different picture 
with respect to other destinations. 


E. F. Holvay, general traffic manager 
of Goldblatt Bros., Inc., Chicago, said 
pool car operations of the Chicago Ship- 


Knudson Cited as Author of ‘Murder by the Clock’ 


By S. D. MAYERS 


Deadline Literature—Administrator Knudson, of the Defense Transport 
Administration, as guest speaker at a luncheon meeting of the dry goods 
traffic men, was introduced by Benjamin H. Namm, of Brooklyn. Mr. 
Namm described the administrator as, among other things, the author of 
“Murder by the Clock.” 

At Harvard Mr. Knudson wrote a thesis in which he discussed various 
state laws dealing with the crime of murder, particularly with respect to 
the time element involved in the intent to kill. 

In printed form the thesis was titled by the publishers as “Murder 
by the Clock,” although its author had not exactly intended a mystery 
thriller. 

Imaginative writing, however, has claimed Mr. Knudson’s attention. 
He has created one or two plays and he wrote a pageant for the George 
Washington Bicentennial, which was celebrated in Washington, D. C., 
in 1932. 


* * * 


Routing Guide —The D.T.A. Administrator injected into his talk on defense 
traffic problems the following anecdote: 

A New York taxi driver was before St. Peter for final disposition. 
Without much preliminary questioning, the cabbie was routed through a 
gate marked “Up.” 

Nearby a delegation of six clergymen, who had waited quite a while, 
having arrived even before the New York cabbie entered the chamber. 
A spokesman for the clergymen diplomatically inquired of St. Peter as 
to why they should be delayed when the entry to Heaven of a cab driver 
was apparently expedited. 

“His case is clear,” replied St. Peter. “He’s scared the hell out of 
more people than all six of you put together.” 


* * % 


Music, Music, Music—Or rather, “Music, Less Music, No Music.” When 
Frank Sheddy, of Strawbridge & Clothier, Philadelphia, in an open forum 
session, asked how many stores had music all day, a few hands went up. 
More hands were counted for music part of the day and some for music 
before opening in the morning. The big count, however, was for no 
music at all. 


* * x 


Diminishing Returns—in a discussion of what types of merchandise could 
be carried from trucks at the curb to store stock rooms by means of 
mechanized conveyor belts, one traffic man asked if liquor packages could 
be so conveyed. Another delegate replied that they could be so carried 
through the receiving department but that the “shrinkage factor” should 


be considered. 
* % * 


Walkie-Talkie —Sound arrangements at the meetings were A-1. Not only 
was a microphone provided for the main speaker and presiding officer on 
the platform, but a portable mike was carried to each speaker arising on 
any part of the floor. And he was required to identify himself and his 
store before proceeding. 


31 


| TRANSPORTATION WEEK 


pers Association, Inc., had been very 
successful. For the period October 1, 1950 
through March 31, 1951, he said, 173 car- 
loads of merchandise had been shipped 
from Boston, 134 truckloads from St. 
Louis, 17 carloads to New York, 284 car- 
loads from New York to Chicago, 14 car- 
loads from New Haven, Conn., to Chicago, 
and four carloads from Minneapolis to 
Chicago. He reported that among the 
participants in pool car movements were 
Montgomery Ward, Woolworth, Goldblatt 
Bros., Kresge, Wilson & Co., and others. 


Chairman Smith remarked that the 
Chicago group had progressed farther 
than any such group he had heard about. 

Mr. Gilmore, of Hecht’s, Baltimore, 
and Joseph R. Brown, traffic manager 
for Joseph Horne Co., Pittsburgh, said an 
important factor in the success of consol- 
idated shipping was the amount of ton- 
nage that could be furnished. 


Mr. Locke, of Fort Worth, described a 
Dallas-Fort Worth shippers’ consolidat- 
ing service. He said that last year 6,000,- 
000 pounds of merchandise was shipped 
by New York-Dallas-Fort Worth car at 
an average saving of 20 cents a 100 
pounds. A 50-cent liability on these cars 
applied when the railroad did not un- 
load, he said, adding that draymen 
should be insured to cover liability. 


Frank Danahy, of Burdine’s, Inc., 
Miami, Fla., reported substantial sav- 
ings on consolidated express volume ship- 
ments of ready-to-wear out of New York 
with second morning delivery at Miami. 

S. C. Tetley, traffic manager for Emery, 
Bird, Thayer Co., reported that,the Kan- 
sas City, Mo., group received 11,000,000 
pounds of merchandise from Boston and 
New York in the first six months under 
consolidated arrangements. 

Frank R. Russell, traffic manager, Den- 
ver (Colo.) Dry Goods Co., said the mid- 
west pooling group operated four cars 
weekly from New York and Chicago to 
Denver, the consignees getting all savings 
except 39 cents a 100 pounds paid for 
unloading. 


P. S. Kelly, operating superintendent of 
Foley’s, Houston, Tex., reported savings, 
and W. C. McDermott, traffic manager 
of Woodward & Lothrop, said Washing- 
ton, D.C. dry goods shippers were mak- 
ing a survey of consolidation possibilities. 


J. H. Powell, traffic manager, Davison 
Paxon Co., Atlanta, said a consolidation 
system was begun a year ago on a mem- 
bership charge basis. Shipments in the 
first four months were small, he said, 
adding that 180,000 pounds were shipped 
from New York to Atlanta last month 
at savings of approximately a dollar a 
100 pounds. 


Favors Forwarder Service 


Mr. Brown, of Hudson’s, Detroit, how- 
ever, did not report a favorable reception 
of the consolidation idea in all respects. 
He said that for two years the idea was 
“pretty hot” in Detroit. After a study of 
costs, however, he said, his store made 
arrangements with a forwarder doing the 
same business as the consolidating asso- 
ciations. He said he believed that if 
the shippers could support a car they 
could work with a forwarder and have 
more regular sailings and less freight 
held at point of origin than if shippers 
tried to originate their own car. 


Mr. Holvay, of Goldblatt Bros., Chicago, 
again supported the consolidation idea, 
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saying the Chicago shippers had been 
successful in handling the business with 
the Pennsylvania Railroad, obtaining as 
good or better service than the forward- 
ers provided, with substantial savings. 

L. S. Weiner, vice-president-sales, 
A.B.C. Freight Forwarding Corporation, 
New York, discussed the possibilities of 
consolidation in the smaller towns. He 
said he believed the service in time, 
claims, and guarantees provided by the 
forwarders was worth the added cost. 
He said the forwarders could give the 
services required in small towns. 

Mr. Locke, of Fort Worth, said that 
from a delivery service standpoint, he 
believed “we’re doing better than the 
freight forwarders.” 

Alvin M. Goldberg. president, Freight 
Traffic Distributors of America, Inc., 
Buffalo, N.Y., said his program was to 
buy mass transportation for the smaller 
stores in smaller towns and believed they 
could deal more effectively with the 
freight forwarders. 


Routing Guide Question 


Chairman Smith submitted the fol- 
lowing question from Thalhimer Bros., 
Inc., Richmond, Va.: “Are your buyers 
given a routing guide or are the routing 
orders put on by the traffic department?” 
A show of hands indicated a fairly wide 
use of routing guides. Another show of 
hands indicated sentiment for keeping 
control of routing in the traffic office. 

Mr. Robbins, of Filene’s, Boston, said 
that store’s routing guides were issued 
yearly to buyers and assistant buyers. 
He said the buyers were not expected to 
be traffic men; that they filled out cer- 
tain information and the traffic depart- 
ment took care of the routing. 

“A New Method of Recording Incom- 
ing Parcel Post” was described in a talk 
by Mr. Brown, of Hudson’s, Detroit, at 
a forum session conducted by Hugh C. 
Bright, receiving manager, Saks Fifth 
Avenue, New York. Mr. Brown said the 
plan reduced the time of his store’s re- 
ceiving clerks by seven seconds a pack- 
age and the time of assisting typists by 
14 seconds a package, through use of a 
dictating machine. Translated to a 
month of receipts, he said, this meant 
81.6 one-person hours. 

At this forum it was brought out that 
there should be relief by late summer 
or early fall from a backlog of marking 
machines and supplies, “contingent on 
what the government does on alloca- 
tion.” 

In a question and answer period, a 
question as to whether it would be pos- 
sible to have a uniform freight bill for 
motor carriers was answered by Mr. 
Derenthal, of Macy’s. He said it would 
not be possible; that apart from certain 
information required by the Commis- 
sion’s Bureau of Motor Carriers, each 
carrier followed his own bookkeeping 
method and there were as many meth- 
ods as there were different types of 
bookkeeping machines. 

Another question related to speeding 
up concealed damage claims. Mr. Brown, 
of Detroit. said he believed in a store’s 
doing everything possible to prevent 
claims from occurring. He suggested at- 
tention to the questions of whether light 
parcel post packages were being tossed 
about; whether heavy freight was being 
placed on top of light freight at receiv- 
ing docks; and whether care was being 





taken in the opening of crates or barrels 
of glass and chinaware. 

' The traffic group of N.R.D.G.A. issued 
a statement showing the results of a 
questionnaire on parcel post overcharges, 
losses, and insurance. It said almost 72 
per cent of the stores questioned did not 
generally permit manufacturers to insure 
parcel post shipments; about one-third 
of this group allowed insurance on their 
valuable shipments; and parcel post pol- 
icies were ‘not carried by 81 per cent of 
the group surveyed. The statement also 
said: 

“The procedure followed to determine 
whether manufacturers have charged the 
correct postage and the handling of 
chargebacks for overcharges on postage, 
received diversified comments. However, 
in compiling the information, we dis- 
covered that 93 per cent do check for 
correct postage. Of the various methods 
suggested, almost 69 per cent check the 
postage on the shipment with the amount 
charged on the invoice. Nine per cent 
weigh and compute each package, while 
21 per cent spot-check by one of these 
two methods. Regarding chargebacks, 
some of the stores reported amounts 
ranging up to $2,700 annually. 

“With a continually increasing amount 
of merchandise being transported from 


TRAFFIC WORLD 


manufacturer to store by parcel post, 
stores should study this information very 
carefully and determine whether their 
present practices are in the best interests 
of their store.” 

In a forum discussion of this subject, 
Lee Lewison, assistant general traffic 
manager of Allied Stores, New York, said 
overcharges were caused among other 
things, by careless evaluations and indis- 
criminate use of parcel insurance without 
request. 

James N. Kann, traffic manager, G. 
Fox & Co., Hartford, Conn., said spot 
checkers at his store investigated pack- 
ages when the charges seemed to be out 
of line and that some large overweights 
had been spotted. 

Mr. McDermott, of Woodward & Lo- 
throp, Washington, reported on _ local 
N.R.D.G.A. activities in various parts of 
the country with respect to transporta- 
tion. He also presented a model form 
for reporting to management and out- 
lined the results of studies conducted in 
this connection by the traffic managers’ 
group, Washington. 

The traffic group voted thanks to Mr. 
Mongeon as “watchdog of our dollars in 
transportation.” The vote was proposed 
by Fred Oxman, of Lit Brothers, Phila- 
delphia, vice-chairman of the group. 





New York Dry Goods Merchants’ Methods 
Of Holding Down Transport Costs Shown 


Traffic Manager of R. H. Macy & Co. States Principles Used by 


Department Store Group in Dealing With Rising Freight Costs, 


Reports Specific Actions Taken to Bring About Saving of Money. 


E. J. Derenthal, traffic manager of 
R. H. Macy & Co., Inc., New York 
City, gave advice on holding down 
transportation costs and reported 
specific actions taken along that line 
by Macy’s or by the New York de- 
partment store group, in an address 
he delivered at the 1951 conference 
of the traffic group of the National 
Retail Dry Goods Association, in New 
York City (see page 29). 


The text of Mr. Derenthal’s address, on 
the subject, “Economizing on Transpor- 
tation in 1951,” follows: 


There is probably nothing of greater 
concern right now to retail traffic man- 
agers than the amount of their freight 
bill for 1951. This is going to be an ex- 
pensive year; first, because we are caught 
in the middle of a race among the car- 
riers to see who can raise his rates the 
highest and fastest; and, second, because 
Ceiling Price Regulation No. 7 will pre- 
vent us from passing on most of these 
increases. 

What we can do about rising freight 
costs can be fairly well covered in the 
following statements: 

First: Make greater use of consolida- 
tions to take advantage of volume rates. 

Second: Use cheaper means of trans- 
portation where service can be made 
satisfactory. 

Third: Work cooperatively and indi- 
vidually on keeping rates in line. 

Fourth: Use all of the transportation 
facilities available to give us the most 
economical overall handling. 





While all of these are good principles, 
a discussion of them as generalities would 
be like telling you to save money by 
spending less. Therefore, I am going to 
give you some specific instances in which 
either the Macy Corporation or The New 
York Department Store group has been 
able to apply them to advantage. It may 
be that what has been done in New York 
will have a similar application to some 
of your problems in other cities. 


Shipper Associations 


Where the daily volume of freight 
available from any given city is sufficient, 
shipper associations can be formed to 
secure the advantage of carload consoli- 
dation rates; and many of these associa- 
tions are now operating successfully. 
However, the problem arises in what to 
do from points where the volume is sub- 
stantial but still not sufficient to make 
carloads daily or on any regular schedule. 
This can be partially solved by using the 
relatively new volume consolidation serv- 
ice which the freight forwarders have 
been setting up on request between any 
points that appear to justify it. 

While the details of this service may 
vary slightly from forwarder to for- 
warder, it generally provides for an ini- 
tial reduction in rates on 1,500 Ibs. and 
a second reduction on 5,000 lbs. Provi- 
sion is made for consolidating freight 


delivered to the terminal by various ship- | 
pers at point of origin, at a charge of | 
about 38 cents per hundred pounds. At § 


destination, there is one free delivery, 
and a provision for additional split de- 
liveries at a charge of 9 cents a hundred 
pounds. This means that destination 
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stores can get direct individual deliveries 
of shipments pooled by them at point ot 
origin to make the 1,500 or 5,000 lb. 
weight. Where motor carriers have es- 
tablished bracket rates, the total for- 
warder charges are usually slightly lower 
than truck in each of the first two 
brackets. 


While the savings realized from an 
operation of this type are not nearly so 
much as from a shippers association’s 
own car, they do provide some plus where 
carload volume is not available, and they 
are also a handy instrument to use in 
the process of developing enough ton- 
nage to start a car. Also, while the 
cost is only slightly less than that for 
truck volume movements, this compari- 
son is often theoretical because between 
many points the truckers, particularly 
when times are good, are not able to pro- 
vide adequate service for department 
store freight. We have been using a for- 
warder consolidation of this type to 
LaSalle and Koch, Macy’s Toledo store, 
and have found it to be satisfactory. 


Additional Saving 


One other substantial saving to be 
derived from this type of consolidation, 
particularly when operated from New 
York City, is the elimination of the 
package consolidator’s charge. The 
standard charge for his service is 12 
cents per package, which is equivalent 
to about 50 cents a 100 pounds, plus 50 
cents a 100 pounds for loading and de- 
livery to a freight forwarder. When the 


shipper delivers direct to the forwarder 
consolidation, the only charge is the 38 
cents a 100 pounds. 

In connection with the use of package 
consolidators, I was asked by Mr. Mon- 
geon to make a survey of their provi- 


sions for liability for loss or damage to 
packages received. Six major companies 
were contacted, and there appears to be 
considerable lack of uniformity in their 
liability regulations. Here is what was 
found: 

One assumes full liability for all pack- 
ages in its possession. 

One assumes full liability, with com- 
mon carrier exceptions for acts of God, 
strikes, etc., provided value is declared 
on packages exceeding $50. There is no 
extra charge for the protection over $50, 
but value must be declared for insurance 
company purposes in order to secure it. 

One assumes common carrier liability 
up to $50, and will provide extended 
coverage in excess of $50 at a charge of 
10 cents per $100. 

Three limit their liability to that of 
a common carrier and to $50 per pack- 
age, with no provisions for extended 
coverage. 

The limits of the insurance carried by 
the consolidators to cover their liability 
range from a low of $50,000 to a high of 
$200,000. 

Liability Question 

Since the consolidator has much the 
Same problem as the Railway Express 
Agency in not knowing in advance which 
packages should be given special han- 
dling because of value, it appears that 
Some limitation is justified. On the 
other hand, it also appears that they 
Should enable the shipper to secure addi- 
tional protection for valuables if he so 
declares them. ‘Those of you who use 
package consolidators may wish to re- 
view your arrangements to see whether 
they are satisfactory, and whether you 
have store insurance to give you coverage 
beyond the consolidators’ limits. This 


same condition would not generally ap- 
ply to carload consolidators, because 
here the consolidator is covered by full 
railroad liability unless he fails to re- 
lease freight within 48 hours. However, 
if valuable freight that the railroad pro- 
hibits from transportation is loaded 
without being identified, and is lost, 
there would be no recovery. Also, the 
consolidators liability is the only thing 
covering freight that is held on railroad 
property after 48 hours without release. 

The consolidators, of course, play a 
very important part in consolidation 
operations, particularly where use is 
made of air freight, Railway Express or 
other volume rates with no provision for 
consolidation by the carrier; or, where 
the weight to be consolidated is not 
enough to justify using volume rates but 
will still avoid the high cost of minimum 
charges on small shipments. 

The truck lines have given us ample 
evidence through rate increases recently 
that they are definitely not interested 
in handling towels,.chenilles, and lower 
density commodities, except at prohibi- 
tive rates. In most cases, these same 
commodities will move via rail at stand- 
ard rates: However, because the spread 
between buying and delivery date cannot 
be too great, the slower rail service pre- 
sents a problem. 

Rail service normally falls down in 
two places: 

First: At transfer points, where freight 
which cannot be handled through to 
destination in its original car is reloaded 
into another car. Transfers can occur 
several times between origin and desti- 
nation. 

Second: At destination, in the time 
elapsed between the date freight arrives 
and the date it is delivered. 


Improved Rail Service Obtained 


The New York stores have been able 
to work out arrangements in two specific 
instances to improve rail service to the 
point where it can be used as an alter- 
native to prohibitive cost truck service 
on lighter weight commodities: 

The first of these is in moving chenille 
rugs from the Dalton, Ga., area, where 
the daily volume shipped by rail from 
the mill to New York was not enough 
for the railroads to operate a through 
merchandise car, and where the distance 
from New York made the time required 
for transfers in route prohibitive. The 
Tufted Textile Manufacturers Associa- 
tion of Dalton took the initiative in ar- 
ranging with the mills to release these 
New York shipments on specified days, 
and for the Southern Railway at Dalton, 
to load all of the shipments into one 
car carded directly through to New York. 
Railroads are generally willing to do this 
whenever there is 6,000 lbs. or more to be 
moved to the same destination. This 
through car arrangement cut the rail 
service down from 10 days to six days 
delivered, which compare with four-five 
days via truck. The cost via rail is $1.91 
per 100 pounds compared to $4.38 via 
truck. A very slight adjustment in or- 
dering schedule was all that was required 
to have $2.49 on a 100 pounds on this 
commodity. 

Since then, we have made arrange- 
ments with other mills within a 50-mile 
radius of Dalton to make shipments via 
local truckmen to the Southern Railway 
at Dalton for inclusion in the through 
car. One or two truckmen were selected 
for regular use, and they bill us in New 
York for their charges. This truck-rail 
combination is slightly higher than the 
direct rail cost, but it is still far less 
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than the direct truck cost, which would 
be the only alternative to give us the 
service required. The extra weight in 
the merchandise car also permits it to be 
moved more frequently. 

The second instance of improving rail 
service involved moving towels to New 
York from Southern mills, principally 
in Kannapolis, N.C. This was a slightly 
different situation because sheets usually 
originate at the same mills. The motor 
carriers like the sheet traffic and will 
give us consistent second-day delivery at 
rates comparable to rail. However, they 
do not like the towels, and consequently 
increased the $1.56 rate on them by 
$1.31. Rail l.cl. service could not be 
used for towels because delay in delivery 
in New York made it too slow. Rail 
carload rates were available but there 
was not enough towel tonnage to make 
frequent cars. 


Building Up Carload Volume 


In order to build up sufficient volume 
for regular carloads the New York stores 
acted together to consolidate both their 
sheet and towel tonnage in the same car 
from the mill; and arrangements were 
made for unloading and delivery by a 
pool car distributor in New York. Serv- 
ice runs around four days delivered. 
When the delivery charge is added to the 
carload freight charge we save very little 
if anything on sheets, and we take two 
days longer in transit. However, because 
truck would be the only alternative for 
towels, we save $1.31 a 100 pounds on 
them. Rearrangement of ordering sched- 
ules to allow two extra days is not serious 
and the good sheet tonnage is being made 
to work for the towels. Also, we believe 
the motor carriers are concerned about 
the loss of the sheet business, which may 
act as a partial deterrent to them in con- 
sidering future hikes of rates on less 
desirable freight to prohibitive levels. 

Furniture pool cars are going to be- 
come more and more important when 
the long delayed but apparently inevita- 
ble cancellation of 1.c.l. furniture excep- 
tion ratings arrives. This is something 
on which the New York stores are now 
trying to act cooperatively. It is a type 
of consolidation that in the past has been 
left up to the manufacturers and pool 
car distributors to work out between 
them, and it now presents a number of 
unusual problems. For example, manu- 
facturers may have an arrangement with 
a distributor that is advantageous to the 
manufacturer but is not to the stores 
receiving the merchandise. Also, pool 
cars predominate in the heavier density 
furniture, but little or no attempts have 
been made to do anything with lighter 
density furniture. In addition, due to 
the sliding scale of rates applicable to 
cars of increasing minimum weights, it 
is often difficult for a store to determine 
what it should properly be charged for 
freight service. 


We now have a stores furniture com- 
mittee whose job it is to work with the 
manufacturers and distributors to bring 
about some mutual understanding and 
cooperation. Its assignment is also to 
investigate the possibilities of making 
additional pool cars: By securing rea- 
sonable distribution service for carloads 
of less desirable furniture: By arranging 
stop-off cars with other cities: and by 
arranging for joint loading at points of 
origin so that all merchandise in a car 
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will not necessarily have to originate with 
one manufacturer. Some warehouses in 
the furniture producing areas have 
started loading services, but their cost 
plus the cost of draying from the fac- 
tories to the loading platform still makes 
their use almost prohibitive. On the 
other hand, if the l.c.l. exceptions are 
cancelled, the spread between the car- 
load and less carload rate will be so 
greatly increased on certain types of fur- 
niture that not only local but out-of- 
town shipments can be brought in for 
consolidated loading. 


Action on Rate Increases 

I would like to leave consolidations 
and cheaper means of transportation 
now and spend a few minutes discussing 
what can be done about freight rate in- 
creases themselves. Wherever overall in- 
creases are involved, action by an indi- 
vidual store is very limited in its effect: 
and our best course in these matters is 
to cooperate with the N.R.D.G.A., which 
is building up an enviable record in pro- 
tecting our interests in matters of na- 
tional scope: and to cooperate with vari- 
ous local trade associations who will 
carry the ball for us on sectional matters. 


However, on an individual commodity 
basis, and between specified points, there 
appear to be a number of opportunities 
to adjust rate inequalities without the 
expenditure of much time or money, and 
without being either a rate or an I.C.C. 
expert. Here are a few examples appli- 
cable to New York: 


The motor carriers publish a commod- 
ity rate of $3.26 a 100 pounds on dunga- 
rees from Springfield, Mo., to Brooklyn, 
N.Y. However, substantial quantities of 
dungarees also move from the adjacent 
town of Republic, Mo., to New York, at 
a class rate of 39 cents more. The simi- 
larity of the situation between the two 
shipping points was simply brought to 
the carriers’ attention, and they agreed 
to extend the application of the commod- 
ity rate to Republic, Mo., shipments. 

Until recently, sheets in substantial 
quantities were moving to New York 
from Nashua, N.H., on an any-quantity 
commodity rate of $1.01. This was fine 
for small shipments, but when more than 
10,000 lbs. were shipped at one time, the 
commodity rate produced a_ higher 
charge than the truckload class rate. 
Since motor carrier tariffs do not gen- 
erally provide for alternate application of 


class rates with commodity rates, the, 


shippers were forced to pay the higher 
charge. This condition was brought to 
the carriers’ attention, and they agreed 
to correct it by publishing a truckload 
commodity rate on 10,000 lbs. comparable 
to the truckload class rate. As a matter 
of fact, they went one step further and 
published a lower commodity rate 10 
cents lower applicable to 17,000 lbs. or 
more. There are many other identical 
situations in New England which the 
carriers are usually willing to correct on 
request. 


Commodity Rate in Extension 


For one final example, the railroads 
publish carload commodity rates on chil- 
dren’s vehicles from Chicago to all major 
eastern seaboard cities. To New York 
the rate is 29 cents lower than the class 
rate. However, the commodity rate does 
not apply to Long Island City, which 
is just across the river from Manhattan, 


and which is the warehouse location for 
several New York stores. A simple re- 
quest to one of the railroads was all 
that was necessary to get the New York 
commodity rate extended to Long Island 
City. An interesting sidelight on this 
is that it also automatically reduced by 
13 cents the rate on the same type of 
merchandise moving from Cincinnati, be- 
cause Cincinnati is intermediate to Chi- 
cago. 

These examples illustrate some of the 
simple types of rate inequalities that 
have been found to exist in the New 
York area. There are probably many 
more to be found: and there are sure 
to be many instances of similar type 
situations in almost every section of the 
country. The larger stores in particular 
should be able to make some worthwhile 
savings by being on the alert for them. 
Usually all that is required for correc- 
tion is to point them out to either the 
rate bureau or some interested carrier 
who participates in the tariff. 


Although outside warehousing as such 
may not be considered part of the traffic 
department’s responsibility in many 
stores, I would like to mention some 
phases of it that do affect transporta- 
tion costs, and that offer opportunities 
for use of special transportation services. 

When freight to be stored is shipped 
in carload lots, the railroad storage in 
transit privilege can often be used to 
advantage to avoid extra freight expense. 
As an example of how this works, let’s 
assume a carload shipment to be stored 
is coming from Chicago to New York. If 
this is stored in transit, let’s say at 
Trenton, N.J., and then reshipped as a 
carload to New York when finally needed, 
the freight. charge will be only the 
original through charge from Chicago 
to New York—the storage in transit at 
Newark being treated simply as tem- 
porary interruption of the original move- 
ment. Had this car been warehoused 
in New York, in addition to the same 
freight charge there would have been a 
substantial trucking charge or railroad 
switching charge at the time the mer- 
chandise is withdrawn from the outside 
warehouse. Also, the warehousing 
charges are normally more at larger des- 
tination cities than they are at smaller 
inland points. 


Use of Household Warehouses 


Where freight to be warehoused can- 
not be handled as carloads in transit for 
one reason or another, the use of house- 
hold warehouses rather than commercial 
ones is often advantageous. Many 
household warehouses now solicit com- 
mercial business, normally at lower than 
the going commercial rates.. One reason 
they can quote lower rates is that they 
limit their legal liability to $50 per piece, 
unless excess value is declared and 
paid for. Since the store is required to 


furnish its own fire and burglary in- . 


surance anyhow in any public warehouse, 
it has already covered the major possi- 
bilities of loss, and the $50 limitation on 
any risk still left uncovered is of minor 
consequence. In New York at least, 
these warehouses also have the advan- 
tage of having less congested platforms 
and of being in a better position to give 
prompt withdrawal service. 

A third warehousing possibility which 
can sometimes be used advantageously 
is “field warehousing.” This has many 
applications, but, as an example of one 
of them, the warehouseman sets aside 
space on the manufacturer’s premises, 
makes one of the manufacturer’s regular 
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employes responsible for merchandise 
in it, and backs up his ability to produce 
the goods on demand by a performance 
bond for greater than its value. This 
type of service is valuable where the 
manufacturer has room to keep the mer- 
chandise, but needs to be paid for it: 
Yet the store does not wish to pay for 
merchandise without having possession. 
Without any physical transfer, the mer- 
chandise is warehoused and a warehouse 
receipt issued that gives the store title 
and a guarantee that the goods are 
safely in the custody of a third party. 
Charges for this service can be sub- 
stantially less on large quantities than 
the cost of public warehousing and extra 
incidental transportation. 

I have been talking to you for the last 
half hour on a miscellaneous assortment 
of subjects. I hope they have not been 
too “miscellaneous” to form continuity 
on this all-important problem of keeping 
transportation costs down. Some of the 
items mentioned may have no applica- 
tion to your particular situation: And 
others you may already be using. How- 
ever, if there are any new ones that you 
feel could be used to advantage, I’ll be 
glad either now or later to try to answer 
any questions you may have or to give 
you any more specific information that 
is available. 


Canadian Government Gives 
Thought to Proposal for 
Building Its Own Seaway 


Special Correspondence from Ottawa, Canada 


The Ontario provincial government 
is urging the federal government of 
Canada to announce immediately 
that Canada will build the St. Law- 
rence seaway on its own. 


While the federal government has 
nearly given up hope of favorable action 
by the Congress of the United States on 
the St. Lawrence seaway treaty and a 
joint Canadian-United States handling 
of the project this year, it is unwilling to 
commit itself yet to an all-Canadian 
development. 


Engineers of the Transport Depart- 
ment’s projects division are actively 
working on plans and estimates for an 
all-Canadian canal on the Canadian side 
of the river. The joint scheme would 
put the ship channel on the American 
side. 


Cabinet ministers are saying privately 
that, if Congress does not act on the 
treaty this year, Canada will go it alone. 
Yet they are unwilling to make a public 
statement at this stage in case it might 
kill some remaining chance of getting 
the United States in on the undertaking. 


Pressure from Ontario arises from the 
fact that the Ontario Hydro Commis- 
sion’s reserves of power will run low 
about 1956 and it is counting on getting 
2,000,000 horsepower from the Interna- 
tional Rapids section of the St. Lawrence 
about that time. It wants the seaway 
started next year at the latest, in order 
that the power will be available when 
needed. 

In the House of Commons a few days 
ago Gordon Graydon, Progressive-Con- 
servative member for Peel, apparently 
speaking the views of the Progressive- 
Conservative Premier Leslie Frost of On- 
tario, argued an all-Canadian develop- 
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ment would be preferable to a joint 
development because it would put the 
whole undertaking under Canadian con- 
trol. He feared that approval of the 
seaway treaty at Washington would still 
leave the scheme open to attack by the 
American interests opposed to it and that 
it might be held up by delays in passing 
appropriations. Mr. Graydon got merely 
a brief, non-committal reply from the 
government when Defense Minister Clax- 
ton said: 

“We regard the waterway as a defense 
project of immense importance and 
would like to see it proceeded with, if 
possible, jointly.” 


Rivers-Harbors Congress 
Holds Special Meeting, 


Reelects. Sen. McClellan 


The National Rivers & Harbors 
Congress, at a special meeting of its 
officers and directors May 10-12 in 
the Mayflower hotel, Washington, 
D.C., held in lieu of its annual con- 
vention by reason of the present na- 
tional emergency, registered its ob- 
jection to certain recommendations 
made in the report of the President’s 
Water Resources Policy Commission. 


The congress commended the commis- 
sion on the job of collecting into a 
single three-volume report the law, prac- 
tice and public opinion on the “many 
ramifications” of the development of 
water and land resources, in a resolution 
it adopted. However, it said, throughout 
the recommendations on planning and 
evaluation expressing the commission’s 
opinion on the need for coordination, 
multiple-purpose approach, basin-wide 
development, comprehensive planning, 
etc., little, if any, recognition had been 
given to the “great advances” that the 
existing federal agencies had made to- 
ward those ends, except in the case of 
the T.V.A. or valley-authority-type of 
development. The congress said it had 
repeatedly expressed its opposition to this 
type of “socialistic” basin development 
for “good and valid reasons.” It added 
it did not now believe there was any 
good to be gained by resorting to valley 
authorities, basin commissions or super 
review boards. 


“The commission has collected the ma- 
terial requisite to a thorough study’ of 
the policies and practices in the develop- 
ment of our land and water resources,” 
Said the congress, “but we caution the 
American people and memorialize the 
Congress on the need for extended and 
comprehensive public hearings on any 
legislation designed to put into law any 
part or all of the recommendations of 
the President’s Water Resources Policy 
Commission.” 


The congress also adopted a resolution 
calling for appropriation of adequate 
funds to prosecute, at an economical rate, 
internal waterway improvements that 
were under way and to initiate those 
improvements for navigation and flood 
control that had a direct beneficial effect 
on the defense program. It also urged 
that priority preference ratings be given 
where necessary to assure construction 
and maintenance of projects for naviga- 
tion and flood control. It opposed any 
changes that would affect adversely juris- 
diction of the Corps of Engineers, U. S. 


Army, over navigation and flood control 
improvements. The congress further re- 
affirmed its advocacy of a strong efficient 
modern American merchant marine as 
“an indispensable adjunct in the con- 
tinued development and maintenance of 
the foreign trade of the United States 
and the preservation of the high stand- 
ards of the domestic economy of our 
country.” 

Except for Representative Overton 
Brooks, of Louisiana, who was elected 
a national vice-president, to succeed 
former Representative William M. Whit- 
tington, of Mississippi, all executive offi- 
cers of the congress were reelected, as 
follows: President, Senator John L. Mc- 
Clellan, of Arkansas; national vice-presi- 
dent, Senator Francis Case. of South 
Dakota; executive vice-president, William 
H. Webb, attorney, Washington, D.C.; 
secretary-treasurer, J. B. Burke, Helena, 
Ark.; chairman of projects committee, 
Representative Sid Simpson, of Illinois; 
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and vice-chairman of projects committee, 
H. H. Buckman, of Florida. 


Senator McClellan called the meeting 
to order. Speakers included: Brig. Gen. 
C. H. Chorpening, assistant chief of engi- 
neers for civil works, Corps of Engineers, 
U. S. Army, who spoke on “River-Harbor 
Improvements and National Defense”; 
Joseph K. Carson, Jr., of Oregon, execu- 
tive vice-president, Propeller Club of the 
United States, who discussed “Problems 
and Needs of the American Merchant 
Marine”; and Samuel B. Morris, of Cali- 
fornia, general manager and chief engi- 
neer, Department of Water and Power, 
Los Angeles, and member of the Presi- 
dent’s Water Resources Policy Commis- 
sion, who discussed the commission’s 
report. 


N.I.T.L. Members, at Spring Meeting, Vote 
To Continue Participation in Ex Parte 175 


Approve Report of Special Committee and Override Executive Committee 
Recommendation to Withdraw from Case. Will Avoid Sectional Questions. 
Reports on Objections in Rail-Motor Small Shipments Cases Adopted. 


By N. C. HUDSON | 


Approximately 500 members of the 
National Industrial Traffic League, 
attending the League’s spring meet- 
ing May 11 in the Palmer House, Chi- 
cago, voted by a substantial majority 
to accept a report and recommenda- 
tion of the League’s special commit- 
tee on Ex Parte 175, Increased Freight 
Rates, 1951, that the organization 
continue actively to participate in 
that proceeding. 


The action followed a 90-minute de- 
bate, and overrode a recommendation by 
the League’s executive committee that 
the League not participate in Ex Parte 
175 and that the report and recommen- 
dation of the special committee be not 
approved. 


Following is the report and recom- 
mendation of the special committee, as 
adopted, with one amendment, by the 
membership: 


That the League continue actively to 
participate in the Ex Parte 175 proceed- 
ings (through its committee and counsel), 
and carry out the views and principles 
reflected in the following: 

(a) The League takes no position, for 
or against the carriers, as to what is a 
normal, fair rate of return, but insists 
that such rates shall be applied to the 
valuation for rate purposes determined 
by the Commission and not to higher 
valuations set forth in the railroad pe- 
titions. 

(b) The national economy and the 
high cost of living require that trans- 
portation charges shall be held down to 
the lowest level consistent with main- 
taining transportation in full vigor. 

(c) The League shall challenge by 
cross-examination, and, if deemed feasi- 
ble, by general rebuttal evidence, the 
carriers’ claims as to probable revenue 


deficiencies, to the end of requiring full 
proof on which the Commission can 
determine the extent of any true need 
for further net revenues. 

(d) The League shall urge that fur- 
ther increases produce a comparatively 
small increase in net revenues (except 
temporarily) and that emphasis be 
shifted from rate advances to proper 
economies, efficiencies and cost reduc- 
tion. 

A “rider” to the above report, in the 
form of a declaration that “it is under- 
stood that participation of the League 
will be on a countrywide basis, and that 
the League will take no position either 
as regards a uniform increase nationally 
or in the individual rate territories,” was 
proposed by Frank A. Leffingwell, secre- 
tary-treasurer, Southwestern Industrial 
Traffic’ League, Dallas, Tex., and was 
adopted by a vote of 124 to 94. 

A. G. Anderson, general traffic man- 
ager, Socony-Vacuum Oil Co., Inc., New 
York City, president of the League, pre- 
sided at the Chicago meeting. 


Lowe P. Siddons, traffic manager, Holly 
Sugar Corporation, Colorado Springs, 
Colo., reporting as chairman of the 
executive committee, said that that com- 
mittee at its May 10 meeting in Chicago 
had approved the previous action of the 
special committee on Ex Parte 175 at 
the Washington hearing, but had decided 
it could not recommend to the member- 
ship the special committee’s proposals 
for future action. 


Executive Secretary Edward F. Lacey, 
Washington, D.C., reported that 53 mem- 
bers had attended the executive com- 
mittee ‘meeting in which the decision 
to disapprove the report of the special 
committee was made. 


Among those who advocated continued 
participation by the League in the Ex 
Parte 175 proceedings were: Irving Lyons, 
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traffic director, California Packing Cor- 
poration, San Francisco; Alonzo Bennett, 
vice-president, Federal Compress & 
Warehouse Co., Memphis; L. J. Rowley, 
traffic manager, Lockheed Aircraft Cor- 
poration, Burbank, Calif., speaking also 
for the Aircraft Industries Association; 
A. M. Ribe, traffic manager, McWane 
Cast Iron Pipe Co., Birmingham, Ala.; 
P. D. Walsh, general traffic manager, 
Celotex Corporation, Chicago; Charles 
Donley, traffic manager, United States 
Potters Association, also representing a 
group. of iron and steel manufacturers, 
and J. M. Cody, general traffic manager, 
Butler Brothers, Chicago, also represent- 
ing the Chain Store Traffic League. 


Speakers in support of the executive 
committee’s recommendation to stay out 
of the Ex Parte 175 proceedings were: 
John B. Keeler, traffic consultant, Kop- 
pers Co., Inc., Pittsburgh; N. J. Bren- 
nan, traffic manager, Chrysler Corpora- 
tion, Detroit, and George H. Shafer, gen- 
eral traffic manager, Weyerhaeuser Sales 
Co., St. Paul, Minn. 

Proponents of the action adopted as- 
serted that the League had participated 
in all previous general freight rate in- 
crease cases, and that it would “look 
strange” if the League should stay out of 
a case involving a national issue affecting 
transportation; that the League could 
remain in the case without having to 
take a position on the question of sec- 
tional freight rate levels; that the League 
in its participation in “ex parte” cases 
had been helpful to the Commission in 
clarifying the issues and bringing out all 
relevant facts; and that individual 
League members had been helped pro- 
cedurally to present their facts, through 
aid from the League’s counsel, John 
Burchmore. 

Supporters of the executive commit- 
tee’s position contended that it was diffi- 
cult for League spokesmen to take a 
clear-cut position in the Ex Parte 175 
proceeding that would be acceptable to 
all the membership, particularly in view 
of sectional issues that might be raised. 


Small Shipments Case 


The small shipments cases before the 
Commission, Nos. 29556 and MC-C-543, 
were the subjects of reports by two 
committees of the League, the less-car- 
load and merchandise committee headed 
by John C. Allen, general traffic man- 
ager, Sears, Roebuck & Co., Chicago, and 
the motor carrier rate and classifica- 
tion committee, headed by William H. 
Ott, Jr., general traffic manager, Kraft 
Foods Co., Chicago. 

Mr. Ott, reporting at the start of the 
afternoon session, recalled that both 
cases were instituted by the Commission 
on its own motions. The proposed re- 
port of Examiner Kassell in MC-C-543 
(to which exceptions were due June 4), 
proposed in general, he said, findings 
that motor carrier rates and charges on 
shipments of 300 pounds or less were 
below the cost of providing service, that 
they cast an undue burden on heavier 
shipments, and that they were unreason- 
able to the extent they were less than 
the charges proposed in a Table 22 as 
minimum reasonable charges. 

“Briefly stated,” reported Mr. Ott, “the 
examiner has recommended two spe- 
cific scales of charges per shipment (one 
for shipments of 150 pounds or less, and 
one for shipments of over 150 pounds 
but not over 300 pounds), graded with 


distance, and with an additional charge 
of 10 cents per package for each package 
over five or over 10 in the two sizes of 
shipments respectively. 

“Note particularly that these are spe- 
cific charges per shipment; they do not 
alternate with any other basis of charges, 
weight times rate, or otherwise. This is 
important because of the continued ap- 
parent widespread misunderstanding 
that these are intended to be scales of 
minimum charges per shipment compa- 
rable to those recommended by Examiner 
Vandiver in docket 29556 which do alter- 
nate with the rate-times-weight basis.” 

His committee, said Mr. Ott, recom- 
mended that the League adhere to the 
general position stated in five numbered 
paragraphs of the League’s brief of Au- 
gust 1, 1950. Three of those paragraphs, 
he said, were still applicable: (1) That 
the Commission should not assume the 
function of initiating rates for railroads 
and motor carriers, particularly on any 
large segment of traffic; (2) that the 
record afforded no basis for broad find- 
ings that present rates for lots under 300 
pounds were unlawful for all commodi- 
ties, all sections, and all carriers: and 
(3) that the record was stale and af- 
forded no sound basis for any general 
conclusion requiring or warranting pre- 
scription by the Commission of a uni- 
form rate basis for small shipments. 

“Your committee also recommends op- 
position to any penalty charge on light 
weight packages, whether stated as an 
additional charge per package, or by ap- 
plication of a minimum weight per pack- 
age, whether applied to individual pack- 
ages or on an average basis.” Mr. Ott 
said. 

The committee further recommended, 
he concluded, that “it is understood that 
if some light package penalty is to be 
imposed despite such opposition, the 
committee will recommend that’ such 
panalty, if imposed, be in terms of a uni- 
form amount in cents per package re- 
gardless of distance; that if a minimum 
weight per package is to be applied, it 
should be on the average weight of the 
packages in the shipment, and not on 
individual package weights.” 

The report was adopted. 

Mr. Allen, reporting on No. 29556, sum- 
marized that case and the League’s posi- 
tion to date, and recommended for the 
committee that Mr. Burchmore, League 
counsel, continue its general objections 
as set forth in the committee report. Mr. 
Allen said his committee believed that 
“any assessment of a package rate based 
on a penalty charge or on a minimum 
weight per package should be opposed.” 

The recommendation was unanimously 
approved. 

A recommendation of the executive 
committee, that the “less-carload and 
merchandise committee be authorized 
and requested to meet with the railroads 
to find the best solution of the rate prob- 
lem for the handling of small shipments 
by the railroads, and report back to the 
League.” was also adopted unanimously. 


Classification Rule 33 


Sam Felton, general traffic manager, 
Acme Steel Co., Chicago, reporting for 
the classification committee, reported 
that Joint Docket No. 144 of the rail 
classification committees, on which hear- 
ings were being held in May, had recom- 
mended adoption of (subject No. 136) a 
proposed Rule 33 governing multiple 
loading of carload shipments in or on 
a single car. 

The League’s executive committee 
recommended, he said, that the classifica- 
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tion committee “appear at the classifi- 
cation hearing and oppose adoption of 
this proposed rule in its present form 
and that the league further urge the 
carriers to adopt the same rule that is 


now in effect in the south and in the 
west.” 


The recommendation was approved. 

Mr. Ribe, speaking in the course of 
discussion of new business, suggested 
that the League could serve its member- 
ship and the nation by proposing changes 
in the interstate commerce act which 
would restore to carrier management the 
right to set the general level of freight 
rates. Specifically, he suggested that 
the Commission be denied the power to 
suspend rates now covered in paragraph 
7 of Section 15 of the act. 

At the suggestion of President Ander- 
son, Mr. Ribe agreed to forward his pro- 
posal to Executive Secretary Lacey, for 
study by the executive committee. 





Freight Car Supply, I.C.C. 
Legislation, Discussed by 


New York Shippers’ Group 


Freight car supply and legislative 
measures affecting Interstate Com- 
merce Commission administration 
were among matters on which the 
Shippers’ Conference of Greater New 
York, Inc., took action at its May 
meeting in the assembly room of the 
Commerce and Industry Association 
of New York, Inc. 


Stating that it had noted recent press 
reports that a “drastic” reduction of 35 
per cent in the allocation of steel to 
car builders was contemplated, the con- 
ference said it would “once again” ad- 
dress W. H. Harrison, administrator, De- 
fense Production Administration, with 
copies to the Office of Defense Mobiliza- 
tion, National Production Administra- 
tion, Defense Transport Administration, 
Senator E. C. Johnson, chairman of the 
Senate interstate and foreign commerce 
committee, and all members of Congress 
from New York and New Jersey, citing 
concern over the “present situation” and 
urgently requesting “the further consid- 
eration of the authorities to assure steel 
allocations to a basis that will cause 
new freight car deliveries to come from 
the shops at the anticipated quota of 
10,000 cars per month.” 


The conference also registered its op- 
position to S. 1141, a bill to transfer 
safety administration from the I.C.C. to 
the Secretary of Commerce, and S. 1139, 
a bill to empower the chairman of the 
1.C.C. toact as administrator. It said it 
would clearly state its position in com- 
munications to the chairman of the Sen- 
ate committee, indicating satisfaction 
with the present efficiency of the I.C.C. 
administration of safety and emphasiz- 
ing that the present method of rotating 
chairmanship from year to year was 
of proven merit, whereas the proposed 
method would incline towards the dan- 
gers of a one-man commission. 


Other action taken by the conference 
included designation of a committee to 
study and submit a report and recom- 
mendations on a proposal of the Federal 
Maritime Board to’ adopt a rule govern- 
ing the right of common carriers by 
water, subject to the board’s jurisdiction, 
to limit the. time for. -presentation by 
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shippers and consignees of claims for 
freight adjustments. A proceeding to 
consider the adoption of such a rule was 
instituted by the board in No. 712. 


A.T.A. Terminal Operations 
Council Holds Two-Day 


Meeting in San Francisco 


Among speakers who addressed the 
Terminal Operations Council of the 
American Trucking Associations, Inc., 
at its spring meeting in San Fran- 
cisco, Calif., May 16 and 17, were 
John L. Springer, president of the 
Western Highway Institute, and J. C. 
Winter, staff assistant for transpor- 
tation in the U.S. Agriculture Depart- 
ment’s marketing and facilities re- 
search branch. 


The spring meeting program of the 
council also included an address by Philip 
H. Small, vice-president of the Pacific 
Intermountain Express Co., on “A Re- 
porting System for Daily Control of Indi- 
vidual Terminals by the Head Office.” 
The subject of Mr. Winter’s address was 
“Research in Truck Transportation of 
Perishable Products.” Mr. Springer spoke 
on steps that trucking companies and 
their employes could take to improve 
their relations with the public. He recom- 
mended “concerted action to encourage 
highway and local, traffic officials to 
designate satisfactory and direct truck 
routes” through cities, the scheduling of 
operations to avoid rush-hour automobile 
traffic, improvement in. truck terminal 
appearance, and elimination of “indis- 
criminate parking of equipment on public 
thoroughfares.” 

Mr. Winter said that the best methods 
of carrying perishable foods from farm 
to market by refrigerated trucks were 
being learned in tests made by the Agri- 
culture department in cooperation with 
the trucking industry. He described the 
tests and the equipment used in them 
and said that, so far, there had been 
about 150 truck tests of the movement 
of fresh fruits and vegetables and citrus 
concentrates, and that tests on transport 
of frozen poultry, fresh and frozen meats 
and other commodities were planned. 

J. M. Shackleford, operations manager 
of Mason & Dixon Lines, in a prelimi- 
nary statement he made about a panel 
discussion of “centralized checking”’— 
the checking of freight by means of 
“audio-inter-com” systems—said the pur- 
pose of the panel discussion was to bring 
before the interested public information 
gathered with a view toward develop- 
ment of a standardized but flexible sys- 
tem. Participants in the panel discussion 
were: Martin L. Moore, of Roadway Ex- 
press, Inc.; Charles P. Palin, of Pacific 
Intermountain Express Co.; James O. 
Toler, of Southern Express, Inc.; J. H. 
Howay, 
Inc.; W. Fred White, of Great Southern 
Trucking Co., and Clark Walter, of 
Executone, Inc. 

Mr. Small, in his address, described 
the daily reports required by Pacific 
Intermountain Express from its termi- 
nals and showed how those reports were 
of value in controlling costs and in other 
respects. 

In a meeting of the A.T.A. Equipment 
and Maintenance Council at the Fair- 
mont Hotel, San Francisco, May 15, A. L. 


of Consolidated Freightways, 


Apringer, superintendent of Pacific In- 
termountain Express, said that a “pro- 
duction-line” preventive maintenance 
program of that company had reduced 
costs 14 per cent since 1947. He said that 
“we firmly believe, from our record on 
utilization, road service, overhaul mile- 
ages and costs, that a very rigid pre- 
ventive maintenance program carried out 
very definitely provides a very efficient 
method of keeping a fleet operating effi- 
ciently.” 


Merchandising Skill 
Vital Need of Rails, 
Barriger Telis Agents 


The most vital work that needs to 
be done by the American railroads is 
that of merchandising their services 
—that is, “finding out what the pub- 
lic wants and what it is willing to 
pay, and then providing a product to 
meet those specifications.” 


This view was expressed May 15 by 
J. W. Barriger, president of the Chicago, 
Indianapolis & Louisville Railway Co., 
at the annual meeting of the freight sta- 
tion section of the Association of Amer- 
ican Railroads in the Congress Hotel, 
Chicago. Mr. Barriger was the main 
speaker at the session, which began May 
15 and ended May 17. 


“While legislatures and _ regulatory 
agencies and labor unions sometimes 
seem to be unaware of the fact, it is 
painfully obvious to us that the railways 
no longer have a monopoly of inland 
transportation,” Mr. Barriger said. “Ex- 
cept for the artificial economic stimula- 
tion which has been a by-product of the 
international trouble made in Moscow, 
the railways would now be experiencing 
serious difficulty in securing sufficient 
business to utilize their great plants ade- 
quately.” 


Were peace to be established through- 
out the world, “as we all hope and pray 
it may be,’ Mr. Barriger said, the pre- 
eminent problem of the railway industry 
would immediately become one of secur- 
ing an adequate volume of traffic on a 
compensatory basis of rates and fares 
to sustain its financial structure and 
provide for its development. 

The industry would have to turn to 
merchandising to expand sales and prof- 
its, perhaps even reducing profit margins 
to get greater total earnings, he de- 
clared. 


Reporting that merchandising has 
been as important a factor as mass pro- 
duction in American living, Mr. Barriger 
said merchandising is necessary, and will 
continue to be necessary, in a competi- 
tive market, in order to bring in maxi- 
mum revenues. 

The railroad executive said the rail- 
roads need to inform themselves more 
sufficiently about the nature and quan- 
tity of the business being lost to com- 
petitors, and the specific reasons why 
this traffic is not going by rail. 


Know Competitors’ Offerings 


“All merchandisers, except the rail- 
roads,” he said, “make it a primary part 
of their business to know a great deal 
about their competitors’ products, espe- 
cially comparative prices, quality, and 
sales volume. 


“Railroads are inadequately informed 
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on what is the price and cost and per- 
formance of its highway rivals and what 
aggregate tonnages of each class of 
freight is being lost to them... .” 

Only when the railroads know these 
things, he said, can they meet competi- 
tion effectively. 

Mr. Barriger said the problem of se- 
curing essential information could be 
handled most adequately, accurately and 
promptly by the station agents, after 
they became truly integrated into the 
social and commercial and business fab- 
ric of their areas. 

The railways were largely dependent 
on their station agents to build up good 
will and prestige and reputation for high 
standards of business conduct, Mr. Bar- 
riger asserted. 

“While meritorious services and prod- 
ucts, fairly priced and marketed through 
ethical commercial practices, are the 
basis of good public relations,” he said, 
“the station agents can raise these fac- 
tors through widening and solidifying 
the friendships of the business by pub- 
licity and advertising and by giving the 
corporation a friendly, frank and cour- 
teous manner of dealing with the public.” 


Foreign Transport Group 
At American University 


Hears Admiral Callaghan 


Rear Admiral W. M. Callaghan, 
US.N., commander, Military Sea 
Transportation Service, described 
the growth and functions of that 
service to those attending the fourth 
Foreign Transportation Institute 
conducted by American University, 
Washington, D.C. 


His informal address was made at a 
supper meeting May 10 in the home of 
Dr. Paul F. Douglass, president of Amer- 
ican University. 

Dr. L. M. Homberger, professor of 
transportation at the University, and 
director of the institute, presided. 

The institute was conducted with the 
cooperation of M.S.T.S., Air Transport 
Association of America, Association of 
American Railroads, and National Fed- 
eration of American Shipping. 

Admiral Callaghan observed that 
M.S.T.S. was the result of 50 years of 
experience in which the Army and Navy 
struggled with transport problems before 
M.S.T.S. was established as a single serv- 
ice. He dealt briefly with the problems 
presented by the Spanish American war, 
and the two “world wars” and the meth- 
ods of supply being followed in con- 
nection with the Korean trouble. Ad- 
miral Callaghan said that 85 per cent 
of the dry cargo for Korea was being 
transported by private shipping, either 
in privately-owned vessels, or in vessels 
taken out of the government’s reserve 
fleet and bare-boat chartered to private 
operators. 

In the question and answer period 
following his talk, the admiral answered 
several questions as to the possible 
growth of M.S.T.S. into what he said 
might be called an “octopus” in compe- 
tition with private shipping lines by 
saying that the shipping companies 
would have more to fear from the Na- 
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tional Shipping Authority if his ques- 
tioner was looking forward to nationali- 
zation of shipping, and if nationaliza- 
tion occurred, than those companies 
would have to fear from the military 
organization. 


Aviation Advance Described 
By Ryan at A.U. Institute 


Oswald Ryan, vice-chairman of the 
Civil Aeronautics Board, told students 
of the foreign transportation institute 
of the American University that air 
transportation has justified every dollar 
of subsidy spent on it just as the rail- 
roads and the water carriers, in their 
early days, justified the public money 
spent on them. 

The occasion was a supper meeting 
held May 15 at the home of President 
Paul Douglass on the university’s cam- 
pus in Washington, D.C. Professor L. M. 
Homberger, director of the university’s 
transportation department, presided. The 
special course in foreign transportation 
was conducted from May 1 to May 17. 
The students included traffic men from 
civilian air transport and the military 
services. 

Mr. Ryan traced the great growth of 
air transport, saying, among other things, 
that one domestic air line last year car- 
ried three times as many passengers as 
all domestic air carriers in 1938. That 
was the year the C.A.B. was created 
under the civil aeronautics act. He said 
that with their great growth, however, 
the airlines’ volume of business was still 
small in comparison with that of the 
railroads. 

The significance of aviation to the na- 
tion was out of all proportion to the air 
lines’ traffic volume and financial power, 
he said. 

In the passenger field, fear of riding 
in airplanes had long been a deterrent 
to persons contemplating air travel, he 
said, adding that this was no longer the 
case. The main obstacle to air travel 
today was economic, he said, adding that 
mass transportation by air must be ac- 
complished if air transportation is to 
“reach the destiny many of us believe 
it is headed for.” 

Mr. Ryan said the C.A.B. now had on 
hand information on the basis of which 
it could make a judgment with regard 
to the permanency of the air coach in 
transportation service. He said his own 
idea was that the day was not distant 
when one-half or more of air travel 
would be by coach instead of in first 
class trunk line service. The C.A.B. had 
kept the coach service under strict con- 
trol so as to avoid any disruption of the 
air rate structure, he said. 

He said World War II and the Korean 
campaign had proved that air transport 
was an “authentic auxiliary to the war 
effort.” 


Rhodes Heads Peoria-Pekin 
District Shipper’s Group 


R. J. Rhodes, traffic consultant, Cater- 
pillar Tractor Co., was installed as presi- 
dent of the Peoria-Pekin Shipper’s Con- 
ference, Peoria, Ill., at its eighteenth 
annual meeting held March 19. The 


conference, composed of traffic manag- 
ers or assistants of the various large in- 
dustries in Peoria and Pekin, meets 
monthly for the purpose of discussing 
traffic problems in the territory. 

Other officials installed for the ensu- 
ing year were F. R. Mason, traffic man- 
ager, Altorfer Bros., vice-president, and 
B. E. Patterson, traffic manager, R. Her- 
schel Manufacturing Co., secretary- 
treasurer. 

Directors are O. B. Eddy, traffic man- 
ager, Hiram Walker & Sons, Inc., R. L. 
O’Brien, traffic manager, Allied Mié£ills, 
Inc., W. V. Wheat, traffic manager, 
Board of Trade, and W. E. Goldsmith, 
general traffic manager, R. G. LeTour- 
neau, Inc., for two-year terms; R. R. 
Grogan, traffic manager, American Dis- 
tilling Co., F. Bresnahan, assistant 
traffic manager, Pabst Brewing Co., J. 
Conqueror, Peoria Cordage Co., and S. 
H. Becker, traffic manager, Commercial 
Solvents Corporation, for one-year 
terms. 


Less Rail Freight Stolen 
In Transit in 1950, 
A. L. Green Reports 


Last year’s achievement of the pro- 
tective section, Association of Amer- 
ican Railroads, in effecting a reduc- 
tion of 33 per cent in the total 
amount of claims paid by the rail- 
roads of the United States and Can- 
ada for freight lost or stolen in 
transit probably was unexcelled by 
any previous performance. 


Albert L. Green, special representa- 
tive, A.A.R. freight claim division, made 
that statement in an address at the an- 
nual three-day meeting of the A.AR. 
protective section, May 8-10, in San 
Francisco. 

Claims paid for property lost, where the 
circumstances indicated it was stolen, 
amounted to $1,061,918 in 1950, a decrease 
of $738,950 from the 1949 total, said Mr. 
Green. The claims payments for 1950 
for losses of and from entire packages, 
the causes of which were not determined, 
totaled $8,451,575, or $3,760,402 less than 
the payments for 1949, he reported. 
Claims paid for concealed losses, i.e., 
where the shipping container showed no 
evidence of thievery when delivered to 
the consignee, amounted to $102,042, or 
$120,431 less than the 1949 payments, he 
stated. 

“The quality of protection you have 
been giving the railroads is, in very truth, 
‘protection that protects’—a _ tradition 
with the railroad police and special serv- 
ice departments,” said Mr. Green. 

He suggested that the railroad special 
service and police departments study the 
following means of lowering still further 
the amount of claims paid for lost 
freight: 

1. At principal receiving stations see 
whether less-carload shipments are prop- 
erly checked by descriptions, marks and 
number of pieces when received from 
shipper. 

2. See what method is followed to as- 
sure loading in the right car, and change 
the method if necessary. 

3. In the delivery of over and astray 
freight, is the party for whom the freight 
is marked required to produce some evi- 
dence that the freight belongs to him? 

A large jncrease in freight claim ex- 


TRAFFIC WORLD 


pense was “on its way,” because of the 
increase in rail traffic, the loss of ex- 
perienced men to the armed services, 
and the sharp increase in commodity 
prices, Mr. Green predicted. 


‘Rail Age’ to Be Replaced 
By ‘Transportation Age,’ 
British Rails’ Head Says 


The railway age must eventually 
be replaced by the transportation 
age—one in which the services of the 
different carriers would be _inte- 
grated, John Elliot, chairman of the 
British Railways, said, May 15, at a 
press conference in Chicago. 

Mr. Elliot is touring the United 
States, conferring with executives of 
various American railways on their 
methods and equipment. 


‘It is not enough today—especially 
in Great Britain—to give only railway 
service,” Mr. Elliot said. “The require- 
ments of modern living demand inte- 
gration of passenger and freight services, 
so that the best possible use can be made 
of the different types of carriers.” 

Mr. Elliot reported that under the 
British transport act of 1947, which 
brought about the nationalization of 
British railways and highway carriers, 
provision was made for setting up an 
experimental transportation management 
group in one section of England for 
the purpose of experimenting with in- 
tegration of the various types of car- 
riers. 


Results of Integration 


In cases where the group was allowed 
to choose the carriers for a shipment, 
Savings in time on delivery as high as 
24 hours were realized, Mr. Elliot said. 
He added that shippers were so satis- 
fied with the integrated service that more 
and more of them were demanding it. 

Mr. Elliot reported that experience 
showed that trucks operated more profit- 
ably over the shorter distances. For this 
reason, trucks were being extensively 
used in “experiments” involving pick-up 
of merchandise in outlying areas and 
haulage of it to rail terminals where it 
was re-loaded and transported to more 
distant communities. There trucks were 
again called on to move the goods the 
shorter distances to destinations. 


Mr. Elliot said, however, that the 
shipper was free to choose his own rout- 
ing and carriers, if he so desired. 

Approximately 40 per cent of British 
goods moved by truck, he said. He re- 
ported that the railways lost much of 
the higher rated or valued traffic, while 
retaining bulk shipments. 


He said that competition still existed 
in transportation in England, as motor 
carriers of “petrol” or milk in bulk, and 
furniture, as well as others, had not 
been nationalized. He said the carriers 
that did half of their business in areas 
outside a 50-mile radius had been na- 
tionalized. 

Freight Rates 

Freight rates in Great Britain had 
been increased 10 per cent this year, 
Mr. Elliot reported, indicating that fur- 
ther increases would be sought next year. 

He said transportation costs had gone 
up 200 per cent since 1938, while passen- 
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ger fares had increased only 75 per cent, 
and freight rates, 100 per cent. 

After stating that the British Trans- 
portation Commission was a non-politi- 
cal body which had to pay its own way, 
Mr. Elliot said that further rail rate 
and fare increases, as well as truck rate 
increases, would probably be needed. 


He said the Transportation Commis- 
sion, Which controlled all forms of trans- 
portation in Great Britain except the 
air-lines and ocean lines, had established 
a five year plan for setting up inte- 
grated rates covering the various types 
of carriers. 

Although there were no serious short- 
age of freight cars in general in Great 
Britain, Mr. Elliot reported, the coun- 
try’s supply of iron ore hopper cars, be- 
cause of reactivation of many mines fol- 
lowing the outbreak of the Korean war, 
was barely sufficient. 

He said first priority on steel would be 
given to the building of this type of car. 


Little Dieselization 


No effort was being made toward “mass 
dieselization” in Great Britain, Mr. El- 
liot reported. He said that dieselization 
was not justified by the country’s mile- 
age. He reported only five diesels in 
operation out of London, although 
hundreds of diesel switch engines were 
operating in yards where long hours jus- 
tified their use. 


Eventually, a move would be made to 
electrify the country’s railroads, he said. 

Mr. Elliot said his tour of the United 
States convinced him that the American 
railroads were providing the best service 
in the world. 


“I don’t know of any place where the 
service and the equipment are as good,” 
he said. “The ballast is good, the trains 
clean, and the speeds the highest in 
the world.” 


European Specialists in 
Materials Handling on 
Study Tour of U.S. 


Nineteen European specialists in 
materials handling are in the United 
States from 11 Marshall plan coun- 
tries for a six-weeks’ study trip cov- 
ering about 30 major cities. They 
were welcomed in Washington, D. C., 
by the Office of International Trade 
of the Department of Commerce. 


The countries represented by the visi- 
tors are: Austria, Belgium, France, Ger- 
many, Greece, Italy, The Netherlands, 
Portugal, Sweden, Switzerland, and the 
United Kingdom. 

Their tour was arranged by O.1.T. and 
Sponsored by the Economic Cooperation 
Administration under its technical as- 
sistance program. The purpose, it said, 
Was to give the visitors first-hand knowl- 
edge of American methods of producing 
all types of materials handling equip- 
ment, and to permit them to see such 
equipment in use. They would also visit 
Schools and industrial plants to study 
U.S. techniques of instruction and train- 
ing in materials handling, O.I.T. said. 

Most of the specialists participating in 
the tour represent European manufac- 
turers of materials handling equipment, 
anc the rest are connected with Euro- 
peat. universities, government depart- 
ments, and users of materials handling 


equipment. They are listed alphabeti- 
cally according to countries: 

“Walther Hamann, advising engineer, 
Wertheim Werke A.G. Wien, Vienna, 
Austria; Kurt Kirchner, assistant engi- 
neer, blast furnace, United Austrian Iron 
& Steel Works Corp., Linz, Danube, 
Austria; Paul De Backer, managing di- 
rector, S. A. La Manutention Automa- 
tique, Machelen (Brabant), Belgium; 
Arthur Jules Gaupin, general manager, 
Ateliers de Construction Mecanique de 
Tirlemont, Tirlemont, Belgium. 


Ronald George Winton, technical 
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manager, Lansing Bagnall Ltd., Basing- 
stoke, Hants, England; Pierre Roger 
Betton, engineer, Societe Technique 
d’Equipement Mecanique, Paris, France; 
Raymond Hugot, chief engineer, Depart- 
ment of Engineering Industries, Minis- 
try of Industry, Paris, France; and 
Charles Musso, chief, Machining Depart- 
ment, Acieries Du Nord, L’Horme (Loire), 
France.” 


Society of Traffic and Transportation 
To Conduct Seminar at Northwestern U. 


Walter F. Mullady Heads General Committee on Arrangements for 


Conference on Current Transportation Problems, September 13-14. 


Panel Discussions, Addresses, Luncheon and Dinner Are Planned. 


Plans for the first annual trans- 
portation conference and seminar 
of the American Society of Traffic 
and Transportation have been an- 
nounced, after having been discussed 
at a meeting of the society’s board, 
its executive committee, and mem- 
bers of the conference committees at 
the Palmer House, Chicago. 


The conference is to be held on the 
Chicago campus of Northwestern Uni- 
versity, September 13 and 14. 


Walter F. Mullady, president, Decatur 
Cartage Co., Chicago, is general chair- 
man of the committees in charge, and 
Robert Bruce Hicks has been retained 
as conference manager with offices at 
20 East Jackson Boulevard, Chicago 4, 
Til. 

Other committee appointments were 
announced, as follows: 

Dinner: L. R. Capron, vice-president, 
Burlington Lines, Chicago, chairman; 
A. H. Schwietert, director of traffic, 
Chicago Association of Commerce and 
Industry; Thomas C. Hope, general traffic 
manager, Montgomery Ward & Co., Chi- 


cago; Harry W. Huebner, assistant traf- 
fic manager, United States Steel Corpo- 
ration, Chicago. 

Program: G. Lloyd Wilson, chairman 
of the transportation and public utili- 
ties department, University of Pennsyl- 
vania, Philadelphia, chairman; E. G. 
Plowman, vice-president, transportation, 
United States Steel Corporation, Pitts- 
burgh, Pa.; Stanley Berge, associate 
professor, transportation, Northwestern 
University; Chicago; H. A. Hollopeter, 
transportation director, Indiana State 
Chamber of Commerce, Indianapolis, 
Ind.; C. J. Goodyear, traffic manager, 
Philadelphia & Reading Coal & Iron 
Co., Philadelphia; J. W. Peters, traffic 
manager, Delco-Remy division, General 
Motors Corporation, Anderson, Ind.; 
John S. Jarrett, assistant to the general 
freight agent, Denver & Rio Grande 
Western, Denver, Col.; F. A. Doebber, 
Citizens Gas and Coke Utility, Indian- 
apolis; R. A. Ellison, traffic director, 
Chamber of Commerce, Cincinnati, O. 


Plowman Heads Speakers’ Committee 


Speakers: Mr. Plowman, chairman; 
Mr. Berge, Mr. Hollopeter, E. F. Hamm, 
Jr., president, Traffic Service Corpora- 





Officers and committee members of the American Society of Traffic and Transportation meet at 
Chicago to plan two-day conference at Northwestern University for September 13 and 14. Left 
to right, standing: F A. Doebber, F. R. White, A. M. Marshall, J. W. Harley, R. B. Hicks, A. B. 
Cozzens, A. H. Schwietert,.C. E. Finley. Seated: Sarah O. Seamer, Edith C. Krogh, K. H. Jamieson, 
H. A. Hollopeter, W. F. Mullady, C. H. Vayo, Stanley Berge, R. J. Bayer, Mrs. W. O. Hansen, E. L. Hart. 
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tion, Washington, D.C.; R. E. S. Deichler, 
vice-president, American Airlines, New 
York City. 

Hotel: J. E. Bryan, traffic manager, 
Wisconsin Paper and Pulp Manufactur- 
ers Traffic Association, Chicago, chair- 
man; F. Russell White, traffic manager, 
Aetna Plywood and Veneer Co., Chicago. 

Reservations: K. H. Jamieson, as- 
sistant to the traffic manager, Eastman 
Kodak Co., Rochester, N.Y., secretary of 
the society, chairman; Mr. Hicks; E. H. 
Breisacher, traveling freight and pas- 
senger agent, Northern Pacific, Phila- 
delphia, society registrar. 

Publicity: Robert J. Bayer, editor, 
TraFFICc WorLD, chairman; Mr. Mullady; 
Mr. Hicks; Mr. Hollopeter; Charles H. 
Vayo, general traffic manager, Eastman 
Kodak Co., Rochester, president of the 
society; E. H. Stromberg, director public 
relations, Northwestern University. 

Reception: Mr. Doebber, chairman; A. 
M. Marshall, Springfield, Mass.; James 
W. Harley, director of traffic, United 
States Rubber Co., New York City; E. L. 
Hart, traffic manager, Atlanta Freight 
Bureau, Atlanta, Ga.; Charles H. Far- 
nung, vice-president, Rochester Cartage 
Co., Rochester, N.Y.; Sarah O. Seamer, 
special representative, Universal Car- 
loading & Distributing Co., New York 
City; Beatrice Aitchison, transport econ- 
omist, Interstate Commerce Commission, 
Washington, D.C.; Edith C. Krogh, sec- 
retary-treasurer, Transportation Associa- 
tion of America, Chicago; Harry D. 
Fenske, assistant vice-president, Great 
Lakes Steel Corporation, Detroit, Mich.; 
A. B. Cozzens, manager, crane vessel 
department, Columbia Transportation 
Co., Cleveland, O.; Stuart B. Brown, 
manager, transportation department, 
Canadian Manufacturers Association, 
Toronto; C. W. Evers, traffic manager, 
Union Pacific; Portland, Ore.; E. P. 
Byars, manager, Fort Worth (Tex.) 
Freight Bureau; Alonzo Bennett, vice- 
president, Federal Compress & Ware- 
house Co., Memphis, Tenn.; Joseph A. 
Fisher, vice-president, freight, Reading 
Co., Philadelphia; A. D. Carleton, man- 
ager, traffic department, Standard Oil 
Co. of California, San Francisco; C. E. 
Finley, vice-president, traffic, Great 
Northern, St. Paul, Minn.; C. R. Mus- 
grave, vice-president, Phillips Petroleum 
Co., Bartlesville, Okla.; Freeman Brad- 
ford, secretary-general manager, Indi- 
anapolis Board of Trade, society general 
counsel; Bess E. Anderson, Rodger T. 
Pierson & Co., Los Angeles, Calif. 

The two-day conference and seminar 
will include panel discussions on trans- 
portation rates and services and on 
freight loss and damage and claim pre- 
vention, and individual addresses by 
men prominent in transportation. There 
will be a dinner, at the Palmer House, 
the evening of September 13, and a joint 
luncheon in cooperation with the public 
affairs committee of the Traffic Club of 
Chicago at noon the following day is 
being planned. 


Canadian Rail Rate Legislation 


Special Correspondence from Ottawa, Canada 

Transport Minister Chevrier has told 
Parliament that he hopes it will be pos- 
sible to enact legislation implementing 
the freight rate equalization recommen- 
dation of the Turgeon Commission on 





Transportation in the present session of 
Parliament. 


Principal points to be dealt with by 
legislation are the proposed subsidy to 
the railways, equal to the maintenance 
costs on the North Ontario sections of 
their transcontinental lines, and the im- 
position of a ceiling on spreads between 
freight charges between two intermediate 
points on the transcontinental routes 
and the rate for transcontinental ship- 
ments. 


Airline Research Personnel 
To Study ‘Ticket Sampling’ 


In a two-day meeting in Chicago, re- 
search personnel of the scheduled air- 
lines authorized establishment of a 
committee “to explore the advantages of 
ticket sampling to keep abreast of traffic 
developments,” the Air Transport Asso- 
ciation reported. 


The association explained that, with 
a view to determining passenger traffic 
trends based on information as to origin 
and destination points in airline travel, 
the committee would “study the possibili- 
ties of sampling a fraction of the present 
ticket volume on a monthly rather than 
on a semi-annual basis,” the latter basis 
being employed by the Civil Aeronautics 
Board in its origin and destination traffic 
surveys. Other items discussed in the 
Chicago sessions, the A.T.A. said, were 
cost studies, the C.A.B. mileage book, 
mileage and traffic data presentations, 
air subsidy separation, and user charges. 


President Asks Observance 
Of Maritime Day, May 22 


By a proclamation, President Truman 
has called for observance of National 
Maritime Day, by display of the United 
States flag on all government buildings 
and at homes or other suitable places, 
on May 22. 


In preambles of the proclamation the 
President said that the American mer- 
chant marine “has again displayed, 
during the past year, its ability to sup- 
port the military forces of our nation 
by furnishing supplies to the fighting 
men engaged in the Korean hostilities” 
and that it had “continued to promote 
international trade and travel while 
serving the defense and security require- 
ments of the nation.” He noted that 
National Maritime Day commemorated 
the “historic fact” that “on May 22, 
1819, the steamship The Savannah set 
said from Savannah, Georgia, on the 
first successful transoceanic voyage un- 
der steam propulsion.” 





Rail Presidents’ Views on 
Supply of ‘Reefers’ Noted 


Most of the 25 railroad presidents 
whom he had told, in a letter last 
March 19, that there was a need for 
35,000 new bunker-type refrigerator cars, 
had indicated by their replies that they 
were “aware of the problem,” said C. W. 
Kitchen, executive vice-president of the 
United Fresh Fruit & Vegetable Associ- 
ation, of Washington, D.C., May 18. 


“Many wrote in detail outlining what 
they or their subsidiaries were doing to 
increase the number of ‘reefers,’” said 
Mr. Kitchen. “Some said they had in- 
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creased their fleet since 1939, but most 
agreed with our figures which showed 
an over-all decline in ‘reefers’ in the last 
decade. 


“Several presidents pointed out that 
cars which formerly cost $2,500 now cost 
close to $10,000 each. High construction 
costs, the fear of truck competition, and 
the low mileage rental paid for the use 
of ‘reefers’ (3 cents a mile) were among 
the reasons cited for short supply. 


“From our conversations with respon- 
sible officials in the I.C.C. and other US. 
agencies, we have learned that approxi- 
mately 7,000 new ‘reefers’ will be built in 
1951, provided there are no further cuts 
in allocation of steel for freight cars. 
No figures are available as to the num- 
ber of ‘reefers’ that will be rebuilt this 
year, but 9,650 were rebuilt last year. 

“We shall continue efforts to obtain 
more modern ‘reefers’ along the lines 
advocated by our refrigerator car com- 
mittee.” 


Gen. Mark Clark to Speak 


At Railway Progress Dinner 


General Mark Clark, Chief of Army 
Field Forces, will make the principal 
address at the fourth annual “railway 
progress” dinner, May 24, in the Palmer 
House, Chicago. The dinner is sponsored 
by the Federation for Railway Progress. 

Three awards for outstanding achieve- 
ments affecting the railroad industry will 
be presented at the dinner. A silver 
plaque will be awarded the railroad 
showing outstanding achievement in 
progressive railroad passenger service, 
an award will go to the newspaperman 
chosen for outstanding reporting of the 
railroad industry, and a special award 
will be presented for the outstanding 
public relations effort benefiting the 
railroad industry in the past year. 


San Francisco’s World 
Trade Fair May 23-27 


San Francisco will observe World 
Trade Week with a world trade fair to 
be held May 23-27 in the Palace Hotel 
under the joint sponsorship of the San 
Francisco Chamber of Commerce and the 
World Trade Association. The fair will 
be free of admission charges and will be 
“tailor-made for Mr. and Mrs. Average 
Citizen,” according to Robert H. Wylie, 
port manager and World Trade Week 
chairman. Nearly 100 separate displays 
of products, raw materials and tourist 
attractions available in more than 20 
nations will be featured. 


New Orleans Motor Carriers 


Reelect W. T. Simmons 


W. T. Simmons, Delta Motor Line, Inc., 
was reelected president of the New 
Orleans Motor Carriers Association, Inc., 
at its May meeting. Other officers re- 
elected include: Vice-president, J. E. 
Smith, Spanish Trail Transport, Inc.; 
secretary-treasurer, Lyle LeCorgne, T. S. 
C. Motor Freight Lines, Inc., and di- 
rectors: B. B. Mullikin, Couch Motor 
Lines, Inc.; Seth C. Brown, Herrin 
Transportation Co.; William Fred White, 
Gordons Transports, Inc., and Aswell 
Pitre, Southeastern Motor Freight. Walter 
A. Miles is executive secretary. 
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|.C.C. Approves Georgia 
Central Control of S.&A. 


The Commission, division 4, by a re- 
port and order in Finance No. 16968, 
Savannah & Atlanta Railway Co. Con- 
trol, has approved, with conditions, ac- 
quisition by Central of Georgia Railway 
Co. of the S. & A. 

Control through Empire Land Co., by 
purchase of all the capital stock of the 
latter’s parent company, Port Went- 
worth Corporation, was approved. 

When the control was originally pro- 
posed, $2,500,000 of the $3,246,300 pur- 
chase price was to be obtained by loan 
from the Reconstruction Finance Cor- 
poration. 

Examiner Paul C. Albus recommended 
denial of the acquisition. He said that, 
“even conceding that the investment pro- 
posed to be made by applicants is finan- 
cially sound, it is doubtful whether the 
venture should be launched by resorting 
to a governmental agency for the neces- 
sary capital.” 

He also said it appeared that the trans- 
action would adversely affect intervening 
railroads which opposed the application 
(T.W., Nov. 4, 1950, p. 51). 

The Commission said it was now pro- 
posed that Central borrow $1,500,000 from 
the Citizens & Southern National Bank, 
and would lend that money to Empire, 
with an additional $1,800,000 in cash, and 
would purchase 2,000 shares of Erie com- 
mon stock for $200,000, thus making up 
the amount needed for the purchase. The 
Commission observed that authority for 
the loan from the bank was pending be- 
fore it in Finance No. 17205. 

The Commission imposed the follow- 
ing conditions: 

“1. That under applicants’ control, 
Central and Savannah & Atlanta shall 
maintain and keep open all routes and 
channels of trade via existing junctions 
and gateways, unless and until otherwise 
authorized by us. 

“2. The present neutrality of handling 
traffic in-bound and out-bound by Sa- 
vannah & Atlanta shall be continued so 
as to permit equal opportunity for serv- 
ice to and from all lines reaching the 
rails of that carrier without discrimina- 
tion as to routing or movement of traffic 
and without discrimination in the ar- 
rangement of schedules or otherwise. 

“3. The present traffic and operating 
relationships existing between Savannah 
& Atlanta, on the one hand, and all lines 
connecting with its tracks, on the other, 
shall be continued insofar as such mat- 
ters are within the control of the appli- 
cants. 

“4. Savannah & Atlanta shall accept, 
handle, and deliver all cars in-bound and 
out-bound, loaded and empty, without 
discrimination in promptness or fre- 
quency of service as between cars des- 
tined to or received from competing car- 
ners and irrespective of destination or 
Toute of movement. 
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“5. Central shall not do anything to 
restrain or curtail the right of industries 
located on the Savannah & Atlanta to 
route traffic over any or all existing 
routes and gateways. 

“6. Any party or any person having an 
interest in the subject matter may at any 
future time make application for such 
modification of the above conditions, or 
any of them, as may be required in the 
public interest, and jurisdiction will be 
retained to reopen the proceeding on our 
own motion for the same purpose.” 


Competitive Situation 


The Commission said that those con- 
ditions, coupled with the fact that in- 
dustries along the S. & A. would continue 
to exercise the right to route traffic as 
they desired, would prevent Central from 
“dominating the situation to such an ex- 
tent that continued adequate transporta- 
tion service to the public” by the Georgia 
Railroad and the Louisville & Nashville 
would be seriously affected. 

It also observed that Southern Railway 
and its affiliated system lines had stated 
that in view of commitments made by 
the applicants with respect to routing and 
interchange of traffic, and evidence of the 
present owner of the S. & A., acquisition 
of control by Central “would do less vio- 
lence to the competitive situation of in- 
terveners’ system lines than if control 
of the property should be acquired by 
any other trunk line with which the 
Savannah & Atlanta connects .. .” 


Empire Pipeline Valuation 


Final value for rate-making purposes 
of the property of the Empire Pipeline 
Co., owned and used for common-carrier 
purposes was $7,250,000 as of December 
31, 1947, according to a report and order 
of the Commission, division 2, in Valua- 
tion No. 1312, Empire Pipeline Co. 

It said the value of property owned 
but not used by Empire as of the same 
date was $6,642 and of property used but 
not owned, $621,599. 

No protests had been received with 
respect to a tentative valuation report 
previously issued concerning Empire, and 
the tentative valuation was now made 
final, said the Commission. 





Motor Finance Action 


Under its expedited procedure in motor 
finance proceedings, the Commission, 
division 4, has approved the purchase 
by Schreiber Trucking Co., Inc., Pitts- 
burgh, Pa., of the operating rights and 
property of Lawrence H. Perin, Cam- 
den, N.Y. It also approved acquisition 
by Samuel and Marion Schreiber, also 
of Pittsburgh, of control of the rights 
and property through the purchase. The 
order was made effective June 15. Any 
objections were to be filed with the 
Commission on or before May 31. 


Advancement of Freight 
Forwarder Charges by 


Rails Held Reasonable 


Railroad tariff schedules proposing 
to establish an exception to rule 8 of 
the Consolidated Classification so as 
to authorize the Baltimore & Eastern 
and five other respondent railroads 
to advance the _ transportation 
charges of freight forwarders, have 
been found just and reasonable by 
the Commission, division 2. 

A report and order were issued in I. 
and S. No. 5872, Advancing Freight For- 
warder Charges. The order vacated the 
prior order of suspension as of May 25, 
and discontinued the proceeding. 

The Commission said a charge of 25 
cents was to be made for each shipment 
on which such charges were advanced. 

On protest of Acme Fast Freight. Inc., 
and Universal Carloading & Distributing 
Co., Inc., it said, operation of the pro- 
posed schedules was suspended until and 
including June 30, 1951. It said the 
National Carloading Corporation ap- 
peared at a hearing as a protestant and 
the Eastern Central Motor Carrier As- 
sociation appeared but took no part in 
the proceeding. A proposed report was 
not issued, it said. 

Rule 8 of the classification was set 
forth as follows: 

“Except as provided in tariffs of car- 
rier at point of origin or destination or 
transit station (as the case may be), no 
charges of any description will be ad- 
vanced to shippers, owners, consignees 
or agents thereof, nor to their draymen 
or warehousemen.” 


Tariff Charge Provisions 


At present, the Commission continued, 
tariffs of the railroads in Official Terri- 
tory did not provide for advancement of 
charges of freight forwarders. Those tar- 
iffs, did, however, it said, authorize the 
advancement of certain types of charges, 
as follows: Charges of rail or water com- 
mon carriers; transfer charges between 
railroads or between railroads and boat 
lines in usual interchange of traffic; cus- 
tom duties and fees on import traffic 
from Canada; freight charges, cartage 
and storage charges on freight stores in 
public warehouses by the carriers if re- 
forwarded; cartage charges to custom 
houses and return; certain charges on 
ex-lake grain; certain stockyard charges; 
and charges on import freight. No charge 
was made for those advancements, it 
said. 

The Commission said the schedules 
provided, as an exception to rule 8 of the 
classification, that when shipments were 
tendered to the respondent rail carriers 
for transportation beyond the break-bulk 
points, the originating carrier (the car- 
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rier handling the less-than-carload ship- 
ment beyond the break-bulk point), 
would pay to the forwarder at the times 
the lc.l. shipment was forwarded from 
the break-bulk point the published 
charges therefor of the forwarder, sub- 
ject to certain conditions. Those condi- 
tions were set forth as follows: 

“1. Freight forwarders to whom charges 
are advanced must furnish to the origi- 
nating carrier satisfactory guarantee 
covering refund thereof in event collec- 
tion cannot be made at destination by 
the delivering carrier. 

“2. The freight forwarder must enter 
on billing (shipping instructions) the 
exact amount of the charges to be ad- 
vanced and the name and address of the 
party from whom the delivering carrier 
will make the collection. 

“3. The charge for this service will be 
25 cents per shipment, which will accrue 
to the carrier originating the shipment 
at the break-bulk point.” 


Discrimination Issue 


The only issue in dispute, said the 
Commission, was whether the 25-cent 
charge would be unjustly discrimina- 
tory because the respondent railroads’ 
tariffs authorized the advancement of 
charges of rail and water common car- 
riers, and of the charges for various ac- 
cessorial services, without extra charge. 


It said that to sustain a finding of 
unjust discrimination under section 2 
of the interstate commerce act it ,must 
appear that the transportation services 
were like and contemporaneous in the 
transportation of a like kind of traffic, 
and were performed under substantially 
similar circumstances and _ conditions. 
Continuing, the Commission said: 

“As stated in Freight Forwarding In- 
vestigation, 243 I.C.C. 53, 78, the ‘charges 
now advanced, such as for feeding live- 
stock in transit, represent charges for 
services associated with the transporta- 
tion of the shipments,’ which was ‘im- 
posed in connection with the transporta- 
tion from origin:to destination of persons 
other than the shipper, and are ad- 
vanced by the transportation companies 
as a prerequisite to completion of the 
transportation agreement.’ Freight-for- 
warder charges, on the other hand, in- 
sofar as the underlying carriers are con- 
cerned, are the charges of shippers, for 
in its relation to such carriers of tae 
goods the status of the forwarder is that 
of a shipper, and this status was not 
changed by part IV of the act. See 
Chicago, M., St. P. & P. R. Co. v. Acme 
Fast Freight, Inc., 336 U.S. 465, 468. 

“The advancement of freight-forwarder 
charges as here proposed is not a pre- 
requisite to completion of the transpor- 
tation agreement, and the handling of 
forwarder traffic by underlying carriers 
is not in all respects similar to that of 
traffic received from rail or water-carrier 
connections. Moreover, the advancement 
for each other of the charges of rail 
and water common carriers is practically 
universal in this country and is of a re- 
ciprocal nature, which is not true of the 
practice here proposed to be inaugurated. 

“From the foregoing it is apparent that 
forwarder traffic is not ‘a like kind of 
traffic’ in relation to rail or water traffic, 
and the circumstances and conditions 
under which forwarder traffic is handled 
by the respondents are not substantially 
similar to those surrounding the trans- 





portation by the respondents of traffic 
received from rail or water carriers. 
There is thus no adequate support for a 
finding of unjust discrimination.” 


The Commission said that a _ typical 
situation in which the suspended sched- 
ules would have application was where 
a freight forwarder had shipments from 
Los Angeles, Calif., destined for delivery 
at Baltimore, Md., but not in sufficient 
quantity to make up a carload. 


“The shipments from Baltimore,” it 
continued, “would be included in a car- 
load shipment moving to Philadelphia, 
Pa., where the freight destined to Balti- 
more would be delivered to the Pennsyl- 
vania as a less-than-carload shipment 
for ultimate delivery to Baltimore. If 
the forwarder’s freight charges from Los 
Angeles to Baltimore were prepaid, no 
problem would arise, but if the forward- 
er’s charges are to be collected from the 
consignee, advancement of the charges 
becomes important. 


“Under the suspended schedules, the 
Pennsylvania would advance to the freight 
forwarder the latter’s charges from Los 
Angeles to Philadelphia and thereafter 
collect the charges so advanced from the 
consignee at Baltimore. It is for this 
service that the charge of 25 cents per 
shipment is proposed, a service which is 
clearly accessorial and not a necessary 
part of the railroad operations.” 





Section 4 Relief Granted 
On Sulphuric Acid From 
S.W. to South, St. Louis 


The Commission, division 2, has 
granted railroads fourth section re- 
lief on sulphuric acid, tank-car loads, 
from southwestern origins to south- 
ern destinations and to St. Louis, 
Mo., East St. Louis, Ill., and Mem- 
phis, Tenn. Conditions were speci- 
fied. 


It issued a report in Fourth Section 
Application No. 23097, Sulphuric Acid 
from the Southwest to the South, and 
embraced cases, and Fourth Section Or- 
der No. 16873, effective August 4. 

It said relief responsive to the applica- 
tion in No. 23097 to establish rates there- 
in proposed from southwestern origins 
to Memphis and other southern destina- 
tions, and to maintain higher rates from 
and to intermediate points, was au- 
thorized by order No. 15917 (corrected), 
entered January 21, 1948, without report. 
Rates proposed in No. 23097, it said, were 
based on the so-called L. & N. scale ap- 
pearing in the appendix to the report in 
Southern Agri. Chem. Corp. v. Central 
of Georgia Ry. Co., 165 I.C.C. 251, 257, 
as extended, increased 5 per cent, using 
short-tariff routes for computing dis- 
tances. 


The Commission said the authority 
granted in No. 15917 was on condition, 
among others, that, effective May 1, 1948, 
rates from and to higher rated inter- 
mediate points should not exceed rates 
constructed on the same basis, and in 
the same manner, as used in construct- 
ing rates from and to the more distant 
lower rated points. 

In lieu of publishing specific rates 
from and to all higher rated inter- 
mediate points to effect compliance with 
this condition, said the Commission, the 
order allowed publication of -a rule in 


TRAFFIC WORLD 


the rate tariff to the effect that on 
reasonable request for a rate or on 
movement from or to any higher rated 
intermediate points, there would be pub- 
lished from or to such intermediate 
point a commodity rate that would not 
exceed a rate constructed on the same 
basis, and in the same manner as used 
in determining the rates from and to 
the more distant lower rated point (the 
basis for constructing the rate to be 
shown in the tariff), and that on any 
shipment that might have moved before 
such rates became effective, the carrier 
would file an application with the Com- 
mission on the special docket for au- 
thority to make refund of such shipment 
on basis of the rate so published. 


Rails Object to Condition 


It said the condition imposed in No. 
15917, so far as it related to the measure 
of rates that might be maintained from 
and to higher rated intermediate points 
in Southwestern Territory was considered 
improper by the southwestern carriers. 


On consideration of a petition, dated 
March 22, 1948, filed for their account, 
and by supplemental order No. 15917, 
said the Commission, the effective date 
of that condition was postponed until the 
effective date of the further order to be 
entered after hearing. Subsequently, 
similar relief responsive to embraced ap- 
plications Nos. 23630, 23734, 23876, and 
23946, with respect to rates from the 
same and additional origins, except Kar- 
nack, Tex., to the same destinations, in- 
cluding Meridian, Miss., St. Louis and 
East St. Louis, and over additional routes, 
was authorized by order No. 15917 as 
modified and amended by supplemental 
orders to and including fifth supple- 
mental order No. 15917, said the Commis- 
sion. 


Temporary relief until the effective 
date of the further order to be entered 
after further consideration of embraced 
application Nos. 23997 and those filed 
later, subject to less restrictive condi- 
tions respecting rates at higher-rated 
intermediate points than prescribed in 
original order No. 15917, was authorized 
by sixth supplemental order No. 15917, 
and later supplements with respect to 
rates from southwestern origins to des- 
tinations in Southern Territory included 
in those applications and over additional 
routes, it said. 


Favorable Market Area 


The Commission said that evidence 
relating to quantity of sulphuric acid 
produced in the southwest and in the 
south and the tonnage by rail terminat- 
ing in Southwestern and Southern Terri- 
tories indicated that Southern Territory 
constituted a favorable marketing area 
for the southwestern producers to sell a 
portion of their output. 

It said the basis of rates applying on 
sulphuric acid, in carloads, within the 
southwest was column 20 (20 per cent of 
first class), approved as reasonable in 
Consolidated Southwestern Cases, 123 
I.C.C. 203, 325, and that this base ap- 
plied from Southern Territory to the 
southwest. 


“The column 20 rates are much higher, 
distance considered, than the available 
basis of rates on sulphuric acid within 
the south,” said the Commission. “If 
compelled to pay the higher scale for 
the longer average distances involved, 
the southwestern producers would find it 
difficult to reach the Southern Territory 
markets. 

“Applicants herein are proposing rates 
which are satisfactory to these south- 
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western producers and they seek relief 
from the long-and-short-haul provision 
of section 4 to prevent a disruption of 
the basis of rates, column 20, between 
points in the southwest, approved as 
reasonable in Consolidated Southwestern 
Cases, supra, for application within the 
southwest and to that territory from the 
South. 

“We have heretofore granted relief 
based on market competition under cir- 
cumstances and conditions somewhat 
similar to those herein discussed. See 
Refrigerators From El Paso and San An- 
tonio, 270 I.C.C. 53.” 


Section 4 Authorization 


Specifically, the applicants were au- 
thorized, in the instant report, to estab- 
lish and maintain, over existing routes, 
for the transportation of sulphuric acid, 
in tank-car loads, subject to rule 35 of 
the current Western Classification, from 
origins in Southwestern Territory to 
destinations in Southern Territory set 
forth in an appendix, the lowest rates 
that might be constructed over any line 
or route on the basis of 105 per cent of 
the L. & N. scale set forth in the report 
in Southern Agri. Chem. Corp. v. Cen- 
tral of Georgia Ry. Co., or that scale ex- 
tended at the same rate of progression 
as used therein for distances of 660 to 
700 miles, plus 34 per cent, and from 
origins in Southwestern Territory, set 
forth in an appendix, to St. Louis and 
East St. Louis the lowest rate that might 
be constructed over any line or route 
on basis of 105 per cent of the L. & N. 
scale, or that scale extended in the man- 
ner indicated as aforementioned, plus 
general increases authorized in rates of 
like amounts since June 30, 1946, and to 
maintain higher rates:from and to in- 
termediate points, with conditions. 

The conditions were that the rates 
from and to higher rated intermediate 
points should not be increased except as 
might be authorized in the future and 
should not exceed the lowest combina- 
tion of rates; that rates from higher 
rated intermediate origins and to higher 
rated intermediate destinations east of 
the Mississippi River should not ex- 
ceed rates constructed on the same basis 
and in the same manner as used in con- 
structing rates from or to more distant 
lower rated points; and that the relief 
authorized should be subject to specified 
circuity limitations. 

The Commission said that in com- 
plying with the conditions relating to 
the measure of rates from higher rated 
intermediate origins and to higher-rated 
intermediate destinations east of the 
Mississippi River, in lieu of publication 
of specific rates to and from and to all 
intermediate points, the applicants 
might establish the aforementioned tariff 
provision specified in connection with 
the condition in order No. 15917. 

Embraced fourth section applications 
were Nos. 23630, 23730, 23734, 23876, 23946, 
23997. 24034, 24163, 24208, 24226, 24521, 
24876, 24928, 24940, 24972, 24988, 25059, 
25566, and 25621. 





Sugar Cane Transit Rates 
In Fla. Held Reasonable 


The Commission has found just and 
reasonable, schedules filed by the At- 
lantic Coast Line Railroad and the Flor- 
id:. East Coast Railway trustees propos- 
ing to establish interstate distance transit 
rates, rules, and minimum weights on 





sugar cane, in carloads, from loading 
stations on their lines in south Florida 
to Clewiston, Fla., for conversion into, 
and reshipment therefrom, of unrefined 
sugar, blackstrap molasses, or dehydrated 
sugar cane pith to interstate destina- 
tions. 

A report written by Commissioner Pat- 
terson was issued in I. and S. No. 5822, 
Sugar Cane From South Florida to 
Clewiston, Fla. The order vacated the 
prior order of suspension as of May 31, 
and discontinued the proceeding. 

Commissioner Alldredge wrote a dis- 
senting opinion and was joined by Chair- 
man Splawn and Commissioner Aitchi- 
son. 


The report said that on protest of the 
United States Sugar Corporation, which 
operates a mill at Clewiston, the sched- 
ules were suspended until and including 
February 28, 1951. The respondent rail- 
roads voluntarily deferred the effective 
date until May 31. The schedules had 
been filed to become effective August 1, 
1950. 

The suspended schedules, said the 
Commission, were filed in compliance 
with its finding and order in I. and S. 
No. 5646, Increases in Florida Intrastate 
Rates, 278 I.C.C. 41. In that report, it 
said, the schedules were considered to 
be subject to the increases in Ex Parte 
162, Increased Railway Rates, Fares and 
Charges, 1946, Ex Parte 166, Increased 
Freight Rates, 1947, and Ex Parte 168, 
Increased Freight Rates, 1948. 

It said minima of 40,000 pounds for 
the first period of each season and 42,000 
pounds for the last period were found 
just and reasonable. In the instant pro- 
ceeding, the railroads proposed to estab- 
lish those minima, it said. 

“In the 1948-49 season,” it continued, 
“the loadings were comparatively light. 
In the 1949-50 season, however, the av- 
erage loading was 44,959 pounds for the 
first period and 44,298 for the second 
period. Both of these average loads are 
well above the proposed minima. During 
the 1949-50 season protestant heavily 
overloaded some cars and loaded some 
other cars under the proposed minima. 
This strongly indicates that operations 
generally were made with a view to ob- 
taining maximum use of equipment and 
expediting the loading of cars with this 
perishable commodity, with little regard 
for minimum weight requirements. 


“We are not dealing with local rates, 
but with proposed rates comparable to 
proportional rates with transit arrange- 
ments. We may determine whether a 
proportional! constituting a part of a 
combination rate violates section 1, 
without passing upon the validity of the 
rate as a whole. Atchison, T. & SF. 
Ry. Co. v. United States, 279 U.S. 768, 
776. The suspension herein of all inter- 
state rates has left in effect only intra- 
state rates which had been agreed upon 
by protestant and respondents in 1941 
and had been established by respondents 
in 1942. Those intrastate rates have re- 
ceived no general rate increases since 
1942 despite the well-known substantial 
increases in railroad expenses for wages, 
materials, supplies, and taxes which have 
occurred since 1942.” 

Commissioner Alldredge said _ that, 
standing alone, the movement of sugar 
cane involved in this proceeding was 
clearly intrastate in character, but that 
through the “fiction of transit” it might 
be converted into interstate commerce. 
He said that was what the respondents 
were seeking to do. 


43 


icc NEWS 


He said that no commercial need far 
transit had been shown in this instance, 
and added: 


“The record is also deficient in evi- 
dence as to the combined freight charges 
which may accrue to respondents and 
their connections which would enable 
us to form an accurate judgment as to 
a proper level of transit rates on the in- 
bound movement of the raw material. 
The whole record has been made up as 
though we were here dealing with local 
rates. The local rates are subject to 
the initial or primary jurisdiction of the 
Florida commission, not of the Inter- 
state Commerce Commission. 


“I would disapprove the proposed 
rates.” - 


Rate Basis Prescribed for ~ 
Horses for Slaughter, ‘ 


Rail to Western Points 


The Commission, division 3, has 
found not shown unreasonable in the 
past, railroad rates charged on car- 
load shipments of horses for slaugh- 
ter from points in 17 states to Los 
Angeles, Calif., and from points in 
15 states .to Ogden, Utah. 


It further found, however, that for the 
future the rates would be unreasonable 
to the extent that, on horses intended 
for slaughter, on which satisfactory 
proof of actual slaughter was furnished, 
they exceeded or might exceed the rates 
contemporaneously maintained from and 
to the sAme points on fat cattle. The 
assailed rates were found not shown un- 
justly discriminating nor unduly prej- 
udicial or preferential. 


A report and order were issued in No. 
30292, Victory Packing Co. v. Atchison, 
Topeka & Santa Fe Railway Co. et al., 
embracing Same, Sub. 1, Victory Packing 
Co. of Utah v. Santa Fe Railway et al. 


The Commission said the gist of the 
complaints was that the complainants 
had been and were charged on horses 
shipped for slaughter, from origins in 
the states named to Los Angeles and 
Ogden, rates that were higher than the 
corresponding rates on fat cattle, al- 
though the rates maintained on horses 
for slaughter from many of the same 
origins to numerous competitive slaugh- 
tering points were the same as the rates 
on fat cattle. It said the present rates 
on horses to Los Angeles and Ogden 
from most of these origins were approxi- 
mately 127 per cent of the fat cattle 
rates from and to the same points. 

It said the complainant in the title 
case was engaged in preparing and 
packing horse meat and horse meat 
products at Los Angeles, and the com- 
plainant in the sub-complaint, a subsid- 
iary corporation, was similarly engaged 
at Ogden from February, 1947, until 
January, 1949, when the operations there 
were suspended because, after termina- 
tion of certain government contracts, 
private business did not develop as ex- 
pected. 

With respect to allegations of the 
complainants that the rates were un- 
justly discriminatory, unduly preferential 
of the complainants’ competitors at 
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various competitive slaughtering points, 
and unduly prejudicial to the complain- 
ants, the Commission said: 


“With respect to the allegations un- 
der sections 2 and 3 of the act, the 
evidence indicates that the complain- 
ants, due in part at least to the higher 
rates they have had to pay, have ex- 
perienced some difficulty in obtaining 
the necessary supply of horses to keep 
their plants operating, and in some in- 
stances have had to invade the markets 
of purchasers more favorably situated 
and pay prices somewhat in excess of 
the local going rates. This evidence is 
insufficient, however, to warrant a find- 
ing of unjust discrimination or undue 
prejudice. Undue prejudice or prefer- 
eence cannot be predicated upon the mere 
existence of a difference in rates and 
evidence of some competition. The rec- 
ord must also show that the rate dis- 
parity has operated to the complainant’s 
disadvantage in the successful marketing 
of its products. Thor Corp. v. Belt Ry. 
Co. of Chicago, 277 I.C.C. 775. The com- 
plainants have been able to obtain all 
the horses needed and to market the 
products thereof. They have been forced 
out of certain distant markets, and the 
Ogden plant has ceased operation, but 
there is no evidence which indicates 
that these occurrences would not have 
resulted if the rates sought had been 
in effect. 


“The territory here concerned is the 
only portion of the Western District 
which does not now have the benefit 
of the fat-cattle basis on slaughter 
horses. As a result of authorized gen- 
eral increases, the fat-cattle rates 
throughout the Western District are now 
about 156 per cent of the levels prescribed 
in Livestock-Western District Rates, 176 
I.C.C. 1, 179 I.C.C. 104, 185 I.C.C. 457, 
and the ordinary horse rates are approx- 
imately 198 per cent of the prescribed 
fat-cattle rates. The defendants urge 
that, if we should find for the future 
that rates on horses for slaughter higher 
than the cattle basis will be unreason- 
able, no reparation should be granted 
herein because the transition from con- 
ditions when the great bulk of the horses 
shipped by rail was of the general-pur- 
pose variety to those of the present day 
when a large preponderance of the move- 
ment is composed of horses suitable only 
for slaughter was so gradual that no 
definite point of time could be deter- 
mined when the assailed rates became 
unreasonable. The Commission has fre- 
quently said that when rates have become 
unreasonable as the result of changes 
in conditions so gradual that no date can 
be pointed out upon which the unreason- 
ableness first occurred, and the history 
of the rates is such that the carriers 
were justified in believing that they were 
maintaining rates which had our ap- 
proval, we are warranted in fixing rea- 
sonable rates for the future and in 
declining to find the rates unreasonable 
in the past. See Ashland Coal & Ice 
Co., Inc., v. Atlantic Coast Line R. Co., 
256 I.C.C. 429, 452. The principle there 
followed is applicable here.” 

* * * 


The average revenue for hauling a ton 
of freight one mile received in 1950 by 
railroads in the United States was 1.329 
cents, an increase of 37 per cent com- 
pared with the average in 1939. 





Meaning of ‘Chemicals,’ 
‘Petroleum Products,’ 


Discussed in Motor Report 


The Commission, division 5, has 
declined to define what commodities 
are embraced in the generic terms 
“petroleum products” and “chemi- 
cals” in a motor rights application 
proceeding because of a pending in- 
vestigation to determine whether or 
not there should be established com- 
modity lists under class or generic 
headings to be used in describing the 
commodity scope of motor common 
carrier certificates. 


By a report and order in MC-30887, 
Sub. 29, Shipley Transfer, Inc., Exten- 
sion — Dodecylbenzene, the division de- 
nied the applicant, of Reisterstown, Md., 
authority to transport as a common Ccar- 
rier, dodecylbenzene and Dodecyltoluene, 
in bulk, in tank trucks, over irregular 
routes, from Baltimore, Md., to points in 
18 states and the District of Columbia. 


The Commission said that the appli- 
cant, in exceptions to the examiner’s 
recommended denial of the application, 
stressed testimony of a chemical engi- 
neer representing the supporting ship- 
per to the effect that the involved com- 
modities were not petroleum products, 
commercial solvents, or coal tar products, 
but were properly described only as 
chemicals. 


Applicant contended that those com- 
modities could not lawfully be trans- 
ported by protesting motor carriers ex- 
cept to the extent they had authority to 
transport chemicals, and that it was 
error to conclude that the existing serv- 
ice was adequate to meet the shipper’s 
needs, said the Commission. 

It said that the opposing motor car- 
riers took the position that the named 
commodities, though chemicals, never- 
theless were either petroleum or coal tar 
products, and that they had the requisite 
authority to transport them. 


Scope of Authorities 


The Commission said a determination 
of the scope of the authorities held by 
the opposing motor carriers was not nec- 
essary to disposition of the application, 
but added that the question remained 
whether such an interpretation should 
be made in view of the difference of 
opinion on the subject. 

It then referred to the pending inves- 
tigation in Ex Parte MC-45, Commodity 
Descriptions in Motor Carrier Certifi- 
cates, and the purpose of that proceeding 
to determine whether commodity lists 
should be established under class or gen- 
eral headings specifying the commodities 
to be transported, to be used in common 
carrier certificates. 

“One of the proposals in that proceed- 
ing is to list those commodities which 
are embraced within the generic terms 
‘petroleum products’ and ‘chemicals,’ ” 
the Commission continued. “In the cir- 
cumstances, we do not believe that this 
is a proceeding wherein we should under- 
take to define the scope of authorities 
held by motor carrier for the transporta- 
tion of chemicals, petroleum products, 
and coal tar products or to prescribe 
formulas by which commodities within 
these generic terms may be ascertained.” 

The Commission said that, regardless 
of the scope of the intervening motor 
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carrier’s authority, it was apparent that 
no present need had been shown for 
the proposed operation. 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 
in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 


prompt application to the Commission. 





Cotton-Gin Machinery 


No. 30215, Lummus Cotton Gin Co., et 
al. v. Seaboard Air Line Railway Co. et al., 
embracing, Same, Sub. 1, Murray Co. of 
Texas, Inc. vy. Southern Railway et al., 
and Same, Sub. 2, Continental Gin Co. 
v. Alabama Great Southern et al. By 
the Commission, division 2. Found appli- 
cable, charges collected or sought to be 
collected by defendants on cotton-gin 
machinery, carloads, shipped in the pe- 
riod August 22, 1947-December 31, 1948, 
inclusive, from certain Georgia and Ala- 
bama points to Dallas and other Texas 
points; from Dallas to Atlanta and Co- 
lumbus, Ga., and Memphis, Tenn.; be- 
tween points in Arkansas, Louisiana, 
Missouri, Oklahoma, and Texas; and 
between points in those states and points 
in Alabama. Such charges, however, 
were found unreasonable to the extent 
that they exceeded charges determined 
by applying the reduced Class A rates 
established effective August 22, 1947, 
from and to the same points, as modified 
by general rate changes, subject to car- 
load minima provided in the classifica- 
tion. Reparation awarded. Defendants 
authorized to waive collection of under- 
charges on the shipments from Dallas 
to Memphis and Atlanta. 


COMMISSION MOTOR REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of motor 
carrier reports of the Commission. Mime- 
ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 





*MC-8600, Sub. 10, Werner Transporta- 
tion Co., Minneapolis, Minn., Extension— 
General Commodities. Certificate granted. 
General commodities, with exceptions, be- 
tween Blue Earth, Fairmont, LeSeuer, 
Mankato, Mapleton, Madelia, Montgom- 
ery, New Prague, St. Peter, Waseca, and 
Winnebago, Minn., on the one hand, and, 
on the other, Chicago, IIl. 


MC-52655, Sub. 1, Fred L. and Marjorie 
B. Kirschbaum, dba United Motorways, 
Grand Island, Neb., Extension—Charter 
Operations. Certificate denied. Passengers 
and their baggage in round-trip charter 
operations, over irregular routes, between 
points in Neb., on the one hand, and, on 
the other, points in 16 states. 

*MC-95540, Sub. 175, Watkins Motor 
Lines, Inc., Thomasville, Ga., Extension— 
Dough. Certificate granted. Over irregu- 
lar routes, (1) Dough, in mechanically 
refrigerated equipment, from Plymouth, 
Wis., to points in N.C., S.C., Ga., Fla., and 
Ala., and (2) cheese, from Plymouth and 
Monroe, Wis., to points in N.C. and S.C., 
with restriction against private carriage 
by applicant or any person or persons 
controlling, controlled by, or under com- 
mon control with applicant. 


*MC-95540, Sub. 179, Watkins Motor 











May 


Livres, 
Dalla: 
meat 
from 

to Ch 
Jacks 
N.C., | 
west 

fresh, 
Dallas 
points 
those 
319, O1 
with | 
to pel 
restric 
applic 
trollin 
contre 


*MC 
Lines, 
—Mac 
Meats 
produ 
Daven 
a 
highw 
to Ja 
routes. 
thorit} 
throug 
agains 
any pi 
trolled 
with a 

MC- 
Trans] 
N.M., 
ucts. 
produc 
distrib 
from " 
Colo., 
irregul 

*MC 
Forest 
Goods. 
routes, 
burg, | 
ville, | 
Ala., a 
niston, 
Durha! 
and pt 
ham, v 

*MC 
ancevil 
cation 
ing pr 
section 
act. fF 
the shi 
Septen 
points 
countie 
Roches 
return: 


and Re 
Petrole 
tension 
ation, | 
Siderat 
modifie 
butane 
Sure ta 
points 
and M 
to Pou 

*MC- 
Corpor: 
Kentuc 
nied. L 
(1) beti 
See, Ge 
tween I 





ORLD 


that 
for 


oints 
ever, 
xtent 
1ined 
rates 

1947, 
lified 

car- 
ifica- 
jants 
nder- 
allas 





orta- 
sion— 
inted. 
Ss, be- 
seuer, 


gom- 
, and 
, and, 


rjorie 
ways, 
larter 
ngers 
larter 
tween 
id, on 


Motor 
sion— 
Tegu- 
ically 
10uth, 
., and 
h and 
l S.C., 
rriage 
srsons 
com- 


Motor 


May 19, 1951 


Lines, Inc., Thomasville, Ga., Extension— 
Dallas, Tex. Certificate granted. Meats, 
meat products, and meat by-products, 
from Fremont, Neb., and Austin, Minn., 
to Chattanooga, Tenn., Hattiesburg and 
Jackson, Miss., and points in Ala., Ga., 
N.C., and S.C., and those in Fla. on and 
west of U.S. highway 319, and meats, 
fresh, cooked, cured, or preserved, from 
Dallas, Tex., to Chattanooga, Tenn., and 
points in Ala., Ga., N.C., and S.C., and 
those in Fla. on and west of U.S. highway 
319, over irregular routes, with no joinder 
with other authority held by applicant 
to perform through transportation, and 
restricted against private carriage by 
applicant or any person or persons con- 
trolling, controlled by, or under common 
control with applicant. 


*MC-95540, Sub. 181, Watkins Motor 
Lines, Inc., Thomasville, Ga., Extension 
—Madison, Wis. Certificate granted. 
Meats, meat products, and meat by- 
products (a) from Madison, Wis., and 
Davenport, Ia., to points in Ala., Ga., 
S.C., and in Fla. on and west of US. 
highway 319, and (b) from Davenport 
to Jacksonville, Fla., over irregular 
routes, with no joinder with other au- 
thority held by applicant to perform 
through transportation, and restricted 
against private carriage by applicant or 
any person or persons controlling, con- 
trolled by, or under common control 
with applicant. 


MC-108053, Sub. 6, Little Audrey’s 
Transportation Co., Inc., Albuquerque, 
N.M., Extension—Packing House Prod- 
ucts. Certificate granted. Meats, meat 
products, meat by-products, and articles 
distributed by meat packing houses, 
from Topeka, Kan., to certain points in 
Colo., N.M., Ariz., Tex., and Calif., over 
irregular routes. 


*MC-110255, Sub. 3, Lee R. Robins, 


Forest City, N.C., Extension—Bakery 
Goods. Permit granted. Over irregular 
routes, bakery goods, from Spartan- 


burg, S.C., to Savannah, Ga., Jackson- 
ville, Fla., Birmingham and Anniston, 
Ala., and points within 2 miles of An- 
niston, Memphis, Tenn., and Goldsboro, 
Durham, Wilson, and Rockingham, N.C., 
and points wtihin 2 miles of Rocking- 
ham, with empty containers on return. 


* MC-110562, Harold J. Byrd, Temper- 
anceville, Va., Common Carrier. Appli- 
cation for certificate dismissed on find- 
ing proposed operations exempt under 
section 203(b) (6), interestate commerce 
act. Fresh fish, clams and oysters, in 
the shell or shucked, seasonal operation, 
September 1-May 1 each year, from 
points in Accomac and Northampton 
counties, Va., to Syracuse, Buffalo, and 
Rochester, N.Y.; empty containers on 
return; irregular routes. 


* MC-101449, Sub. 5, (now renumbered 
as MC-103793, Sub. 5), Roy A Newman 
and Roy W. Newman dba Pennsylvania 
Petroleum Co., Philadelphia, Pa., Ex- 
tension—Massachusetts. On reconsider- 
ation, findings in prior report on recon- 
sideration, decided October 11, 1950, 
modified; certificate granted. Propane, 
butane, pentane, and hentane, in pres- 
Sure tank vehicles, (1) Newark, N.J., to 
points in Del., Md., Pa., N.Y., Conn., RL, 
and Mass., and (2) Marcus Hook, Pa., 
to Poughkeepsie, N.Y.; irregular routes. 

*“MC-44128, Sub. 20, Transportation 
Corporation, Blackstone, Va., Extension— 
Kentucky and Tennessee. Certificate de- 
nied. Leaf tobacco and empty containers, 
(1) between points in Kentucky, Tennes- 
See, Georgia, and Florida, and (2) be- 
tween points in those states, on the one 


_ highway 1, 


hand, and, on the other, points in S.C., 
N.C., Va., and Md., over irregular routes. 
The report said the applicant would be 
able to transport, under section 203 (b) (6) 
of the interstate commerce act, such to- 
bacco as was not a manufactured prod- 
uct, provided that the vehicles used in 
such transportation were not used at 
the same time in the transportation for 
compensation, of any commodities not 
Hamed in the statute. It said the ex- 
emption, however, did not include so- 
called redried tobacco. 


*MC-96216, Sub. 3, Roland Joseph Fon- 
taine, Palmer (Three Rivers), Mass., 
Extension—Detroit, Mich., (MC-96216, 
Fontaine Trucking Co., Inc., Extension— 
Detroit, Mich., assigned.) Certificate de- 
nied. (1) Brushes and brush parts, wax, 
and disinfectants, Palmer, Mass., to 
Akron, Cleveland, and Toledo, O., Aurora, 


Ill., Detroit, Mich., and Erie, Pa.; and (2). 


cardboard boxes, Middletown, O., to Pal- 
mer, Mass., and Rutland, Vt. 


*“MC-103490, Sub. 36, David D. Provan 
and Frederick J. Provan, dba Provan 
Petroleum Transportation Co., Newburgh, 
N.Y., Extension — Northeastern States. 
Certificate granted. (1) Liquid petroleum 
products, other than bituminous asphalt 
products, in bulk, in tank vehicles, be- 
tween specified points in N.Y., N.J., and 
in Fairfield county, Conn.; (2) petroleum 
products, in bulk, in tank vehicles, be- 
tween specified points in N.Y. and N.J., 
and in Berkshire county, Mass.; and (3) 
petroleum products, in bulk, in tank 
vehicles, between specified points in Pa., 
N.Y., N.J., Conn., and Mass.; irregular 
routes; conditioned on cancellation of 
permits MC-52916, Subs. 1, 6, and 7. 


* MC-106943, Sub. 21, Eastern Motor 
Express, Inc., Terre Haute, Ind., Exten- 
sion—Mattoon, Ill. Certificate denied. 
Dressed poultry (fresh, dry-packed, and 
frozen), eggs in shell, frozen eggs, and 
frozen egg parts, (a) between Pana, IIl., 
and junction U.S. highways 40 and 51, 
over U.S. highway 51, (b) between Mat- 
toon, Ill., and junction U.S. highways 
40 and 45, over U.S. highway 45, and 
(c) between Paris, Ill., and junction U.S. 
highway 40 and Ill. highway 1, over Ill. 
serving no _ intermediate 
points, serving points on authorized reg- 
ular routes east of O.-Pa. state line. 

* MC-111744, Howard E. Clarkson and 
Everett C. Clarkson, dba Clarkson Broth- 
ers, Cowpens, S.C., Common Carrier. 
Certificate denied. Textile machinery, 
except full fashioned hosiery knitting 
machinery, (1) between points in Ala., 
Ga., Ky., Miss., S.C., N.C., Va., Md., 
Tenn., La., and Tex., and (2) between 
points in those states, on the one hand, 
and, on the other, points in NY., Conn., 
Mass., R.I., and N.H.; irregular routes. 

* MC-53980, Sub. 7, Des Moines Trans- 
portation Co., Inc., Des Moines, Ia., Ex- 
tension—Emery. On further hearing, cer- 
tificate denied; prior report, decided Jan- 
uary 3, 1950, affirmed. General com- 
modities, with exceptions, over described 
regular routes (1) between Mason City, 
Ia., and junction U.S. highway 65 and 
Ia. highway 3; and (2) between Mason 
City and Emery, Ia., over Ia. highway 
106, serving no intermediate points. 


MC-46510, Sub. 9, W. G. Van Vlack, dba 
Vans Motor Service, Manchester, Ia., 
Extension—Canned Goods. On recon- 
sideration, findings in prior report, de- 
cided July 24, 1950, reversed; certificate 
granted. Canned goods from points in 
Wis. to points in Ia.; irregular routes. 
Commissioners Rogers, Patterson, John- 
son, and Cross noted dissents. 
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Report and order in F.D. No. 17334, Mid- 
west Transfer Co. of Illinois Note, granting 
authority to issue at par not exceeding 
$179,594.03 of secured installment notes to 
evidence loans of a like aggregate amount, 
consisting of (a) a note for $115,435.41 to 
the International Harvester Co., (b) two 
notes. one for $21,820.62 and one for $22,338, 
to the Highway Trailer Co., and (c) a note 
for $20,000 to the Cosmopolitan National 
Bank of Chicago, the proceeds to be used to 
pay a part of the purchase price of certain 
motor vehicles. Approved. 


MOTOR FINANCE CASES 


MC-F-4726, R. W. Lee, et al.—Control; Lee 
Way Motor Freight, Inc.—Purchase (Portion) 
—Keystone Freight Lines. Purchase by Lee 
Way Motor Freight, Inc., of Oklahoma City, 
Okla., of certain operating rights of Key- 
stone Freight Lines, of Tulsa, Okla., and 
acquisition of control of the rights by R. 
W., Robert E., Bessie L., and M. S. Lee, and 
Betty Lou Davis, approved, with condition. 


a * aK 

MC-F-4819, Bill Watkins—Control; Watkins 
Motor Lines, Inc.—Purchase—The Peninsula 
Corporation. On reconsideration, application 
for authority under section 210a(b) of 
Watkins Motor Lines, Inc., of Thomasville, 
Ga., for temporary operation of the motor- 
carrier rights of The Peninsula Corporation, 
of Seaford, Del., granted with conditions. 

* cs 


MC-F-4463, Harry Dimon, et al.—Control; 
Ithaca Transportation Service, Inc.—Pur- 
chase (Portion)—John J. McCann, embracing 
MC-F-4609, Harry Dimon, et al.—Control; 
Ithaca Transportation Service, Inc.—Pur- 
chase—Eugene A. Bianchi, MC-F-4463: Pur- 
chase by Ithaca Transportation Service, 
Inc., Elmira N. Y., of certain operating rights 
of John J. McCann, dba McCann’s Express, 
Newark, N. J., and acquisition of control of 
the rights by Harry Dimon, Cora D. Hoy, and 
Kenneth Dimon, all of Elmira, through the 
purchase, approved and authorized, with 
conditions. MC-F-4609, application denied. 
Purchase by Ithaca Transportation Service, 
Inec., of operating rights of Eugene A. 
Bianchi, dba Federal Transportation Lines, 
Elmira, and acquisition of control of the 
rights by Harry Dimon, Cora D. Hoy, and 
Kenneth Dimon, through | the purchase. 

is ; 


MC-F-4868, A. B. Fletcher—Control—Ozark 
Trails, Inc. Application for authority under 
section 210a(b) of A. B. Fletcher, of Fort 
Des Moines, Iowa, for temporary operation 
of the motor-carrier rights and properties of 
Ozark Trails, Inc., of Springfield, Mo., granted 
with conditions. 


MC-F-4893, E. J. Myrick—Purchase (Por- 
tion)—Dixie Highway Express, Inc. Ap- 
plication for authority under section 210a(b) 
of E. J. Myrick, doing business as M. & M. 
Transfer & Warehouse, of Gulfport, Miss., for 
temporary operation of a portion of the 
motor-carrier rights of Dixie Highway Ex- 
press, Inc., of Meridian, Miss., denied. 


ORDERS 


Service Order Expiration 
Dates Extended by I.C.C. 
Orders Explained by D.T.A. 


The Commission, division 3, late 
May 10, issued amendments extend- 
ing the expiration dates of four 
service orders. At the same time, 
the Defense Transport Administra- 
tion issued a statement explaining 
the orders. 


By amendment No. 3 to revised service 
order No. 562, entitled “Rerouting of 


ok * 
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Traffic—Appointment of Agent”, the ap- 
pointment of Homer C. King as agent 
for rerouting of traffic was extended for 
one year to May 25, 1952. The D.T.A. 
said this order authorized and directed 
Mr. King as agent of the Commission to 
reroute and divert traffic from and to any 
point in the United States whenever in 
his opinion an emergency existed where- 
by any railroad (or railroads) was un- 
able to move traffic currently over its 
lines. , 

By amendment No. 4 to corrected serv- 
ice order No. 851, entitled “Substitution 
of Refrigerator Cars fer Box Cars’, the 
expiration date was extended from May 
31 to October 31, 1951. The D.T.A. said 
this order permitted the substitution of 
refrigerator cars for box cars for the 
movement of box car freight in the states 
of Oregon, California, and Arizona. The 
refrigerator cars to which the order ap- 
plied, it added, were certain ones of 
S.F.R.D. and P.F.E. ownership not suit- 
able for transporting commodities requir- 
ing protective service. 

By amendment No. 5 to service order 
No. 858, entitled “Lumber—Restrictions 
on Reconsigning”, the expiration date 
was extended from May 15 to September 
30, 1951. The D.T.A. said the order lim- 
ited time allowed for diversion or recon- 
signment of carload shipments of lum- 
ber to 72 hours. 

By amendment No. 4 to corrected serv- 
ice order No. 860, entitled “Substitution 
of Refrigerator Cars for Box Cars to 
Transport Fruit and Vegetable Contain- 
ers and Box Shooks”, the expiration date 
was extended from May 15 to October 31, 
1951. The D.T.A. said this order pro- 
vided for the substitution of refrigerator 
cars for box cars to transport fruit and 
vegetable containers and box shooks 
from origins in Oregon, Washington, or 
California to destinations in the state of 
California. 


Permit Reissued to Reflect 
Forwarder’s Name Change 


By a third amended permit and order 
in FF-37, General Carloading Co., Inc., 
Freight Forwarder Application, the Com- 
mission, division 4, has authorized Pa- 
cific Forwarding Association, Inc., to per- 
form service as a freight forwarder of 
commodities generally between all United 
States points except in Alabama, Florida, 
Georgia, Mississippi, North Carolina, 
South Carolina, and Tennessee. 

It said that on November 1, 1946, divi- 
sion 4 issued a second amended permit 
and order, now canceled, authorizing 
certain service by Wells Fargo Carload- 
ing Co., Inc., as a freight forwarder. 
The Commission said that on May 2, 
1951, the name of the Wells Fargo com- 
pany was changed by corporate action 
to Pacific Forwarding Associatior?, Inc. 
The action, it said, did not involve a 
change in ownership of the rights of that 
forwarder, which had requested that its 
permit be reissued to reflect its new 
name. 

In a footnote to the order the Com- 
mission said that the second amended 
permit and order unified the operating 
rights theretofore separately specified in 
permits Nos. FF-37, 86, and 26. It added: 

“The operating rights in Nos. FF-86 


and 26 were narrower than, and were 
wholly duplicated by and embraced 
within, the scope of the operating rights 
in No. FF-37. Upon unification of these 
various authorities, the lesser rights 
theretofore evidenced by permits Nos. 
FF-86 and 26 became merged into the 
broader authority, No. FF-37. 

“Nos. FF-66, Sub. 1, and 23 were n- 
cluded in the second amended perinit 
and order merely for the purpose of dis- 
missing those applications. The operat- 
ing rights in Nos. FF-86 and 26 having 
lost their separate identity, and applica- 
tions Nos. FF-86, Sub. 1, and 23 having 
been dismissed, this third amended per- 
mit and order embraces only the surviv- 
ing operating authority, viz., that cov- 
ered by No. FF-37.” 


1.C.C. Again Denies Rail 
Request for Long-Haul 
Highway Transport Probe 


The Commission, by an order, has 
denied a petition of the Alabama 
Great Southern Railroad Co., and 
other railroads, for reconsideration of 
its order denying a request for a gen- 
eral investigation of the economic 
and other effects of long-haul high- 
way transportation of freight and 
for a consolidation with the investi- 
gation of certain motor carrier ap- 
plications for operating authority 
(T.W., April 14, p. 40, and Feb. 17, p. 
38). 


It said the petition was denied because 
the situation had not changed since is- 
suance of its February order denying the 
petitions for investigation. 

The Commission said it had considered 
the railroad petitions and a reply filed 
by the American Trucking Associations, 
Inc. The A.T.A. had asked denial of 
the new rail petition for reconsideration 
(T.W., April 28, p. 46). 


In their petitions for reconsideration 
of the Commission’s February order 
denying the petition for the investiga- 
tion into long-haul motor carrier op- 
erations, the railroads said, among other 
things,. that a general investigation 
would be less costly and time-consuming 
than handling applications separately, 
and that the Commission should ask 
Congress for the necessary funds. 

The Commission had said that a gen- 
eral investigation would require a long 
period of time and would be costly. 





Frisco Record Form 


The Commission, by Commissioner 
Patterson, has issued an order approving 
a “dispatchers’ record of movement of 
trains” for use on the northern division, 
Carthage, Burrton, and Wichita sub- 
divisions, Girard, Joplin, Galena and 
Tuckahoe branches of the St. Louis- 
San Francisco, embodying information 
additional to that required to be pre- 
served by the Commission. 





Lumber Loading Relief 


Howard S. Kline, the Commission’s 
permit agent under revised service order 
No. 876, Requirements for Loading of 
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Lumber and Lumber Products, has av- 
thorized railroads to disregard the prov’- 
sions of the revised order insofar as they 
apply to dressed native lumber, millwork, 
and lumber products in exact quantities 
for the erection of a complete dwelling, 
when loaded in a single car. The action 
is by general premit 2-L, made effective 
at 12:01 a.m., May 11, to expire at 11:59 
p.m., September 30. 


Middle Atlantic Motor 
Six Per Cent Rate Rise 
Not Suspended by I.C.C. 


The Commission declined to sus- 
pend tariffs of the Middle Atlantic 
Conference, proposing a general 6 
per cent increase in motor carrier 
rates in Middle Atlantic Territory. 
The rates became effective May 14. 


The rates were published in the con- 
ference’s master tariff No. 10, MF-I.C.C. 
394, and in various related tariffs, two 
of which were published to become effec- 
tive May 25. 

Protestants included the Eastern In- 
dustrial Traffic League, Inc., Richmond 
(Va.) Chamber of Commerce, Cigar 
Manufacturers Association of America, 
Inc., Manufacturers Association of Con- 
necticut, Inc., and others, Chain In- 
stitute, Inc., and others, Associated In- 
dustries of New York State, Inc., and 
Lynchburg (Va.) Traffic Bureau. Letters 
and telegrams were received by the Com- 
mission from individual protestants in 
Richmond. 

The Richmond chamber said the mas- 
ter tariff and special “connecting link” 
tariff supplements purported to increase 
the involved rates by 6 per cent or in 
the case of specific commodities by vary- 
ing percentage increases less than 6 per 
cent. It said the conference presented 
no sound reason to justify the proposed 
increases. 

The Eastern Industrial Traffic League 
asserted that the proposed 6 per cent 
increase on class and commodity rates 
followed closely on an important in- 
crease in Middle Atlantic Territory 
“which should serve to meet the current 
conditions of the carriers.” 

It said the conference, in September, 
1950, published increases on minimum 
charge shipments and traffic under 2,000 
pounds which were suspended. on protest 
of the league and others. 

“In support of those increases,” con- 
tinued the league, “the carriers repre- 
sented that the heavy labor increases 
and terminal expenses had fallen pri- 
marily on small shipments. Accordingly, 
when the 1950 increases were re-pub- 
lished, effective January 1, 1951, in 
amount of $2 minimum charge and 10 
per cent but not more than 10 cents 
on all traffic under 2,000 pounds—Eastern 
Industrial Traffic League, Inc., and vari- 
ous shipper groups did not protest. 

“This was on the definite assumption 
that no further increases within Middle 
Atlantic Territory and between Middle 
Atlantic and New England would be 
forthcoming for sometime. Now, how- 
ever, respondents propose further drastic 
increases, Jess than 5 months after that 
increase, despite the fact that the car- 
riers’ financial condition generally is 
extremely strong today.” 

The conference, in a supporting letter 
filed with the Commission, said the re- 
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quested increase was made necessary by 
substantial rises in wages and prices 
of equipment and supplies. It said the 
full impact of these increased expenses, 
specially the higher prices of equipment 
and supplies, had been felt only in the 
last few months, or as supplies had had 
to be replenished. 


It said there was hardly an industry 
in the country which did not in 1950 
make better profits than the trucking 
industry. 


Midwest Motor Increase 
Dates Again Postponed 


The Commission, by special permission 
No. M-74568, has permitted further post- 
ponement until May 22 of the effective 
date of Middlewest Motor Freight Bu- 
reau tariffs proposing increased motor 
carrier rates and increased volume mini- 
mum weight (T.W., April 28, p. 42, and 
May 5, p. 29). 


1.C.C. Practitioners 


The following have been admitted to 
practice before the Commission: 


Charles Jesse Adams, Richmond, Va.; 
Emory U. Anderson, St. Paul, Minn.; Robert 
G. Anderson, Detroit, Mich.; James J. 
Aughey, Philadelphia, Pa.; Douglas W. Binns, 
New York, N.Y.; Thomas William Browne, 
Philadelphia, Pa.; George Joseph Brunner, 
New York, N.Y.; Elwood Buckley, Trenton, 
N.J.; H. Gordon Burt, Minneapolis, Minn.; 
Byron Cahill, Lincoln, Neb.; Robert F. Cald- 
well, Seattle, Wash.; William Colin, New 
York, N.Y.; Kenneth Louis Corwin, Los 
Angeles, Calif.; William F. Cuthbert, New 
York, N.Y. 

John Joseph Dabrieo, Jr., New York, N.Y.; 
William F. Dahms, Camden, N.J.; Charles 
S. Deputy, Cincinnati, O.; John H. Derby, 
Philadelphia, Pa.; George Donart, Weiser, 
Idaho; Victort P. Dorato, Philadelphia, Pa.; 
Charles D. Duffy, Jr., Sharon, Pa.; David 
Edelson, New York 22, N.Y.; Floyd C. Ellis, 
South Pasadena, Calif.; Edward J. Esposito, 
Trenton, N.J.; Agnetta C. Eure, Philadelphia, 
Pa.; John J. Fitts, New York, N.Y.; Morris 
T. Fogel, Boston, Mass. 

Marcel J. Gagnon, San Francisco, Calif.; 
John W. Gayk, New York, N.Y.; Robert F. 
Geiger, Philadelphia, Pa.; Stanton W. Gill, 
San Francisco, Calif.; Hector Baxter Gillespie, 
New York, N.Y.; Francis A. Green, Jr., Phila- 
delphia, Pa.; Joseph S. Greer, Philadelphia, 
Pa.; Richard E. Guy, Denver, Colo.; Leo Scott 
Hamilton, Chicago, Ill.; Raymond E. Hamil- 
ton, Secaucus, N.J.; Rodney R. Helwig, Chi- 
cago, Ill.; Thomas Hennessey, New York, 
N.Y.; George A. Holzberger, New York, N.Y.; 
Russell Stephen Hubbard, Jr., Philadelphia, 
Pa.; Arthur V. Hughes, Denville, N.J.; Walter 
L. Jaffe, New York, N.Y.; Julian Jolkovsky, 
Houston, Tex.; David J. Jurick, Secaucus, 
N.J. 

George Schulze Kastner, Gloucester, N.J.; 
Frank James Keely, New York, N.Y.; James 
P. Gingston, Flushing, L.I., N.Y.; Henry Ed- 
ward Kirchner, Jersey City, N.J.; Abraham 
R. Kleinman, Patchogue, N.Y.; John F. 
Kretschek, New York, N.Y.; William Peter 
Libby, Minneapolis, Minn.; Stanley H. Lie- 
bert, Brookfield, Ill.; Gordon C. Locke, Wash- 
ington, D.C.; John W. Mallory, San Francisco, 
Calif.; Loraine J. Mandrill, New York, N.Y.; 
Joseph Maselli, Stamford, Conn.; William 
Frederick McCann, San Francisco, Calif.; 
John McCarthy, New York, N.Y.; John 
Daniel McConnell, Washington, D.C.; Joseph 
E. McDonough, New York, N.Y.; William J. 
McLain, Metuchen, N.J.; Daniel L. McLean, 
Chicago, Ill.; Joseph Francis. Melies, Jr., 
Denver, Colo.; Leonard J. Monachino, New 
York, N.Y.; Garland Vernon Moore, Gas- 
tonia, N.C.; Earl R. Mott, New York, N.Y.; 
Thomas Joseph Mulhern, Philadelphia, Pa.; 
Norman Lawrence Murov, New York, N.Y.; 
John W. Murray, San Francisco, Calif.; 
Morgan Lewis Myers, San Francisco, Calif. 

Serge P. Neprash, West Haven, Conn.; 
Robert Albro Newton, Jr., Pittsburgh, Pa.; 
W. George Pasch, New York, N.Y.; Leslie T. 
Pedier, New York, N.Y.; Thomas M. Peel, New 
York, N.Y.; Nicholas Perna, New York, N.Y.: 
Charles Puleo, Newark, N.J.; John W. Reilly, 
New York, N.Y.; Samuel G. Remley, Neenah, 
Wis.; E. Wilson Rich, Altoona, Pa.; Hugh R. 
Riley, Seattle, Wash.; Sol Robinson, Brooklyn, 


N.Y.; Edward Warren Royer, New York, N.Y.; 
John J. Rush, Philadelphia, Pa. 


Anthony P. Scavillo, Jr., Philadelphia, Pa.; 
William E. Shuholm, San Francisco, Calif.; 
Leon Siegel, New York, N.Y.; Ronald James 
Skelton, New York, N.Y.; George Edward 
Snell, Norfolk, Va.; George Allen Snyder, 
Wichita, Kan.; John F. Specht, Los Angeles, 
Calif.; Cyrill August Sprengelmeyer, San 
Francisco, Calif.;; William F. Steven, Jr., 
Chicago, Ill.; Charles Gordon Stevenson, 
Chicago, Ill.; Thomas Richard Stewart, 
Minneapolis, Minn.; John Wallace Sullivan, 
New York, N.Y. 

George Robert Templin, Indianapolis, Ind.; 
Ervin Albert Timm, Minneapolis, Minn.; 
Allan L. Timmerman, Sioux Falls, S.D.; 
Raymond E. Tippett, Philadelphia, Pa.; War- 
ren Preston Tod@®, Menlo Park, Calif.; Francis 
Joseph Turner, San Francisco, Calif.; John 
H. Venter, New York, N.Y.; John J. Waldron, 
Philadelphia, Pa.; James Theodore Walker, 
New York, N.Y.; William D. Wilder, Dunellen, 
N.J.; Robert Edgar Nichols Will, New York, 
N.Y.; Arnold Robert Williams, San Francisco, 
Calif.; Francis R. Yantz, Jersey City, N.J.; 
George Ziman, North Tarrytown, N.Y. 


COMMISSION ORDERS 





MC-15242, Sub. 4, Thurman Cary Dowless 
Extension—Sanford. Effective date of recom- 
mended order postponed to May 17. 


a * * 


MC-30968, Sub. 1, American Storage Co. 
Extension—Automobiles. Intervener’s peti- 
tion for reconsideration denied. 

* * * 


MC-107002, Sub. 17, Walter M. Chambers 
Extension—Tuscaloosa, Ala. Reopened for 
reconsideration on present record. 

oe eS eS 


MC-108795 (Formerly MC-11962), Theodore 
C. Bean, Inc. Intervener’s petition for re- 
opening and reconsideration, denied. 

oo at * 

MC-110281, Sub. 5, E. A. Co., Inc. Extension 

—Pa. Reopened for further hearing. 
* * * 


MC-FC-28915, Glois A. Brand—Purchase 
(Portion)—Dixie Highway Express, Inc.; MC- 
F-4317, E. J. Myrick—Purchase—Glois A. 
Brand. Applicants’ petition for postpone- 
= effective date of order of April 2, 
enied. 


* a * 

TI. & S. 5828, Petroleum Products, Los 
Angeles to Ariz.‘and N. M. Order of April 9, 
modified to become effective July 31, on not 
less than one day’s notice, instead of May 16. 


I. S. M-3545, Paints—Detroit—South Bend 
—Louisville; I. S..M-3530, Liquors and 
Containers Between St. Louis and IIl.; I. & 
S. M-3454, Iron or Steel Between Houston, 
Tex. and La. Date on which recommended 
orders shall become orders of Commission 
and become effective, postponed to May 16. 

ok * * 


MC-F-4527, L. F. Miller and F. D. Miller— 
Purchase—J. H. Newman. Effective date of 
order of Mar. 12, further postponed to July 15. 

cod * 


MC-F-4613. Milton D. Ratner and Bernard 
A. Lipson—Control; Midwest Transfer Co. of 
Ill.—Purchase (Portion)—C. J. Davis. Ap- 
plicants’ petition for reconsideration and 
reversal of report and order, or in the alter- 
native, reopening to receive additional evi- 
dence, denied. 

ok * * 

MC-F-4698, H. D. Gorman—Control; Chi- 
cago Express, Inc.—Purchase (Portion)— 
Brady Transfer and Storage Co. Effective 
date of order of Feb. 7, as modified by order 
of April 6, postponed to June 15. 

ck * + 


MC-F-4749, C. G. Beam and D. F. Beam— 
Control; Carolina Freight Carriers Corp.— 
Purchase (Portion)—August Apel, Jr. Order 
of Mar. 15, vacated and set aside, and pro- 
ceeding reopened for hearing. 

* * 7 


MC-F-4812, Kenneth M. Mawson—Control; 
Mawson & Mawson, Inc.—Purchase (Portion) 
—Raymond Slater. Effective date of order 
of Mar. 30, postponed to May 22. 

cs ok * 


MC-C-1209, J. I. Case Co. y. Hayes Freight 
Lines, Inc. Date on which recommended 
order shall become order of Commission and 
become effective, postponed to May 18. 

aa * * 


MC-2185, Sub. 6, James F. Black Extension 
—Glass Sand; MC-2185, Sub. 7, Same Ex- 
tension—Steel Drums. Applicant’s petition 
for reconsideration or further hearing, de- 
nied. 

* * ok . 

MC-7213, Sub. 8, Lester C. Newton Ex- 

tension—General Commodities. Petitions of 
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protestants, and Service Trucking Co., Inc. 
for reconsideration and argument, denied. 
ok * aR 


MC-23939, Sub. 46, Asbury Transportation 
Co. Extension—Between Calif. and Eight 
Other States. Interveners’ petition for 
further hearing, denied. ‘ 

MC-28573, Sub. 5-B, Great Northern Ry. 
Co. Extension—Lewistown and Polson, Mont. 
Reopened for reconsideration on present 
record; applicant’s petition insofar as it re- 
quests argument, denied. 

ak * oo 

MC-29886, Sub. 48, Dallas and Mavis For- 
warding Co. Extension—Mont. Applicant’s 
petition for further hearing, denied. 

oe at co 


MC-29886, Sub. 52, Dallas and Mavis For- 
warding Co., Inc. Extension—Utah. Prot- 
estant’s petition for reconsideration, denied. 

ak * cS 


MC-30837, Sub. 111, Kenosha Auto Trans- 
port Corp. Extension—Gadsden, Ala. Ap- 
plicant’s petition for reconsideration and 
argument, denied. 

oo aE a 

MC-31044, Sub. 8, Apex Express, Inc. Ex- 
tension—N. J. Points. Applicant’s petition 
for reopening and reconsideration, denied. 


* ok * 

MC-42329, Sub. 67, Hayes Freight Lines, 
Inc. Extension—Mt. Summit, Ind. Applicant’s 
petition for reconsideration, denied. 

eo x ae 


MC-42487, Sub. 210, Consolidated Freight- 
ways, Inc. Extension—Hillsboro, Oreg. Ap- 
plicant’s petition for reconsideration, de- 
nied. 

ok * a 

MC-43038, Sub. 360, Commercial Carriers, 
Ine. Extension—Atlanta. Applicant’s peti- 
tion for reconsideration, denied. 

we Ed oe 


MC-44300, Sub. 3, Hess Cartage Co. Ex- 
tension—Tubes. Applicant’s petition for 
further hearing, denied. 

a * * 

MC-52913, Sub. 9, E. & L. Transport, Inc. 
of Ind. Extension—Highland Park, Mich. 
Petition of United Transports, Inc. for re- 
consideration, denied. 

* * ok 

MC-60233, Sub. 3, Sidney B. Stanley Ex- 
tension—N. Y. Interveners’ petition for re- 
consideration, denied. 

* * 4 

MC-68807, Sub. 12, Benjamin H. Herr Ex- 
tension—Wellsville, N. Y. Interveners’ peti- 
tion for reconsideration, denied. 

a * 


MC-100463, Sub. 7, Smith Transport Limited 
Extension—Wood Pulp. Intervener’s and 
protestants’ petitions for reconsideration and 
further hearing, denied. 


SUSPENDED TARIFFS 





Designation of a tariff below does not 
mean that all schedules in it have been 
suspended by the Commission. Suspen- 
sion orders contain many schedules not 


reproduced here. Details of such orders 
are published in The Traffic Bulletin. | 


I. and S. M-3744, Fertilizer—Wilming- 
ton, Del. to Pennsylvania, from May 11, 
to and including December 10, certain 
schedules published in tariff MF-I.C.C. 
No. 3 of Ray L. Brandt, York, Pa. The 
suspended schedules propose to estab- 
lish new commodity rates on fertilizer 
and fertilizer materials, in bulk in dump 
trucks, from Wilmington, Del., to points 
in York and Armstrong Counties, Pa. 

I. and S. No. 5924, Hudson & Manhat- 
tan Railroad Fares, from May 13 to and 
including May 28, schedules as published 
in Hudson & Manhattan Railroad Co.’s 
tariff I.C.C. No. 66. The suspended sched- 
ules propose to increase the local pas- 
senger fares of the H. & M. R.R. from 
15 cents to 20 cents between points in 
the City of New York, Borough of Man- 
hattan and Jersey City and Hoboken, 
Nw. 


I. and S. M-3745, Boilers and Tanks— 
Chicago Pittsburgh Express, Inc., from 
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May 14 to and including December 13, 
certain schedules published in tariff MF- 
L.c.C. No. 4 of Chicago Pittsburgh Ex- 
press, Inc., East Liverpool, O. The sus- 
pended schedules propose to establish 
new and reduced motor common Car- 
rier commodity rates of 50 cents per 100 
pounds, minimum 20,000 pounds and 54 
cents per 100 pounds, minimum 16,000 
pounds, on steel range boilers without 
interior water heaters and steel cylin- 
drical water heater tanks, from Chicago, 
Ill., to Mansfield, O., in lieu of higher 
class rates. 

I. and S. M-3746, Wearing Apparel 
between N.Y., N.J. & Eastern Points 


from May 12 to and including December 
11, certain schedules published in supple- 
ment No. 9 to tariff MF-I.C.C. No. 16 of 
Barney Shapiro, agent, Newark, N.J. The 
suspended schedules propose to establish 
reduced rates on wearing apparel between 
points in New York and New Jersey and 
points in Connecticut, Delaware, Mary- 
land, New Jersey, New York, Pennsyl- 
vania and West Virginia. 


I. and S. No. 5925, Sulphur, Texas & 
Louisiana to Southeast, from May 15, to 
and including December 14, certain 
schedules as published in supplement No. 
81 to Agent D. Q. Marsh’s tariff I.C.C. 
No. 3862. The suspended schedules pro- 
pose to reduce the rates on crude sul- 
phur, in carloads, from Louisiana and 
Texas origins to South Atlantic ports 
and related destinations. 


APPLICATIONS 


AND PETITIONS 





M.P. Asks for Procedure to 
Enable It to Check Ballots 


On Plan of Reorganization 


The Missouri Pacific Railroad Co. 
has asked the Commission to set up a 
procedure, formal or informal, by 
means of which the M.P. can obtain 
an opportunity to examine the re- 
sults of balloting of security holders 
on the I.C.C.-approved plan of reor- 
ganization for the Missouri Pacific 
and to offer exceptions to any pro- 
posed certification of the results of 
the balloting to the federal district 
court of jurisdiction. 


The debtor railroad’s petition was filed 
in Finance No. 9918, Missouri Pacific 
Railroad Company Reorganization, by 
Edward K. Wheeler, of Wheeler & 
Wheeler, Washington, D.C., attorneys for 
the railroad. At the Commission it 
was said that no precedent for a peti- 
tion such as that of the Missouri Pacific 
in this case could be remembered. 

One assertion in the petition was that 
the position of the Commission’s Bureau 
of Finance became “anomalous” when 
that bureau was called on to determine 
whether the M.P. reorganization plan 
that it had approved had also received 
approval of affected security holders. 


‘Certification’ Delay Discussed 


Ballots the Commission had distributed 
to security holders were required by it 
to be returned on or before January 15 
(or January 30 if they were mailed from 
points outside the United States), and 
the length of time the Commission’s 
staff already had spent in “readying the 
certification” before announcing the re- 
sults of the balloting gave indication of 
difficulties involved in determining the 
results, said the Missouri Pacific. 

The railroad suggested that such dif- 
ficulties arose from a change in the vote 
of a bondholder with doubt as to proper 
notification to the Commission; from 
incompletely executed ballots; from the 
sale of bonds with the result that either 
duplicate ballots were cast, or none was 
cast by the new owner; and from ques- 
tions as to the “real” holder of a bond 
used to raise money by “hypothecation.” 

The Missouri Pacific asked the Com- 


mission for procedural action as follows: 

“1. To make available to your peti- 
tioner and all other parties in interest 
all ballots, votes, tabulations, documents, 
correspondence and other related papers 
of the Commission exchanged between 
the Commission and affected security 
holders of the debtor corporation in re- 
spect of the Commission’s submission of 
the plan to affected classes of security 
holders; 

“2. To accord vour petitioner and all 
other parties in interest a hearing, 
formal or informal as circumstances may 
make appropriate, upon any and all is- 
sues of law and fact involved in the sub- 
mission of the plan and the determina- 
tion of the results thereof; 

“3. To issue, following such hearing, 
a proposed certification of the results 
of such submission and thereafter to af- 
ford your petitioner and other parties 
in interest an opportunity to take ex- 
ceptions to the proposed certification and 
present oral arguments and accompany- 
ing briefs to the Commission; and 

“4. To withhold any final determina- 
tion and certification of the results of 
the submission of the plan until the 
procedural steps outlined above have 
been taken.” 

The M.P. said the determination and 
certification of whether or not the plan 
had been approved or rejected was of 
“key and obvious importance” since the 
subsequent procedures to be taken by 
the district court depended on that de- 
termination. In its own interest and in 
the interest of those affected, the M.P. 
said, the Commission should “approach 
with great care the formulation of its 
certification of the results of the submis- 
sion of the plan.” This, it said, could 
be achieved if the Commission reached 
its decision through the procedural steps 
customarily available to parties affected 
in the Commission’s “adjudicatory proc- 
esses.” 

Help for Court 


The M.P. asserted that the Commis- 
sion could certify the results of the reor- 
ganization plan’s submission only if it 
made its decision “in the precise manner 
in which virtually all of its decisions are 
reached.” It further based its request 
for something in the nature of regular 
hearing proceeding, with a proposed cer- 
tification of the balloting to which ex- 
ceptions ‘might be filed, by saying that 
the railroad’ reorganization act and the 


TRAFFIC WORLD 


order of the federal district court showed 
a “complete absence of definitive stan<- 
ards or rules and regulations governing 
the submission of the plan.” This, the 
M.P. said, emphasized the necessity of 
employing the normal procedural oppor- 
tunities available to parties to Commis- 
sion proceedings. It said, also, that the 
district court might be expected to place 
“heavy initial reliance” on the Commis- 
sion’s certification, adding that the court 
was “entitled to have before it a record 
which discloses the assumptions and de- 
terminations that entered into the Com- 
mission’s final conclusion, and to have 
that conclusion reached in the traditional 
manner which clarifies and reveals the 
bases of decision.” 


It was, therefore, incumbent on the 
Commission to present the court with an 
adequate record on which the court might 
rely in “satisfying” itself that the plan 
had been accepted by two-thirds of each 
specified class of creditors and stock- 
holders. 


Bureau of Finance 


The M.P. said that there was an addi- 
tional reason why there should be no 
“short cut” of the Commission’s “cus- 
tomary procedures here.” It continued: 


“The plan submitted to security hold- 
ers was shaped and approved by the 
Commission’s Bureau of Finance. The 
Bureau’s position becomes anomalous 
when it is also called upon to determine 
whether what it has approved has also 
received the approval of affected security 
holders. There should be no ground 
for suspicion that the Bureau might be 
unfairly or unconstitutionally inclined to 
find that its own handiwork had met 
the test of approval of those affected. 
The Commission, by a grant of this peti- 
tion, would obviate all questions or 
doubts upon this score. It should, there- 
fore, throw open the Bureau of Finance’s 
conclusions to the sort of scrutiny and 
examination which would be afforded 
only by a resort to its normal procedures, 
with their accompanying safeguards. .. .” 

In conclusion, the M.P. said that while 
it had requested a hearing, it did not 
necessarily “seek or demand any stereo- 
typed method of procedure.” Essentially, 
it said, “we wish to examine the record 
and to be notified of the bases upon 
which the Commission proposes to reach 
its final certification, and to be afforded 
an opportunity to record objections in 
the event that there appear to be errors 
in such proposed certification.” Any 
procedure the Commission devised that 
would meet those objectives, said the 
M.P. would be satisfactory, whether or 
not they contemplated a formal hearing. 


Carloading Companies File 
Released Rates Applications 


The Commission has issued a “memo- 
randum for the press” stating that Uni- 
versal Carloading & Distribution Co., 
Inc., N. Y., by its application No. 4, 
assigned released rates application FF- 
86 in the Commission’s files, has re- 
quested authority to publish and main- 
tain rates released as to value on china- 
ware, hides, pelts or skins, household 
goods, paintings, rugs, and silk, applying 
generally from points in Illinois and Mis- 
souri to Pacific Coast ports, including 
Vancouver, B. C., for export. 

A similar memorandum said that Na- 
tional Carloading Corporation, New York, 
N. Y., by its application No. 3, assigned 
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released rate application FF-87 in the 
Commission’s files, asked the same au- 
thority. 

The Commission said that a copy of 
each application was available for in- 
spection in its motor public file room. 


Campbell-Highway Motor 
Merger Opposed by Rails 


Class I rail carriers of Southwestern 
Freight Bureau Territory, in a brief filed 
with the Commission, have asked the 
Commission to deny an application of 
Campbell Sixty-Six Express, Inc., Spring- 
field, Mo., for authority to purchase all 
stock of Highway Express, Inc., Memphis, 
Tenn., and for merger of the operations 
of the two companies (T.W., May 12, 
p. 38). 

The brief was filed in MC-F-4795, F. 
G. Campbell—Control; Campbell Sixty- 
Six Express, Inc.—Control and Merger— 
Highway Express, Inc. 

Approval of the acquisition was rec- 
ommended in a proposed report by Ex- 
aminer Bruce W. Card, in which the 
situation regarding the involved motor 
rights was compared with that in the 
Keeshin case (MC-F-4401, Pacific Inter- 
mountain Exp. Co.—Control and Pur- 
chase—Keeshin). 

The railroads, in their brief, said that 
looking at the magnitude of the pro- 
posed operation of the merged corpora- 
tion, it could not be seriously contended 
that the merger, if approved, would have 
no ill effects on the rail and motor 
carriers generally tendering service be- 
tween the territories now served by 
vendor and vendee individually. 

They said Campbell now served to and 
from Chicago, Ill., St. Louis, Kansas 
City, and Springfield, Mo., and other 
points in Kansas, Oklahoma, and Mis- 
souri. Highway Express, they said, served 
to and from St. Louis and points in the 
south. 

“Service at six great shipping gate- 
ways is involved,” continued the rails. 
“Chicago, Ill., St. Louis, and Kansas City, 
Mo., Memphis, Tenn., Little Rock, Ark., 
and New Orleans, La., are the largest 
shipping gateways in the midwest and 
south. Transportation is a highly com- 
petitive business and the service is plenti- 
ful both by rail and highway at each 
of these gateways. There is a single 
line service both by rail and motor 
carriers between each of the points. 

“The proposed merger would combine 
into one operation a service at all of 
these shipping gateways. No other car- 
rier, either rail or motor carrier, is au- 
thorized to serve all the points which 
are sought to be served by the applicant, 
yet it is proposed by applicants that a 
Single line service under one operation 
between all of the above named points 
would not be inconsistent with the pub- 
lic interest.” 


Released Rates Rights Asked 


Secretary Bartel, of the Commission, 
by a “memorandum for the press”, has 
announced that the Consolidated Freight 
Classification agents, on behalf of car- 
riers named in that publication, by their 
joint application, assigned released rates 
application No. 1431 in the Commission’s 
files, have requested authority to pub- 
ilsh and maintain released carload and 
less-than-carload rating on _ titanium 
metal bars, forgings, ingots, plates, rings, 


rods, sheets, sponge, strip or wire mov- 
ing on class rates subject to the Con- 
solidated Freight Classification. He 
said a copy of the released rates appli- 
cation was available for inspection in 
the Commission’s rail public file room. 

Secretary Bartel also announced that 
the Consolidated Freight Classification 
agents, on behalf of carriers named in 
that publication, by a joint application, 
assigned released rates application No. 
1432, requested authority to publish and 
maintain released carload and less-than- 
carload ratings on engines, steam or in- 
ternal combustion, moving on class rates 
subject to the classification. 


Passenger Ship Operation 


The Tolchester Lines, Inc., Baltimore, 
Md., by an application in W-1029, has 
asked the Commission for authority to 
institute a new operation by water as 
a common carrier of passengers, sea- 
sonally between May and September, 
between Baltimore and _ Tolchester 
Beach, daily over a regular route. 

The applicant also applied for au- 
thority to operate over irregular routes 
on occasional trips from Baltimore 
through the Chesapeake & Delaware 
Canal, and return; Baltimore to Wash- 
ington, D.C., and return; Baltimore to 
Philadelphia, Pa., and return; and oc- 
casional trips to points and places on 
the Chesapeake Bay as requested by 
chartering parties. 


West Coast Towage Rights 


By an application in W-18, Sub. 3, the 
Upper Columbia River Towing Co., Van- 
couver, Wash., has asked the Commission 
for authority to institute a new operation 
as a common carrier of property by water. 

The applicant said it sought authority 
to operate, over irregular routes, in trans- 
porting general commodities in non-self- 
propelled vessels, with the use of separate 
towing vessels, and by towing vessels in 
the performance of general towage, be- 
tween all points on the Pacific coast 
and all adjacent and tributary inland 
waterways from the Canadian border to 
the Mexican border, but not including 
local service between points on Puget 
Sound and on the Columbia River above 
Longview, Wash. It said the proposed 
service would be on call. 


FINANCE APPLICATIONS 


MC-F-4899, Maine Central Transportation 
Co., of Portland, Me., and Boston & Maine 
Transportation Co., also of Boston, ask au- 
thority to purchase certain operating rights 
and equipment of Israel Winner, dba Mac- 
Kenzie Coach Lines and Union Square 
Stages, of Lewiston, Me., and temporarily to 
operate. 

* ok Ld 

MC-F-4900, Navajo Freight Lines, Inc., of 
Los Angeles, Calif., a California corporation, 
and a New Mexico corporation of the same 
name, also of Los Angeles, ask authority 
for merger of the California corporation with 
the New Mexico corporation, the California 
corporation to be the surviving corporation. 

* * cos 


MC-F-4901, Airline Vans, Dallas, Tex., and 
more than 100 other household goods car- 
riers, agents of United Van Lines, Inc., ask 
authority to enter into contracts for the 
pooling or division of traffic, of service, and 
of gross or net earnings, with United Van 
Lines, Inc. 

* * cs 

MC-F-4902, Galesburg Safety Route, Inc., 
Galesburg, Ill., and Burlington Transporta- 
tion Co., Chicago, Ill., ask approval of sale 
of certain operating rights of Burlington 
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Transportation to Galesburg Safety Route, 
Inc. a cui 

MC-F-4903, Pine Hill-Kingston Bus Cor- 
poration, Kingston, N. Y., asKs authority to 
purchase certain operating rights of Glen 
H. Green, of Delhi, N. Y. 


of *~ * 

MC-F-4904, Enterprise Transfer Co., Chi- 
cago, Ill., asks authority to purchase certain 
operating rights of Warren T. Ryerson, dba 
A. Ryerson Cartage, Melrose Park, Il. 

- * ok 

MC-F-4906, A.A.A. Trucking Corporation, 
Trenton, N.J., asks authority to purchase 
certain operating rights of Baltimore & 
— Motor Express Co., Pittsburgh, 

a. 


* * * 


Finance No. 17352, Chicago, St. Paul, Min- 
neapolis & Omaha Railway Co. asks authority 
to issue $1,005,000 equipment trust certificates 
to be sold under a C. St. P. M. & O. equip- 
ment trust of 1951, payable in 15 annual 
installments, for procuring 10 diesel electric 
switching locomotives; bids to be received. 

+ 

Finance No. 17353, Donora Southern Rail- 
road Co. asks authority to issue a note for 
$790,000 to United States Steel Corporation 
to provide funds to finance acquisition of 
nine diesel electric locomotives. The note 
would be payable in 71 monthly installments 
of $11,000 each and a final installment of 
$9,000, with interest at 2% per cent. 


Finance No. 17354, Central of Georgia Rail- 
way Co. asks authority to issue $1,067,000 
first mortgage 4 per cent bonds, series A, 
dated January 1, 1948, maturing January 1, 
1955, against additions and _ betterments 
made in the period, July 1,-1948-November 
30, 1950. The applicant said the purpose of 
its request was to have the bonds ready on 
short notice for lawful use as collateral 
securities, and to avoid unnecessary delay if 
and when actual issuance might be required. 


PETITIONS FOR REHEARING, ETC. 


MC-14743, E. L. Powell & Sons Trucking 
Co. Extension. Applicant asks modification 
and clarification of certificate and/or dis- 
missal of application. : 

aE a 

MC-58311, Sub. 1, Ball Bros. Trucking Co., 
Inc. Extension. Applicant asks modification 
or clarification of certificate. 

* * * 

MC-63994, A. C. Clark Trucking Co. Ex- 
tension. Applicant asks clarification or 
modification of certificate MC-63994 and 
subs. thereto and/or dismissal of applica- 
tion. 

a * cm 

MC-80847, Sub. 2, J. B. Acton Trucking Co. 
Extension. Applicant asks modification or 
clarification of certificate MC-80847 and subs. 
thereof and/or dismissal of application. 

co * 


MC-103066, Stone Trucking Co. Extension. 
Applicant asks clarification or modification 
of certificate and/or dismissal of applica- 
tion. 

& a * 

MC-106623, Southwest Oilfield Transporta- 
tion Co. Extension. Applicant asks modifica- 
tion or clarification of certificate in MC- 
106623 and subs. thereto and/or dismissal of 
application. 

ae oe * 

MC-107640, Sub. 11, Midwest Transfer Co. 
of Ill. Extension—Petroleum Asphaltum. 
Protestant asks reconsideration. 

* 


MC-111492, Emerson J. Reese Contract Car- 
rier Application. Applicant asks recon- 
sideration. 

co * * 

MC-F-3903, Salvatore Centola and Lucia 
Centola—Control; Rapid Transportation Co. 
—Purchase (Portion)—Atlas Transportation 
Co., Inc. of Cambridge. Applicant asks post- 
ponement of effective date of second order- 
ing paragraph of order of. Sept. 23, 1949. 

* 


MC-F-4547, Ralph Reed—Control; Reed 
Trucking Co.—Purchase—Magee’s Express, 
Inc. Applicants ask reconsideration and/or 
further hearing. 


* cs * 

I. & S. 5910, Sulphate of Alumina from 
New Orleans, La. and Mobile, Ala., to Hous- 
ton, Tex. Gulf-Canal Lines, Inc. asks recon- 
sideration, and vacation of investigation and 
suspension order. 
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MC-23620 and MC-25260, Georgia Motor 
Express, Inc.; MC-FC-31216, H. B. Holloway, 
d/b/a Holloway Transfer Co., Lessee and 
Operator (in part)—of Georgia Motor Ex- 
press, Inc.; MC-F-4405, H. B. Holloway, d/b/a 
Holloway Transfer Co.—Purchase (Portion)— 
Georgia Motor Express, Inc. Walker Hauling 
Co., Inc. asks amendment of petition for 
intervention, reopening, rehearing and recon- 
sideration. 

& cs * 

MC-108560, Sub. 1, Florida and New York 
Motor Lines, Inc. Extension—General Com- 
modities. Applicant asks reconsideration. 

K * * 

MC-FC-50535, King Van Lines, Inc.—Pur- 

chase—William C. Marshall and Clark B. 


Marshall, d/b/a Marshall Transfer Co. In- 
terveners ask reconsideration. 
* * * 
No. 30365, Anderson, Clayton & Co., 


Western Cotton Oil Co. v. A. T. & S. FP. et 
al. Defendants ask reopening, reconsidera- 
tion and further hearing. 

ok * * 


Ex Parte 143, In the Matter of Rules and 
Regulations Governing Settlement of Rates 
and Charges of Common Carriers by Water. 
Cornell Steamboat Co. asks modification of 
extension of credit regulations to continue 
its practice of billing customers once a 
month. 

* * K 

MC-94942, Harvey D. Leister Common Car- 
rier Application. Applicant asks reopening 
and reconsideration. 

* ok 

Finance 11681, New York, Susquehanna & 
Western R.R. Co. Reorganization. Edith 
A. Merrit asks reconsideration and modifica- 
tion and reargument and, if pososible, a pre- 
argument conference. 

a * - 

MC-F-2596, Ralph Marcuccilli et al.—Con- 
trol; Marion Trucking Co., Inc.—Purchase— 
Harwood Trucking, Inc. Applicant asks 
further extension of consummation date to 
July 11, 1952. Naer 

” 


I. & S. 5787, Routing Grain Over Santa Fe 
Lines to Tex. Ports: No. 30562, Routing Ex- 
port Grain to Tex. Ports. Respondents ask 
extension of time in filing exceptions to ex- 
aminer’s proposed report. 

* * 


MC-30378, Sub. 27, Associated Transports, 
Inc. Extension—Kans. Applicant asks partial 
reopening, rehearing de novo, or reconsidera- 
tion and reversal of report and order of 
Sept. 25, 1950. ' z . 


MC-41404, Sub. 9, Argo Collier Truck Lines 
Extension—5 States. Applicant asks cor- 
rection of error contained in report on re- 


consideration. 
” on * 


MC-87088, Sub. 2, Abe Ross Extension— 
Garland, Tex. Interveners ask reconsidera- 


tion. 
- * * 


MC-FC-31549, W. G. Ross, Lessee, and C. 
H. Smith, d/b/a Chicago-Nebraska Motor 
Express, Lessor; MC-FC-28717, Frank Korn- 
feind and William G. Ross, d/b/a Chicago- 
Nebraska Motor Express, Purchasers—and 
W. G. Ross, Seller. Applicant asks recon- 
sideration. 


COMPLAINTS 


No. 30811, Mill Hall Clay Products Co., 
Mill Hall, Pa., et al. v. A. C. & Y. 
et al. 

Allege rates on numerous carload 
shipments of drain tile, made of clay, 
shale, or concrete, on and after January 
30, 1950, from Mill Hall, Craigsville, 
Laird, and Worthington, Pa., to points 
in Official Territory, in violation of sec- 
tions 1, 3, and 4. Ask cease and desist 
order, rates, and reparation, also on 
shipments pendente lite. (Malcolm D. 
Miller, Munsey Bldg., Washington 4, 
D.C.) 





* * * 


No. 30812, Slab Fork Coal Co., Slab Fork, 
W.Va. v. Chesapeake & Ohio Railway 
et al. 

Alleges proportional rate on bituminous 
coal, Slab Fork, to Huntington, Ceredo, 
or Kenova, W.Va., for trans-shipment 





by river, in violations of sections 1, 3, 
and 15. Asks cease and desist order 
and rates. (Warren H. Wagner, 1031 
Investment Bldg., Washington 5, D.C.) 

* ok ak 


No. 30813, Maplecrest Turkey Farms, 
Wellman, Ia. v. Boston & Maine 
Railroad et al. 

Alleges rates on dressed poultry, car- 
loads, statutory period, Wellman and 
Kalona, Ia., to New York, N.Y., Jersey 
City, N.J., Cambridge, Mass., Boston, 
Mass., Newark, N.J., Philadelphia, Pa., 
and Weehawken, N.J., in violation of 
section 6. Asks reparation. (Curtis R. 
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Baker, 2412 University Avenue, 
Moines 11, Ia.) 


Des 
* * 


MC-C-1278, Allen B. Du Mont Labora- 
tories, Inc., Passaic, N.J. v. York Mo- 
tor Express Co., York, Pa. 

Alleges rates on television-radio cab- 
inets and television-radio-talking ma- 
chine cabinets, truckload and less-than- 
truckload, October 1, 1949-March 21, 
1950, Red Lion, Pa., to East Paterson, 
N.J., in violation of sections 216 and 217. 
Asks rates, and overcharge refund order. 
(Harry Teichner, 66 Court Street, Brook- 
lyn 2, N.Y.) 

a 


PROPOSED REPORTS 


Rights Over 52 Routes in 
Calif. Recommended For 
Santa Fe Motor Subsidiary 


Examiner Michael B. Driscoll has 
recommended that the Commission 
grant the Santa Fe Transportation 
Co., a motor subsidiary of the Santa 
Fe Railway, a certificate authorizing 
common carrier transportation of 
general commodities, with stated ex- 
ceptions, between various points on 
52 routes in California, serving all 
intermediate points that are rail sta- 
tions on these routes. 


A recommended report was issued in 
MC-55223, Sub. 8, Santa Fe Transporta- 
tion Co. Extension — California Opera- 
tions. 


The examiner: proposed conditions, in- 
cluding one that the service to be per- 
formed by the motor subsidiary would 
be limited to service auxiliary to, or sup- 
plemental of, Santa Fe train service. 

He said the proposal was to make the 
services now used for intrastate mer- 
chandise co-extensively available for in- 
terstate traffic. In other words, he con- 
tinued, the proposal, with respect to 
points and routes, was practically the 
same as that approved by the California 
commission. In that state, he said, 
motor carrier regulation was undertaken 
long before the beginning of federal reg- 
ulation. 

The examiner said that in addition to 
regular routes, the California commis- 
sion permitted the applicant to operate 
over any and all other available high- 
ways, roads and streets between the main 
highway route described in its order and 
points on the lines of the Santa Fe 
Railway to which service was authorized. 

“Approval should not be given, how- 
ever, to the omnibus provision in the 
state certificate, which provides that any 
and all other highways may be used 
between points on the prescribed main 
highway routes and points on the Santa 
Fe Railway lines,” said the examiner. 

“Approval would have the effect of 
authorizing an irregular route operation 
on top of the very comprehensive regu- 
lar route operation. Since the prescribed 
regular routes very generously cover the 
whole territory to be served, there is 
neither necessity nor justification for 
authorizing the use of any other 
routes .. .” 

The examiner said that if emergencies 
should arise, the situations were subject 
to section 208 (b), interstate commerce 
act, which provides for casual deviations 





from routes or termini under general or 
special rules of the Commission. He 
cited Stanton Common Carrier Applica- 
tion, 12 M.C.C. 615, and Hess Extension 
of Operations— Alternate Routes, 26 
M.C.C. 529, 30. 


The report said any exceptions to the 
examiner’s findings were to be filed with 
the Commission’s secretary in Washing- 
ton, D.C., and served on other parties 
within 20 days from May 14. 





Denial of Ferguson Motor 
Rights Purchase Proposed 


Examiner Lawrence E. Laing, in a pro- 
posed report in MC-F-4684, Harry A. 
Miller, et al—Control; Miller Transport 
Co., Inc.—Purchase (Portion)—Fergu- 
son Motor Transportation, Inc., embrac- 
ing MC-F-4758, P. J. Kelleher—Control; 
Kelleher Motor Freight Lines, Inc.—Pur- 
chase (Portion)—Ferguson Motor Trans- 
portation, Inc., has recommended denial 
of the proposed transactions. 

In MC-F-4684, he recommended denial 
of Miller Transport, Inc., of Philadel- 
phia, to purchase certain operating 
rights of Ferguson Motor Transporta- 
tion, Inc., of Harrison, N.J., and of Harry 
A., Louis H., and Roslyn T. Miller for 
authority to acquire control of the rights. 
He said Ferguson’s service had been 
negligible or so infrequent that protest- 
ing motor carriers were unaffected by it 
competitively. Revival of a service with 
no present real going-concern value, in 
conjunction with Miller’s own service, 
would be equivalent to establishing a 
new competitive operation, tending to 
aggravate the existing highly competi- 
tive condition, the examiner said. He 
added that the record did not show the 
need for the proposed service by Miller. 

The application in MC-F-4758 was 
denied, the examiner said, in view of the 
proposal of the parties that if either 
transaction was denied, the other would 
not be consummated. 





Board Recommends Denial 
Of Motor Rights Transfers 


Joint Board No. 68, composed of Nor- 
mal B. Belt, of the District of Colum- 
bia, Joseph S. A. Giardina, of Maryland, 
and J. C. Masten, of Virginia, in a rec- 
ommended report involving the transfer 
of operating rights, has proposed that 
the Commission deny the following ap- 
plications: 

In MC-FC-52244, Potomac Transpor- 
tation Co., Inc—Transfer—William H. 
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Webb, in which Potomac Transporta- 
tion Co., Inc., and William H. Webb, 
poth of Arlington, Va., asked authority 
to transfer to the former of the operat- 
ing rights and property of the latter for 
$50,000, and assumption of certain obli- 
gations. 

In MC-FC-52314, Metropolitan Truck- 
ing Co.—Transfer—Benjamin J. Brooks, 
in which Metropolitan Trucking Co., of 
Washington, D. C., and Benjamin J. 
Brooks, of Falls Church, sought author- 
ity to transfer the operating rights of the 
latter to the former for $500. 

In MC-FC-52654-A, Metropolitan 
Transportation, Inc.—Transfer—Benja- 
min J. Brooks, in which Metropolitan 
Transportation, of Falls Church, and 
Brooks, sought authority to transfer the 
operating rights of the latter to the for- 
mer for all Class B capital stock. 

Exceptions to the report must be filed 
with the Commission within 20 days 
from May 10. 


Deny ‘Grandfather’ Motor 


Plea, Examiner Proposes 


Examiner H. W. Angle has recom- 
mended that the Commission find that 
Schwartz Trucking Corp., Brooklyn, N.Y., 
and Steel Haulage Corporation as 
claimed successor in interest to Schwartz 
Trucking Corp., have failed to establish 
that either of them is entitled to any 
authority to conduct operations as a 
common carrier by motor vehicle under 
the “grandfather” provisions of section 
206(a) of the interstate commerce act. 
He proposes denial of the application. 

A recommended report was issued in 
MC-47052, Schwartz Trucking Corp., 
Common Carrier Application, embracing 
MC-FC-52562, Steel Haulage Corporation 
—Purchase—Schwartz Trucking Corp. 

The examiner also recommended that 
in MC-FC-52562, an application for ap- 
proval of the transfer of the claimed 
operating rights in MC-47052 to Steel 
Haulage Corporation should be denied 

The record in the proceeding indicated, 
said the examiner, that Schwartz Truck- 
ing Corp. was engaged in some opera- 
tions as a motor carrier on June 1, 1935, 
and that it filed an application for au- 
thority to continue such operations under 
the “grandfather” clause of the act on 
February 12, 1936. 

He said that in January, 1937, the 
applicant purportedly discontinued its 
business by transferring its property 
and claimed operating rights to a new 
corporation without appropriate author- 
ity. No information with respect to this 
transaction was furnished the Commis- 
slon as required by the act, he said, 
and added that the successor corporation 
had apparently operated as a motor car- 
rier of property without authority over 
a period of approximately 10 years. 

The report said that any exceptions to 
the examiner‘s findings were to be filed 
With the Commission’s secretary in 
Washington, D.C., and served no parties 
in interest, within 20 days from May 11. 


Plow Dises 


No. 30434, Krause Plow Corporation v. 
Akron, Canton & Youngstown Railroad 
Co., et al., embracing No. 30434, Sub. 1, 
Same v. Same. By Examiner A. J. 
Banks. Recommends dismissal of com- 
Plaint on finding not shown unreason- 
able or otherwise applicable rates on 





plow discs, carloads, from Allegheny and 
Midland, Pa., and Chicago; Cicero, and 
West Pullman, Ill., to Hutchinson, Kan., 
and from Cicero to Wakita, Okla., be- 
tween April 19 and November 26, 1947. 


The examiner said a proper construc- 
tion of the words “weighing each 25 
pounds or over” immediately following 
the word “bundles” modified that noun 
and that, therefore, the column 40 rates 
charged were applicable. The examiner 
said that all claims covering shipments 
delivered or tendered for delivery prior 
to January 9, 1948, were barred except 
claims on shipments covered by over- 
charge claims filed with the carriers 
within the statutory period and declined 
on July 25 and 26, and August 19, 1949, 
were not barred with respect to allega- 
tion of inapplicability. 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 
become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 


Paso, Tex., Salt Lake City, Utah, or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 


State in which applicant for certificate 
license or permit has home Office is shown 
below in “black face” type, with name 
of town or city following. 


Certificates—Licenses—Permits 


Florida (Panama City)—MC-104960, 
Sub. 7, Motor Fuel Carriers, Inc., Ex- 
tension—Naphtha. Certificate proposed. 
(1) Petroleum naphtha, bulk, in tank 
vehicles, Pensacola, Fla., and points with- 
in 10 miles, to Ga. points on and south 
of U.S. highway 80 from Columbus to 
Macon, and on and west of U.S. highway 
41 from Macon to Fla.-Ga. line, and (2) 
petroleum products, bulk, in tank ve- 
hicles, from Pensacola and points within 
10 miles, to Ala. points on and south of 
U.S. highway 78 from Ala.-Ga. line to 
Birmingham and U.S. highway 11 from 
Birmingham to Tuscaloosa and US. 
highway 82 from Tuscaloosa to Ala.- 
Miss. line, irregular routes. 

Illinois (Chicago) —-MC-107640, Sub. 26, 
Midwest Transfer Co. of Illinois, Exten- 
sion—Michigan, embracing Same, Sub. 
27, Same, Extension—Minnesota. Per- 
mits proposed. Sub. 26: Building, roofing, 
and insulating materials, Minneapolis, 
Minn., to points in Ia., Wis., and upper 
Mich. peninsula; irregular routes. Sub. 
27: Same commodities, Prospect Hill, Mo., 
to Minn. points; irregular routes. The 
report said the grant of authority pro- 
posed would not be inconsistent with the 
applicant’s undertaking in MC-C-907, 
Transportation Activities of Midwest 
Transfer Co. of Illinois, et al., 49 M.C.C. 
383, 51 M.C.C. 355, 52 M.C.C. 33, and 52 
M.C.C. 261. “Keystone” restriction in 
accord with applicant’s existing author- 
ity with respect to MC-C-907, proposed. 
‘ Illinois (Chicago)—-MC-9685, Sub. 37, 
Emery Transportation Co., Extension— 
Canned Goods. Denial of permit pro- 
posed. Canned goods, irregular routes, 
between Louisville, Bellevue, and Cov- 
ington, Ky., St. Louis, Mo., and points in 
©., Ind., Ti, N.Y. Pa. lower Mich. 
peninsula, and Wis. on and south of 
Wis. highway 64, on one hand, and, on 
other, Charleston, Huntington, and Wil- 
liamson, W.Va. 
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Illinois (Chicago) —MC-64932, Sub. 93, 
Rogers Cartage Co., Extension—Distilled 
Spirits. Certificate proposed. Distilled 
spirits, bulk, in tank vehicles, irregular 
route, Muscatine, Ia., to Owensboro, Ky. 

Illinois (Sterling)—-MC-1704, Sub. 9, 
L. A. Lambrecht, dba Lambrecht Truck- 
ing Co., Extension—Eight States. Permit 
proposed. (1) Woven wire fencing, poul- 
try netting, nails, staples, smooth wire, 
barbed wire, wire rods, rivets, billets, in- 
gots, bars, angles, zees, tees, channels, 
sheet steel, plates, wire cloth, fence posts 
and fixtures, gates and fixtures, wire 
stretchers, steel shingles, steel siding, 
steel ceiling, reinforcing mesh, bailing 
ties, brads, tacks, spikes, welded mesh, 
and pump rod bars, from Sterling and 
Rock Falls, Ill., and points within 1% 
miles of Sterling and Rock Falls, to 
points in N.D., S.D., Neb., Ark., Tenn., 
and Ky., lower Mich. peninsula and de- 
scribed areas of Minn., and Mo.; and 
(2) steel sheet, steel plate, and tin plate, 
Granite City, Ill., to points in Ia., on 
and east of US. highway 169. 


Indiana (Albany)—MC-55811, Sub. 15, 
Craig Trucking, Inc., Extension—Glass 
Articles. Certificate proposed. (1) Glass, 
glass articles, bottle caps, fibreboard 
boxes and rubber jar rings, from and to 
specified points in Ill., Ind., Pa., Ind., 
Till., O., Ia., Mo., Ky., W.Va., lower Mich. 
peninsula; (2) television bulbs, Albion, 
Mich., to points in Chicago, Ill. commer- 
cial zone; (3) milk bottles and bottles 
for milk derivatives, Mount Vernon, O., 
to points in Mich. lower peninsula; and 
(4) materials, supplies, and equipment, 
used or useful in manufacture, packing, 
and shipping of glass and glass articles, 
from and to specified points in IIl., O., 
lower Mich. peninsula, and Ind. 


Maryland (Salisbury)—MC-41623, Sub. 
6, Eastern Shore Transit Co., Inc., Ex- 
tension—Norfolk Va. Certificate pro- 
posed. Passengers and their baggage, 
and newspapers, mail, and express, be- 
tween Bayview and Norfolk, Va., over a 
described route, and return, serving all 
intermediate points, with restrictions. 


Michigan (Detroit) — MC-50069, Sub. 
131, Refiners Transport & Terminal Cor- 
poration, Extension—New Jersey. Certifi- 
cate proposed. Synthetic resins, var- 
nishes, lacquers, and liquid glue, in bulk, 
in tank vehicles, from Toledo, O., and 
points within 2 miles thereof, to points 
in N.J., over irregular routes. 


Missouri (St. Louis) —-MC-75406, Sub. 7, 
Superior Forwarding Co., Inc., Exten- 
sion—Dangerous Explosives. Certificate 
proposed. Dangerous explosives, over de- 
scribed regular routes: between East St. 
Louis, Ill., and Little Rock, Ark., and 
return; between Hayti, Mo., and Walnut 
Ridge, Ark., with service not authorized 
to or from Hayti, returning over same 
route; and between specified points in 
Ark., with service to specified inter- 
mediate and off-route points, with speci- 
fied restrictions. 


Nebraska (Omaha)—MC-33869, Sub. 5, 
G. F. D. Lines, Inc., Extension—U:S. 
Highway 80, San Diego to El Centro. 
Certificate proposed on final hearings, 
and findings in prior report reversed. 
General commodities, with exceptions, 
between San Diego, Calif., and El Centro, 
Calif., over U.S. highway 80, serving no 
intermediate points, as an alternate 
route in connection with operations be- 
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tween Phoenix, Ariz., and San Diego, 
with conditions. 

New Jersey (Atlantic City)—-MC-110- 
955, Sub. 1, Benjamin B. Paloff, dba Atlas 
Travel Service, Common Carrier. Cer- 
tificate proposed. Passengers, baggage, 
special operations, non-scheduled door- 
to-door service, limited to six passengers 
in one vehicle, between Atlantic City, 
N.J., on one hand, and, on other, Balti- 
more, Md., and Washington, D.C., ir- 
regular routes. 

New Jersey (Roselle Park) —-MC-89697, 
Sub. 13, Joseph G. Krajack, Sr., Exten- 
sion—Acids in Bulk. Certificate pro- 
posed. (1) (a) Alcohols, denatured, and 
(b) solvents, in bulk, in tank vehicles, 
between Newark, N.J., and Baltimore, 
Md.; (2) liquid chemicals, in bulk, in 
tank vehicles, between South Bound 
Brook, N.J., and Middlesex county, N.J., 
on one hand, and, on other, points in 
R.I., Conn., Mass., N.Y., and Pa., within 
250 miles of Elizabeth, N.J.; (3) muri- 
atic and hydrochloride acid, in bulk, in 
tank vehicles, (1) from points in Union, 
Essex, Hudson, and Middlesex counties, 
N.J., to points in N.Y., Conn., and Pa., 
within 250 miles of Elizabeth, N.J., and 
(2) from Baltimore, Md., to York, Pa., 
and points in Hudson, Essex, Bergen, 
Passaic, Middlesex, and Union counties, 
N.J.; irregular routes. 

New Jersey (Trenton)—MC-2017, Sub. 
2, Anthony V. Citro, dba Brown’s Truck- 
ing Co. Certificate proposed. Cheese, 
processed meats, and frozen foods, from 
New York, N.Y., to Baltimore, Md., and 
Washington, D.C., over irregular routes. 

New Jersey (West Long Branch) — 
MC-73935, Nathan Hoffman (Rose Hoff- 
man, Administratrix), dba Hoffman’s 
Express, Extension—Mechanicville, N. Y. 
Certificate proposed. (1) Ladies gar- 
ments on hangars, and (2) materials and 
supplies used in the manufacture of 
ladies garments, between Long Branch 
and Mechanicville, over irregular routes. 

New York (Long Island City)—MC- 
112272, Sub. 1, Leo Reiss, dba Reiss 
Transportation, Extension—Tallow. De- 
nial of certificate proposed. Tallow, bulk, 
in tank vehicles, between New York, 
N.Y., on one hand, and, on other, Lynd- 
hurst, N.J., Kingston, N.Y., and Phila- 
delphia, Pa., irregular routes. 

New York (New York)—MC-112016, 
Sub. 1, Zigmund Gancasz, dba G. & M. 
Trucking Co., Extension—Toll Booths. 
Permit proposed. Toll Booths, assem- 
bled and uncrated, New York, N.Y., to 
Pa. points, irregular routes. 

New York (Watertown)—MC-92400, 
Sub. 4, Eason L. Simmons, Extension— 
New Jersey Points. Certificate proposed. 
Condensed skimmed milk, in barrels, 
Pierrepont Manor and Adams Center, 
N.Y., to Hoboken and Paterson, N.J., and 
empty barrels used in transporting con- 
densed skimmed milk, from Hoboken 
and Paterson to Pierrepont Manor and 
Adams Center; irregular routes. 

North Carolina (Pilot Mountain)— 
MC-101154, Sub. 10, Coy Flippin, Exten- 
sion—Fertilizer. Certificate proposed. 
(1) Fertilizer and (2) agricultural lime, 
not included in (1), from Greensboro, 
N.C., to points in specified Va. and W.Va. 
areas; irregular routes. 

Oklahoma (Oklahoma City) — MC- 
71902, Sub. 52, United Transports, Inc., 
Extension—Memphis, Tenn. Certificate 
proposed. Over irregular routes (1) (a) 
automobiles, trucks, tractors, and chassis, 


secondary movement, driveaway and 
truckaway, and (b) cabs, bodies, and 
show equipment, from Memphis, Tenn., 
to points in Ariz., N.M., Okla., and Tex., 
and (2) damaged, defective and returned 
shipments in reverse, over irregular 
routes. 


Oklahoma (Tulsa) —-MC-52339, Sub. 23, 
Keystone Freight Lines, Extension— 
Dangerous Explosives. Certificate pro- 
posed. Dangerous explosives, between 
points and over routes 
and Subs. 19 and 20. 

Oregon (Hillsboro)—-MC-112390, Sub. 
1, Frank W. Neely, common carrier. De- 
nial of certificate proposed. Lumber, 
plywood, from points in 10 Ore. coun- 
ties, to Portland, Ore., Vancouver and 
Longview, Wash., and points in 16 
Idaho counties, and four Utah counties, 
irregular routes. 

Oregon (Portland)—MC-112518, Port- 
land Motor Transport, common carrier. 
Denial of certificate proposed. Petro- 
leum products, bulk, in tank vehicles. 
Portland, Linnton, and Willbridge, Ore., 
to points in 5 Wash. counties, and re- 
jected shipments on return; irregular 
routes. 

Oregon (Portland) — MC-107643, Sub. 
17, St. John’s Motor Express Co., Exten- 
sion — Tallow. Certificate proposed. 
Tallow, bulk, in tank vehicles, irregular 
routes, between points in Ore. and Wash. 

Oregon (Portland) — MC-107643, Sub. 
18, St. Johns Motor Express Co., Exten- 
sion— Molasses. Certificate proposed. 
Molasses, bulk, in tank vehicles, irregu- 
lar routes, Toppenish, Wash., to Idaho 
and Ore. points. 

Pennsylvania (Chester) — MC-22454, 
Sub. 335, Nu-Car Carriers, Inc., Exten- 
sion—Tank Trailers. Certificate pro- 
posed. Tank trailers, initial movements, 
driveaway and truckaway, and tractors, 
secondary movements, driveaway, from 
Norfolk, Va., to points in U.S., over 
irregular routes. 

Pennsylvania (Reading)—-MC-19, Sub. 
14, Bingaman Motor Express Co., Inc., 
Extension—Newsprint Paper. Certificate 
proposed. Newsprint paper, from U.S.- 
Canada boundary near Rouses Point, 
N.Y., to points in Pa., except Reading 
and points within 5 miles thereof, points 
in N.J., except within 25 miles of New 
York City, points in Md., and D.C., over 
irregular routes. 

Pennsylvania (Washington) — MC- 
78062, Sub. 18, Beatty Motor Express, 
Inc., Extension—West Virginia. Permit 
proposed. (1) Petroleum products, in 
containers, from Philadelphia, Pa., to 
points in W.Va., and (2) empty contain- 
ers for petroleum products, from W.Va. 
points to Philadelphia; irregular routes. 

Rhode Island (Providence) — MC- 
112633, Delivery Service, Inc., Contract 
Carrier. Permit proposed. Merchandise 
dealt in by retail department stores from 
Providence to points in a described area 
of Conn. and Mass., and damaged, de- 
fective, or tyaded-in merchandise on re- 
turn. 

South Dakota (Sioux Falls) —-MC-22195, 
Sub. 40, Dan S. Dugan, dba Dugan Oil 
& Transport Co., Extension— South Da- 
kota. Certificate proposed. Petroleum 
products, bulk, in tank vehicles, Moore- 
head, Minn., and points within 10 miles, 
to points in N.D., on and west of US. 
highway 83; irregular routes. 

Tennessee (Memphis)—MC-1362, Sub. 
28, Highway Express, Inc., Extension— 
Red River Arsenal. Denial of certificate 
proposed. General commodities, with ex- 
ceptions, serving Red River Arsenal, 
about 11 miles from Texarkana, Ark- 


in MC-52339, 
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Tex., in connection with operations 
between Greenville, Miss., and Tex- 
arkana, and between Texarkana and 
Little Rock. 

Tennessee (Nashville) -MC-78632, Sub. 
74, Hoover Motor Express Co., Inc., Ex- 
tension—Cedar Lake, Ala. Certificate 
proposed. General commodities, with ex- 
ceptions, between Atlanta, Ga. and 
Cedar Lake. Ala., over a specified route 
and return, serving no intermediate 
points, service at Cedar Lake restricted 
to joinder, as an alternate route in con- 
nection with operations between Atlanta 
and Decatur, Ala. 

Texas (Fort Worth) — MC-1968, Sub. 
52, David C. Hall, dba D. C. Hall Trans- 
portation, Extension—Baton Rouge Com- 
mercial Zone, embracing MC-1968, Sub. 
53, Same, Extension—New Orleans Com- 
mercial Zone, and Sub. 54, Same, Exten- 
sion—Monroe Commercial Zone. Certifi- 
cate proposed. General commodities, 
with exceptions, serving points in Mon- 
roe, La., commercial zone. 

Texas (Houston) — MC-41432, East 
Texas Motor Freight Lines, Extension— 
Texas Eastman Corporation. Certificate 
proposed. General commodities, with 
exceptions, serving Texas Eastman Cor- 
poration about 2 miles southeast of Long- 
view, Tex., as off-route point in connec- 
tion with service at Longview. 

Texas (Seagraves)—MC-56901, Sub. 5, 
Hearne Motor Freight Lines, Inc., Ex- 
tension—Sundown. Certificate proposed. 
(1) General commodities, with excep- 
tions, serving site of Stanolind Oil & Gas 
Co. plant near Goldsmith, Tex., as off- 
route point in connection with authorized 
regular route between Kermit, Tex., and 
Odessa, Tex., and (2) general commodi- 
ties, with exceptions, (a) between Hobbs, 
N.M., and junction Tex. highway 328 
and unnumbered highway south of All- 
red, Tex., and return, over described 
route, serving no intermediate points, 
and (b) between Plains, Tex., and 
Brownfield, Tex., and return, over de- 
scribed route, serving specified inter- 
mediate points, with restrictions, all over 
regular routes. 

Virginia (Petersburg)—MC-30062, Sub. 
3, John David Barricks, dba Barricks 
Motor Lines, Extension—Maryland and 
New Jersey Points. Denial of permit 
proposed. Sugar, from Philadelphia, Pa., 
and Baltimore, Md., to Petersburg and 
Richmond, Va.; roofing, from Philadel- 
phia and York, Pa., and Perth Amboy, 
N.J., to Petersburg and Richmond; soap 
and soap powders, from New York, N.Y., 
to Petersburg and Richmond; cotton 
piece goods, from Kentmere, Del., to 
Petersburg and Richmond; canned goods, 
from Swedesboro and Bridgeton, N.J., 
Cambridge, Salisbury and Tilghman, 
Md., and Georgetown, Del., to Petersburg 
and Richmond, all over irregular routes; 
and edible nuts, serving Richmond as 
off-route point in connection with regu- 
lar route from New York to Petersburg. 

Washington (Aberdeen) — MC-25643, 
Sub. 19, W. E. Everts, dba Everts’ Cor 
mercial Transport, Extension — Spring- 
field, Ore., Denial of certificate proposed. 
Glue and glue stock, dry, in bulk, in 
tank vehicles, and in containers, and 
liquid glue, in drums, from Portland and 
Springfield, Ore., to points in named 
Wash. and Calif. counties, and empty 
containers on return, over irregular 
routes. 

Wisconsin (Union Center)—MC-109- 
490, Sub. 2, H. W. Heding, Extension— 
General Commodities. Certificate and 
dual operations proposed on _ further 
hearing. General commodities, with ex- 
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ceptions, between Madison, Wis., and 
Norwalk, Wis., and return, over de- 
scribed regular route, serving specified in- 
termediate points. 

Wisconsin (Wittenberg) — MC-109084, 
Sub. 2, Stanley A. Westgor, Extension— 
Lumber. Permit proposed. Lumber in 


roll-off vehicles, (1) upper Mich. penin- 
sula points to points in Wis. and in Ill. 
on and north of Ill. highway 9, and (2) 
from points in Wis., on and north of 
Wis. highway 33, to points in IIl., on 
and north of Ill. highway 9, irregular 
routes. 


Railroads Offer Evidence Before I.C.C. 
In Support of 15 Per Cent Rate Boost 


Plan to Call 32 Rail Officials, Including 15 Presidents, to Justify 
15 Per Cent Increase, Revised Upward From 6 Per Cent Asked in 


January. Underlying Data for Estimates Demanded by Government. 


Hearing in Ex Parte 175 and Sub 1, 
Increased Freight Rates and Charges, 
1951, in which the railroads are ask- 
ing a 15 per cent rise in freight 
rates, opened in Washington, May 14, 
with counsel for the railroads as- 
serting that nearly a billion dollars 
in added operating costs could be 
met only by such an increase. 


In January the railroads asked for a 
6 per cent increase, and at the same 
time asked that the increase be made 
immediately applicable as an emergency 
measure. The Commission, taking notice 
of an agreement reached with non-op- 
erating employes of the railroads and 
made public in the closing hours of argu- 
ment on the emergency motion, permit- 
ted the carriers to increase rates by 4 
per cent in the east, and by 2 per cent in 
the other sections of the country, and 
interterritorially (T.W., March 17, p. 17). 
Following this the railroads boosted their 
pending 6 per cent request on a perma- 
nent basis to 15 per cent. The interim 
rates went into effect generally on April 
4 (T.W., March 31, p. 23). 

Chairman Splawn and Commissioners 
Mahaffie and Alldredge were on the 
bench at the opening of the hearing. 
Sitting with them were Kenneth Potter, 
of the Public Utilities Commission of 
California; Leonard Lindquist, of the 
Minnesota. Railroad and Warehouse 
Commission; and Joshua James, of the 
North Carolina Utilities Commission. 


A list of witnesses for the railroads, 
showing the tentative order of their ap- 
pearance, contained the names of 32 
railroad officials, including 15 railroad 
presidents and the ehief executive officer 
of the Missouri Pacific Lines. In addi- 
tion, Dr. Julius H. Parmelee, vice-presi- 
dent of the Association of American 
Railroads and director of its Bureau of 
Railway Economics, and Dr. Jules Back- 
man, professor of economics, School of 
Commerce Accounts, New York Univer- 
sity, New York, N.Y., were listed, as well 
as officials of the American Short Line 
Railroad Association, the Fruit Growers 
Express, and the National Perishable 
Protective Committee. 


Opening Statement 


In his opening statement for the rail- 
roads, Edwin M. Burgess, vice-president 
and general counsel of the Baltimore & 
Ohio Railroad, said that railroad wages 
and prices of materials had risen by more 





than $971,000,000 since 1949. He asserted 
that more than one-half of the total 
increase had been incurred since the 
filing of the petition for a 6 per cent 
increase in January. 

This total increase culminated the un- 
equal struggle of the railroad industry 
since 1939 to narrow the gap between the 
cost of operations and the price of trans- 
portation service, said Mr. Burgess since, 
he asserted, costs had risen much more 
rapidly than the price of transportation. 

Mr. Burgess said that since the orig- 
inal petition for a 6 per cent increase 
was filed with the Commission, railroad 
wages had increased by $473,000,000 an- 
nually. Even as oral argument was 
being completed on March 1, 1951, on a 
motion to grant the 6 per cent imme- 
diately on an interim basis, he said a 
settlement was concluded with railroad 
non-operating employees calling for a 
12%-cent an hour wage increase, which 
added more than $271,000,000 to the rail- 
roads’ annual wage cost. 


This settlement also contained an 
escalator clause for quarterly adjustment 
in the non-operating employees’ wages 
beginning on April 1, and this clause had 
added another six cents an hour, or 
$130,000,000 annually, to railroad wage 
costs, Mr. Burgess said. 


He continued by saying that an in- 
crease of nine cents an hour was granted 
to three switchmen’s organizations on 
April 1 under escalation clauses which 
increased wages by about $2,000,000 a 
year. In addition, and on the same date, 
Mr. Burgess continued, all other classes 
of operating employees became entitled 
to receive a wage increase of eight cents 
an hour, which added another $70,000,000 
to railroad wage costs. 


Other Cost Increases 


Besides the additional wage increases 
which have come since the railroads 
filed their petition for a 6 per cent in- 
crease in freight rates, the prices of rail- 
road fuel, materials and supplies have 
continued upward to the extent of from 
2 to 3 per cent, Mr. Burgess asserted. 


The cost of wages, materials prices and 
other costs of producing railroad service 
have continuously risen faster than the 
rise in the price charged for railroad 
service, Mr. Burgess declared. The result 
was that today the spread between the 
rise in the cost of producing this service 
and the rise in the price of service was 
wider than ever in history, he said. 

Railroad revenues in sight would not 
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be sufficient to cover the greatly ex- 
panded operating costs and leave rail- 
road management enough funds, at pre- 
vailing prices, to make the improvements 
and modernization of transportation that 
were now essential both for the defense 
effort and for the civilian economy, Mr. 
Burgess concluded. 

Dr. Parmelee was the first witness for 
the railroads. His exhibit was reviewed 
at some length in the TRAFFIC WORLD 
for May 5, beginning at page 43. 

In a supplement to his statement in 
Ex Parte 175, in which he explained his 
exhibit of railroad operating data and 
certain comparisons, Dr. Parmelee under- 
took an approach to an appraisal of 
the annual requirements of the rail- 
roads for net earnings, which he said 
consisted of listing the amounts needed 
for all purposes and the amounts ex- 
pected to be available from all sources. 

“If funds needed are less than funds 
available, as was the case during the 
wartime period 1941-1945,” he said, “the 
remainder may be used for strengthen- 
ing the capital structure, either by debt 
reduction or by building up reserves, or 
both. If, however, funds needed total 
a greater amount than funds available, 
as has been the case in the postwar 
period 1946-1950, either some expendi- 
tures must be postponed, or the deficiency 
must be made up by increasing outstand- 
ing debt or by withdrawals from re- 
serves, or both.” 

He then compared the past two five- 
year periods, 1941-45, and 1946-50, ob- 
serving that it must be remembered that 
in the later period construction costs 
were 40 per cent higher than in the 
earlier period. The current construction 
index, he said, was estimated to be 71 
per cent above the 1941-45 average and 
22 per cent above the 1946-50 average. 

Listing the principal needs of the 
railroads for funds in the two periods 
as rent for leased roads and equipment, 
interest payments on funded debt, in- 
terest on unfunded debt, dividends, and 
capital expenditures, Dr. Parmelee 
showed the total for the 1941-45 period 
as $1,273.6 millions, and for the 1946-50 
period as $1,707 millions. 

The principal sources (annual average) 
of funds for the two periods, other than 
borrowings and with withdrawals from 
reserves, were shown, for the 1941-45 
period as: Net railway operating income 
$1,160.2 millions; depreciation, retire- 
ments, and amortization charges, $552.9 
millions, and other income (less mis- 
cellaneous deductions), $153.8 millions, 
For the 1946-50 period, the figures were: 
Net railway operating income, $825.8 mil- 
lions, depreciation, etc., $412 millions, 
and other income (less miscellaneous 
deductions), $194.2 millions. The total 
for the 1941-45 period was $1,866.9 mil- 
lions and for the 1946-50 period, $1,430.2 
millions. 


Five-Year Periods Compared 
“Thus, in the 1941-1945 period, after 


covering fixed and contingent charges, 


dividends, and capital expenditures,” 
said Dr. Parmelee, “Class I railways had 
an average of $593. million per year 
($1,866.9 million less $1,273.6 million), 
which was used to reduce outstanding 
debt, to build up reserves, and for other 
corporate purposes. In the postwar pe- 
riod, this situation was sharply reversed. 
In this period, 1946-1950, funds available 
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from net earnings, depreciation charges, 
and outside income have been inade- 
quate by an average of $276.8 million per 
year ($1,070.0 million less $1,430.2 mil- 
lion) to cover the same classes of ex- 
penditures, and it has been necessary 
both to increase outstanding debt and 
to reduce reserves to make up the defi- 
ciency. In other words, instead of build- 
ing up reserves, the railroads since the 
war have had to live on their prior re- 
serves and resort to borrowing in order 
to finance expenditures.” 


Dr. Parmelee showed outstanding debt 
of Class I railways, including equipment 
obligations and conditional sales con- 
tracts, as follows, on December 31, of 
each year named: 1940, funded debt un- 
matured, $9,120,700,000; 1945, $7,428,800,- 
000; 1947, $6,914,900,000; 1950 (prelimi- 
nary), $6,661,500,000. Equipment obliga- 
tions and conditional sales contracts: 
1940, $480,500,000; 1945, $1,063,100,000; 
1950, $1,768,300,000. The totals at the 
end of each of those years was shown as: 
1940, $9,601,200,000; 1945, $8,151,900,000; 
1947, $7,978,000,000; 1950, $8,429,800,000. 

Dr. Parmelee said that the year 1947 
was the final year in a long period of 
generally declining railroad debt, adding 
that the trend had turned upward since 
that time. The reduction of more than 
$2,450 million, he said, other than equip- 
ment obligations and contracts, between 
the end of 1940 and the end of 1950 was, 
in large part, due to debt extinguishment 
and loss to security holders through re- 
organization. He estimated that 40 per 
cent of the total reduction in outstanding 
debt was by that means, and about 60 
per cent by voluntary action by solvent 
carriers in retiring their outstanding debt 
obligations. Including debt in default, 
he said, reorganizations were responsible 
for about 55 per cent of the total reduc- 
tion, and 45 per cent by voluntary action 
of the carriers. 

Equipment obligations and conditional 
sales contracts increased by $1,268 mil- 
lion between the end of 1940 and the end 
of 1950, Dr. Parmalee said, “offsetting 
nearly 90 per cent of the voluntary re- 
ductions during that period in other 
debt.” He continued: 

“Between 1945 and 1950, equipments 
and sales contracts increased more than 
a billion dollars. Excluding the effect of 
reorganizations, total outstanding debt, 
including equipments and sales contracts, 
has increased in each of the past three 
years, the total increase for the three 
years combined approximating half a 
billion dollars. The trend is clearly to- 
ward further increases in debt, inasmuch 
as the railroads expect to spend more 
than $1,375 million in 1951 on capital im- 
provements, and to carry a large backlog 
-# — equipment orders over into 
1952.” 


Program for Future 


For the future, Dr. Parmelee said, rail- 
roads would require about $425 million 
annually to meet fixed and contingent 
charges, assuming no further increases in 
outstanding debt. 

Secondly, he said, railroads should be 
in position to pay dividends of not less 
than 6 per cent on their outstanding 
stock, or about $475 million annually. 
He said such a dividend policy was con- 
servative in a period of highest earnings 
in history for industries other than the 
railroads, adding that it would go far to 





restore the credit standing of the car- 
riers and enable them to replace some 
fixed debt with equity capital. 


Third, he said, in order to increase 
the capacity and efficiency and economy 
of the railway plant, the railroads should 
be in position to spend about $1,500 mil- 
lion on capital improvement work—new 
cars and locomotives, signalling systems, 
reduced curves and grades, track im- 
provements, “and the like.” 


“The sum of these three items is $2,- 
400 million annually,” said Dr. Parmelee. 
“From what sources will or should that 
amount be derived? First, normal de- 
preciation charges will produce about 
$475 million per year. Approximately 
$200 million annually may be avauabie 
during the next few years from charges 
for amortization of defense projects. 
Other or outside income will amount to 
about $200 million. This leaves some $1,- 
525 million that should be derived an- 
nually from earnings, if railway debt is 
not to be further increased. 


“In comparison with this $1,525 mil- 
lion, the 15 per cent increase in rates 
here proposed by the carriers. ... would 
produce $1,226 million.” 


Dr. Parmelee Cross-Examined 


Cross-examination of Dr. Parmelee 
was begun py Charles McCarthy, as- 
sistant general counsel of ‘Lennessee 
Valley Authority, on loan to the General 
Services Administration. He announced 
that, in an effort to facilitate disposi- 
tion of the case, the various federal gov- 
ernment agencies had cooperated in tne 
preparation of their case. 


Mr. McCarthy objected to certain pages 
in Dr. Parmelee’s exhibit on the ground 
that they were merely a compilation of 
statistics furnished by 34 railroads. He 
asserted that Dr. Parmelee had “added 
them up” and presented them as showing 
what the traffic and expense figures 
would be for 1951. 

Betore Dr. Parmelee’s computations 
were put in evidence, Mr. McCarthy said, 
opposing counsel should know on what 
the underlying figures were based. he 
said the railroad traffic men who fur- 
nished the figures must be “brought in” 
to submit to cross-examination on how 
they prepared their figures. 

Later, Byron Gray, representing the 
State Corporation Commission of Kansas, 
said he joined in the objections raised 
by Mr. McCarthy, and for the same 
reasons. He asserted that there wouid 
apparently be no one present who would 
adopt the estimates as his own and that, 
therefore, there was no opportunity for 
cross-examination. 

Mr. Burgess arose to say that the rail- 
roads would have witnesses to support 
the estimates underlying Dr. Parmelee’s 
figures, and would produce any other 
witness Mr. Gray might want. Mr. 
Burgess added that the railroads were 
going to call a great many more wit- 
nesses than had been presented in any 
other case of this kind. 

Mr. Burgess said that: railroads would 
not restrict anyone in his effort to find 
out all about the estimates. Mr. Gray 
asserted that it was no answer to say 
that there would be witnesses on “parts 
and pieces” of the estimates. 

Chairman Splawn reserved ruling on 
the objections raised by Mr. McCarthy 
and Mr. Gray. 

In the course of a lengthy series of 
questions about Dr. Parmelee’s exhibit, 
Mr. McCarthy asked whether the wit- 
ness agreed with the southern railroads’ 
contention, in cases pending before the 
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Commission involving the division cof 
through rates between the railroads, that 
the lower earnings of the eastern rai!- 
roads in the postwar years were the di- 
rect result of their own less efficient 
operation. 

Mr. Burgess Objected to the question 
as irrelevant and as introducing issues 
not present in the general increase case. 
Chairman Splawn said that, as he under- 
stood the question, Mr. McCarthy was 
asking whether or not Dr. Parmelee 
agreed with the contention of the south- 
ern railroads, and ruled that the witness 
might answer. Dr. Parmelee said he had 
no opinion on the subject. 

Mr. Gray raised his objection to Dr. 
Parmelee’s exhibit after a series of ques- 
tions in which he developed that the 
estimates furnished by the traffic officers 
represented their best judgment concern- 
ing the conditions affecting their re- 
spective railroads. 

John S. Burchmore, ‘for the National 
Industrial Traffic League, went over with 
Dr. Parmelee a portion of his supple- 
mental statement, in which the econ- 
omist had dealt with the principal needs 
and principal sources of revenues of the 


railroads. In the course of the discus- 
sion, Mr. Burchmore said he _ was 
solicitous about the increased taxes 


which the shippers would have to pay 
through the increased rates to the rail- 
roads. 


Basis of Increase 


At another point Mr. Burchmore said 
that Dr. Parmelee had, in the interim 
proceeding, supported a request for a 6 
per cent increase to meet increased ex- 
penses of $421 million. He asked whether, 
as a mathematical matter, an increase of 
13.8 per cent, rather than the 15 per cent 
now asked, would not meet the $971 mil- 
lion increase now in view, and whether 
or not the railroads were asking the 15 
per cent increase in order to “scale it 
down.” 

Dr. Parmelee replied that he did not 
think the figures could be compared “as 
closely as that” on a mathematical basis, 
as the estimates were made at different 
times and took into consideration dif- 
ferent conditions. 


Mr. Burchmore discussed whether or 
not such factors as the change from a 
peace economy to a defense economy 
might not affect the consist of the traffic, 
and expressed concern over the large 
volume of traffic that might move under 
rates made by authority of section 22 of 
the interstate commerce act, which per- 
mits the railroads to reduce rates on gov- 
ernment traffic. Dr. Parmelee agreed that 
if the volume of such traffic was large 
enough, it would affect the railroads‘ 
revenues. 


When Mr. Burchmore referred to fig- 
ures concerning the productivity of rail. 
labor as contained in the “Monthly Com- 
ment on Transport Statistics” prepared 
by the Commission’s Bureau of Trans- 
port Economics and Statistics, and re- 
leased May 11, and asked if railroad 
management had not taken steps to in- 
crease efficiency in the face of increased 
labor costs, Dr. Parmelee said that was 
true and that, if it was not, the railroads 
would be in a much more “parlous” situ- 
ation. 


‘Spreads’ Discussed 


Mr. Burchmore said that Dr. Parmelee 
had emphasized the widening difference 
in relative unit income and unit outgo, 
but asserted that the witness had failed 
to say anything about the widening 
spread between revenues and expenses, 
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and asked if there had not been “more 
left” after operating expenses “rather 
than less” as the years had progressed. 

Dr. Parmelee replied that he would 
have to check the statement, but said 
he thought it was probably true. He 
added that “you have a larger plant and 
a much larger investment, and you should 
have a larger margin in terms of dol- 
lars.” He also added that there should 
be a larger margin when inflation was 
taken into consideration. 

Mr. Burchmore raised a laugh when 
he said he did not join in the objections 
raised against portions of Dr. Parmelee’s 
exhibit because, he said, “if you apply 
the same rule to the evidence of the 
shippers as to direct proof, we would be 
out of luck.” He asked that, if the 
chairman “applied those objections,” he 
make it “a one-sided objection.” 

Following the completion of cross-ex- 
amination of Dr. Parmelee, the portions 
of his exhibit to which Mr. McCarthy 
and Mr. Gray had objected became the 
center of an exchange between Mr. 
Burgess and Mr. McCarthy. 

Later, the field reports used in prepar- 
ing the underlying data furnished by the 
Chicago, Milwaukee, St. Paul & Pacific 
were demanded by a government attor- 
ney and they, in turn, became the sub- 
ject of controversy between Walter Mat- 
son, commerce counsel for the Depart- 
ment of Agriculture, and Thomas H. 
Maguire, general attorney and commerce 
counsel for the Milwaukee, while that 
railroad’s president was on the stand as 
a witness. 

Mr. Burgess opened the afternoon ses- 
sion of the second day, in connection 
with the offering of Dr. Parmelee’s ex- 
hibit for the record, by referring to the 
objection of opposing counsel, which he 
said was “a very technical evidentiary 
objection.” He said the exhibit had been 
offered in accordance with the time- 
honored practice before the Commission. 
He said offer of the data piecemeal by 
individual roads would have presented 
the case in a much less compact fashion. 
He said the document was being offered 
with an opportunity for cross-examina- 
tion, adding that every one whose fig- 
ures were in the exhibit would be pre- 
sented by the railroads or would be sub- 
ject to call by the “other side.” 

Mr. McCarthy renewed his objection 
to receipt of sheets 8, 9, 10, 11, 12, and 
18, of Dr. Parmelee’s exhibit until such 
time as an adequate foundation had been 
laid. He said he thought the exhibit 
served a useful function in that all the 
data had been collected so that the va- 
tious percentages could be applied to 
them. 


‘Hearsay’ Objection 


He asserted that his objection was not 
a technical one. He said he thought 
the inadmissibility of those sheets of the 
exhibit, until a foundation had, been laid, 
seemed so fundamental that there was 
no room for argument. In a proceeding 
of this kind, Mr. McCarthy said, it was 
hecessary to receive a great amount of 
information concerning which the wit- 
hess had no personal knowledge. How- 
ever, he added, it was a basic rule of 
evidence that the receipt of hearsay evi- 
dence was proper only when there was 
& very sound reason for accepting it. 
He said that Dr. Parmelee’s exhibit was 
based on hearsay, but that “we have no 
objection to most of it,” referring to such 
Material as came from “established in- 
dexes,” or reports of government agen- 
cles, or standard data collected by the 
National City Bank of New York. 





However, continued Mr. McCarthy, 
here was a case in which the witness 
said he did not “know a thing about 
what I am testifying to. I do not know 
whether it is right or wrong. Actually, 
I do not know whether the men who 
gave me the information knew whether 
it was right or wrong.” Mr. McCarthy 
said the 34 sheets from the railroads con- 
tained some very general data concern- 
ing a great deal of which, he asserted, 
there was “considerable question.” 


Mr. McCarthy asked where the traffic 
data came from. He said that some of 
the railroad verified statements filed 
with the Commission contained a sfate- 
ment that every commodity classification 
had been analyzed, while others said 
“they just looked at some government 
reports.” He added that “most of them 
do not say what they did.” 


“A man’s testimony is no better than 
his knowledge,” said Mr. McCarthy, 
“and when he testifies to something 
about which he had no knowledge, he 
should not be allowed to testify. If he 
simply testifies that he compiled this 
data, we are glad to have it as long as 
the data is presented to the Commission 
by some one who can say: ‘I vouch for 
a." 

Asserting that “we do not want to 
prolong this hearing any more than it 
is absolutely necessary,” Mr. McCarthy 
said it might be that, if the railroads 
would supply the government agencies 
with the working papers of the 68 men 
who had reported the data (a traffic 
man and an operating man for each 
of the 34 railroads), it would not be 
necessary to call for cross-examination 
very many of the men who filed verified 
statements, or the other men Mr. Bur- 
gess was going to call. 


He suggested that the underlying 
data be supplied and that the govern- 
ment agencies have a reasonable oppor- 
tunity to examine it and, at that time, 
be required to state which of the men 
they would call for cross-examination. 

After some discussion of the rules of 
evidence, Chairman Splawn ruled that 
the exhibit would be admitted, without 
prejudice to a later motion to strike. 


The chairman then announced that 
it had been stated that this was the 
point at which the names of those to 
be called for cross-examination would 
be made known. 
were mentioned, and Mr. McCarthy 
said that, unless the working papers of 
the men who furnished the estimates 
of the individual roads were made 
available, it would be necessary to 
cross-examine all the rail witnesses 
who had filed’ verified statements. 
When the chairman suggested that the 
names of those to be cross-examined 
be put into the record, Mr. McCarthy 
indicated he wished to cross-examine 
the 21 rail officials who had filed veri- 
fied statements. 


Milwaukee Data Requested 


Mr. Matson undertook the cross-ex- 
amination of John P. Kiley, president 
of the Milwaukee, after the latter had 
replied to a series of questions asked 
by Mr. Maguire. 

Mr. Kiley replied in the affirmative 
when asked if he had had anything to 
do personally with the estimates sub- 
mitted to Dr. Parmelee. The Milwau- 
kee president said that such forecasts 
had been made by his railroad for the 
past 20 years, and would have been 
made regardless of their use in Ex 
Parte 175. 


Only a few names - 
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After some questions as to how the 
data was obtained from 50 of the traffic 
representatives of the Milwaukee, Mr. 
Matson asked that the returns made by 
those representatives be made available 
for examination. 


Mr. Maguire replied that he declined 
to do so unless the Commission ordered 
that they be made available, because, he 
said, the returns would serve no purpose 
in the proceeding. He observed that Mr. 
Kiley had described how the returns 
from the traffic representatives were 
evaluated by the supervisory and execu- 
tive officers of the railroad. He asserted 
that only by having a complete steno- 
graphic report of the discussion by those 
Officials of the returns, could there be 
a “complete picture” of how the Mil- 
waukee estimates were arrived at. The 
returns of the traffic representatives, he 
said, would not give an accurate picture 
and would be of no interest in resolving 
any of the issues in the case. 


Mr. Matson replied that he knew the 
returns would not be “final,” but that 
“we would like to look at the first step, 
and look at the second step,” and thus 
learn what factors were considered. 


At this point Chairman Splawn asked 
if Mr. Kiley was one of the witnesses 
whose data was “involved in the objec- 
tion.” When he was told that this was 
so, the chairman observed that he under- 
stood from Mr. Burgess that there would 
be liberality in “showing the process.” 
He added that there was not time to go 
over the detail Mr. Matson had indicated, 
but added that he did not think Mr. 
Matson contemplated as much detail as 
his remarks implied. He said he won- 
dered if counsel could not get together 
and spot check about one per cent of 
the data and so decide how much weight 
to accord the returns. 


At this point, Mr. Matson said he did 
not care personally whether or not the 
railroads furnished these data,.as it was 
“up to them to prove their case.” He 
added he knew that some of his col- 
leagues might not agree with him. 


However, when Mr. Maguire asked Mr. 
Matson if he withdrew his request, Mr. 
Matson said, emphatically, “No,” adding 
that if the returns were not furnished, 
“we will renew our motion to strike the 
pages.” 

Mr. Maguire again repeated that the 
returns were a preliminary sketch, and 
said it would be impossible, except by 
cross-examination of Mr. Kiley, to get 
into the record the mental processes used 
by the executives of the company in 
evaluating the territorial reports. Mr. 
Matson said it seemed to him that coun- 
sel for the railroad was arguing that it 
was impossible for the railroads to 
support the estimates supplied to Dr. 
Parmelee. 

When Mr. Maguire said that Mr. Kiley 
had testified in February in the interim 
proceeding in Ex Parte 175, and that 
again the estimates were obtained in the 
same manner for the instant phase of 
the proceeding, Mr. Matson observed that 
there were two estimates only three 
months apart, the earlier one for an 
estimated traffic volume increase of 5 
per cent and the present one for an in- 
crease of 7.7 per cent. Mr. Maguire said 
that “we will see what we can do about 
getting copies” of the returns if they 
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could be found, adding that he did not 
think “they will do him any good.” 


In his direct testimony, Mr. Kiley said 
that “notwithstanding the improvement 
in operating and maintenance efficiency, 
we cannot overcome the tremendous 
burden of increased wages, taxes and 
material prices without obtaining offset- 
ting compensatory charges for the serv- 
ices we perform.” Since 1940, he said, 
wage rates had increased 135 per cent, 
prices of materials and supplies 114 per 
cent, while revenue a net ton-mile for 
the Milwaukee had increased 39 per cent. 
He cited $2.10 a ton for coal in 1940, 
f.o.b. mine, and $4.40 a ton in 1951, an 
increase of 110 per cent over 1940. Aver- 
age freight revenue a ton of coal was 
$1.41 in 1940 and for three years there- 
after, and was $1.87 a ton in 1950, an 
increase of 33 per cent over 1940, the 
witness asserted. 


For 1951, he said, the Milwaukee’s pro- 
gram called for $37,488,396 in capital 
expenditures, $9,143,071 for improvements 
to road and existing equipment, and 
$28,345,325 for new equipment. For the 
next four years, in order to provide ade- 
quate facilities and equipment for effi- 
cient operation, he said, the railroad 
should spend an average of $15,000,000 
a year for improvements to road and ex- 
isting equipment, and a total expendi- 
ture, including that for new equipment, 
of $26,750,000 a year. 

After some questions concerning the 
“judgment” used in arriving at the esti- 
mate of traffic volume increase and an 
increase of 10.4 per cent in passenger 
miles, Mr. Matson asked if Mr. Kiley 
would be available for further question- 
ing if “we see those returns to the ques- 
tionnaire.” He was told that Mr. Kiley 
would be available. 


Pennsylvania Railroad 


Walter S. Franklin, president, Penn- 
sylvania Railroad, said several times in 
the course of his testimony that the 
railroads were seeking something more 
than an increase in revenue sufficient to 
meet the added cost of doing business. 
He asserted they needed something above 
that in order to provide the service to 
which the public was entitled, to meet 
the demands of the defense effort, and 
to earn an adequate return. 


He also asserted that, because of a 
temporary “lull” in business, and present 
earnings the Pennsylvania had cut back 
its car repair program and its program 
for laying new rail. He said that 3,400 
cars a month had been coming out of 
the company’s shop after repairs but that 
it would be cut, beginning in June, to 
1,800 cars, instead of carrying the pro- 
gram through to the end of July as orig- 
inally planned. He said it was hoped 
and believed that the lull was a tempo- 
rary one. The 1,800 cars, he said, would 
be mostly hopper cars. 

Mr. Franklin said the railroad still had 
about 9.4 per cent of its cars unservice- 
able. The present heavy repair program, 
he asserted, was due to the fact that 
earnings in past years had been in- 
sufficient to enable the road to make 
up the repairs, to the “patching” which 
had been done during the war period, 
and partly due to the fact that the 
Pennsylvania had kept cars in service 
in the war period when they were needed, 
to a greater extent, he thought, than any 
other railroad. 





The Pennsylvania president opened 
his direct testimony by stating that, 
since the war period, “we have operated 
on too narrow a margin,” and that the 
increased costs had been a serious prob- 
lem. 

In the 1941-45 period, he said, the 
Pennsylvania had a return on its de- 
preciated investment averaging 4.98 per 
cent, while, for the 1946-50 period, he 
added, the return was “only 1.96 per 
cent.” 


In connection with seizure of the 
railroads last August under a presi- 
dential executive order, Mr. Franklin 
observed that seizure came after negotia- 
tions had lasted “some two years” so 
that it could not be said that the rail- 
roads had quickly given in to labor’s 
demands. He asserted that the increased 
wages for rail labor had been generally 
approved by government officials. He 
added that it was well known that, in 
connection with the panel appointed to 
review the escalation clause in the non- 
operating employe agreement, John R. 
Steelman, the President’s assistant, was 
quoted as saying that the President had 
personally approved the non-operating 
agreement. 

“We are not asking merely a reim- 
bursement for the additional costs,” 
said Mr. Franklin, “but we are here to 
emphasize the need for an additional 
amount of money over those costs in or- 
der to produce what we deem to be a 
proper return on our investment, to give 
the public the kind of service it requires, 
and to meet the defense requirements. 
We must restore our earning power.” 

Mr. Franklin then referred to an ex- 
hibit-he had prepared, and discussed the 
figures there shown. On an annual 
basis, he said, his railroad was faced with 
an increased cost of doing business be- 
cause of increased wages, payroll taxes, 
and higher material and supply costs, 
of $91,764,000, including wage adjust- 
ments for yard and road employes that 
became effective in October. He asked 
how one company could meet “these 
enormous expenses in the matter of a 
very few months” without increasing its 
prices. He also observed that, because of 
the escalation clause in the labor agree- 
ments, the railroad was faced four times 
a year with the possibility of further 
adjustments. Mr. Franklin asserted that 
costs has risen 123 per cent since 1939, 
with an increase of 44 or 51 per cent in 
rates, depending on how the increase 
was figured. He also observed that the 
negotiations with the operating employes 
were not yet concluded. 


Verified Statements 
Filed with I.C.C. 
In Ex Parte No. 175 


Under the special rules of proce- 
dure established by the Commission 
for Ex Parte No. 175, Increased 
Freight Rates and Charges, 1951, a 
further group of verified statements 
have been filed in lieu of personal 
appearances (T.W., May 12, p. 42). 


Hearing on the amended petition of 
the railroads for a 15 per cent increase 
in rates and charges began May 14 in 
Washington, D.C. (see page 53). 


A review of the verified statements 
follows: 
Jarvis Hunt, 


general counsel, Asso- 
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ciated Industries of Massachusetts, Bos- 
ton, Mass., said that the association had 
invariably supported the railroads in the 
past whenever they had shown that addi- 
tional revenue was necessary, and in the 
interest of maintaining a financially 
sound railroad system. He continued: 

“Our position is still unchanged, our 
sympathies are with the railroads, but 
we feel there is little, if any, doubt that 
further percentage increases pyramided 
upon our unreasonably higher level of 
freight rates in the northeast territory, 
particularly the New England area, which 
now presents very great disadvantages 
for industries in this area, will dry up 
the long-haul traffic so essential to the 
needs of the New England railroads. 
Ultimately, the loss of distant markets to 
industry and long-haul traffic for the 
railroads, and what traffic still exists to 
other forms of transportation, will lead 
to the insolvency of the New England 
railroads, and endanger private manage- 
ment of the railroads.” 

Mr. Hunt said the Commission was 
urged to make a full investigation of 
conditions before any further increases 
were granted and that consideration be 
given to restoration of competitive rate 
relationships to permit long-haul traffic 
to move freely. It also asked that any 
increases granted be “in cents per hun- 
dred pounds” so that the burden might 
be equally distributed in all sections of 
the country. 


California Furniture Dealers’ Petition 


The Retail Furniture Association of 
California, Inc., filed a petition with the 
Commission asking a public hearing in 
San Francisco, Calif., in addition to hear- 
ings held or to be held elsewhere. The 
association said the proceeding was im- 
portant to its members because they were 
paying rates and charges “on one of the 
highest national levels” since the area 
served by the members was from two to 
three thousand miles from the manufac- 
turing area. 

It said in past ex parte hearings the 
Commission had recognized their im- 
portance to the Pacific Coast business 
men and had held hearings in that area. 


Rails Oppose California Hearing 

The railroad petitioners, replying to 
a petition of the Public Utilities Commis- 
sion of California asking a hearing in 
that state, opposed such a hearing. It 
said, contrary to a statement of the 
California commission, the Commission’s 
notice of April 13 did not state that 
regional hearings would be held, but 
merely said it was “contemplated” that 
further hearings would be held. 

Each day’s delay in putting the in- 
creases into effect, if found justified, 
entailed a loss of millions of dollars, the 
railroads said, adding the observation 
that they had proposed maxima on in- 
creases designed to protect the com- 
petitive position of California shippers. 

The railroads said the Commission’s 
rules of practice permitted the California 
interests to include in the record in EX 
Parte 175 any testimony they desired 
from other cases. They added that “the 
traditional position” of those protestants 
had been elaborated many times and 
was well known to the Commission. Their 
interests could be amply protected, if 
they did not desire or could not come 
to the Washington hearing May 14, by 
including in the record such portions of 
the records in the 1946, 1947, and 1948 
general increases cases as they desired, 
and by supplementing such evidence 
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with verified statements. Cross-exami- 
nation of witnesses, the railroads said, 
could be accomplished by deposition in 
California. 


A prompt disposition of the proceeding 
was of the greatest concern to the rail- 
roads, and to the country, the petition- 
ing railroads said. If the national 
transportation policy was to be achieved, 
they added, proceedings “of this char- 
acter” must be administratively deter- 
mined in such a manner and time as 
to permit justifiable adaptations of the 
railroad general rate level to an “eco- 
nomic environment characterized in re- 
cent years by a series of rises in wages 
and cost of materials and supplies.” The 
railroads’ right to be heard and to have 
their petition determined without “an 
unwarranted lag” necessarily must be 
protected in the national interest, they 


, asserted. 


If the Commission concluded that the 
record should not be closed at the end 
of the hearing beginning May 14, the 
railroads said, an early further hearing 
should be assigned at Washington, D.C., 
or at some centrally located place where 
the case might be submitted. The de- 
lays involved “in regional hearings of a 
non-concurrent and, to a lesser degree, 
of a concurrent character” were incon- 
sistent with the national transportation 
policy, the railroads said. 


Association Statements 


V. P. Ahearn, executive secretary, Na- 
tional Sand and Gravel Association, and 
holding the same office with the Na- 
tional Ready Mixed Concrete Associa- 
tion, filed a verified statement on be- 
half of each association, opposing any 
increase in freight rates on sand, gravel, 
crushed stone, slag, or cement. On be- 
half of the sand and gravel group, he 
asked that, if any increase was granted, 
it be stated as a percentage of present 
rates with a stated maximum in “flat 
cents per ton.” 

Mr. Ahearn asserted that, in 1949, the 
railroads transported 31.7 per cent of the 
commercial sand and_e gravel, with 
trucks handling 59.6 per cent, as com- 
pared with 56.4 per cent by rail, 31.3 per 
cent by truck, and 12.3 per cent by water 
in 1935. He ascribed the shift in traffic 
to the trucks to increased rail rates, the 
growth in the use of portable plants, 
and non-commercial operations close to 
points of demand made possible by the 
widespread . availability of sand and 
gravel. For the ready mixed concrete 
group, Mr. Ahearn said that group had 
not heretofore filed a verified statement 
in any of the general increase cases be- 
cause the industry was able to pass the 
increases on to its customers. That re- 
course now appeared unavailable, because 
of rulings of the Office of Price Stabiliza- 
tion, he said. 

W. S. Schilthuis, president, New York 
Produce Exchange, New York, N.Y., said 
the exchange had not protested applica- 
tions in the past “as we believed that 
rising operational costs entitled the rail- 
roads to increases in tariff rates.” He 
observed that the railroads serving the 
Atlantic Coast owned and operated grain 
elevators at ports on that coast and had 
consistently increased charges for eleva- 
tion, bagging, drying and storage with al- 
most every increase in hauling charges 
permitted by the Commission since 1941. 
He said the cost of elevation had been 
increased by 300 per cent, of storage 100 
per cent, of trimming more than 80 per 
cent, of bagging by more than 250 per 
cent, and of drying 300 per cent. He 


said a table appended to the report 
showed that in most cases the cost of 
storing grain at ports where railroads 
were not owners or operators of elevators 
was now about the same as that charged 
by railroad elevators at Atlantic Coast 
ports in 1941. 

Mr. Schilthuis said if the 15 per cent 
increase now asked was granted by the 
Commission, and the increase applied to 
the service charges at Atlantic port ele- 
vators as in the past, the cost of export- 
ing grain through those ports, “already 
extremely high, and in the case of stor- 
age charges higher than any other coastal 
area ports,” would almost become pro- 
hibitive in any return to a competitive 
export market. 


Individual Company Protests 


G. H. Alfriend, traffic manager, Vir- 
ginia-Carolina Chemical Corporation, 
Richmond, .Va., objected to any further 
increase on fertilizer materials. He as- 
serted that present rates on those mate- 
rials, as increased in the 1946, 1947, and 
1948 proceedings, and with the interim 
increase now in effect, were adequate and 
that “further increases here proposed are 
not justified.” He asked that the Com- 
mission make such a finding. 

Alonzo Bennett, vice-president, Federal 
Compress & Warehouse Co., Memphis, 
Tenn., said that if an increase was 
granted in rates on cotton, it be made by 
application of a uniform percentage in- 
crease in each separate rate applicable 
on cotton. He said the railroads had 
indicated, by not proposing maximum 
increases in the last two general rate 
increase petitions, that the carriers had 
found that the use of such a formula 
and such a maximum increase in rates 
had failed’ to preserve the desired rela- 
tionship between the various carload 
rates on cotton and should, therefore, 
be abandoned. 

J. C. Murray, for the Little Rock (Ark.) 
Cotton Exchange, concurred in Mr. Ben- 
nett’s statement. 

D. A. Dashiell, traffic manager, F. S. 
Royster Guano Co., Norfolk, Va., said it 
was his opinion that railroad freight 
rates on fertilizer and fertilizer materials 
were high enough. He added that he 
believed that the railroads would lose 
more than they would gain if rates on 
fertilizers and fertilizer materials were 
further increased. 

John J. Clous, traffic manager, Lehigh 
Portland Cement Co., opposed “any in- 
crease whatever in the cement rates.” 
He said “it is our position that it is 
already paying more than its fair share 
of transportation costs .. .” 


Crushed Stone, Limestone 


J. R. Boyd, administrative director, 
National Crushed Stone Association, 
Washington, D.C., urged that no increase 
in freight rates be approved. He said 
the railroads which used crushed stone 
as ballast were important customers: of 
the association’s members, and that the 
association was not unsympathetic with 
the wish of the railroads to obtain ad- 
ditional revenues. Nevertheless, he said, 
“we urge the Commission not to approve 
the increased freight rates herein pro- 
posed insofar as the proposed increases 
would be applicable to crushed stone.” 
Among other things, Mr. Boyd said the 
industry would like to have its products 
continue to move by railroad, but that it 
seemed clear other transportation media 
would be utilized to transport increas- 
ingly large tonnage of crushed stone 
should the proposed increased rates be 
approved. 
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Henry A. Huschke, managing director, 
Agricultural Limestone Institute, Wash- 
ington, D.C., said, among other things, 
that there was a public interest in con- 
nection with agricultural limestone which 
the Commission should not overlook—the 
desirability of full agricultural produc- 
tion. He said the proposed increases not 
only appeared opposed to the govern- 
ment’s “present strong efforts to curb 
inflation by stabilizing our domestic econ- 
omy, but, indeed, under prevailing sta- 
bilization policies requiring absorption 
of transportation costs will unreasonably 
and inequitably discriminate against agri- 
cultural limestone production.” 

J. G. Hartmann, assistant traffic man- 
ager of Inland Waterways Corporation, 
which operates the Federal Barge Lines, 
said the I.W.C. had filed a petition to 
intervene in the proceeding when the 
6 per cent increase petition of the rail- 
roads was filed in January, and that his 
verified statement now sought only to 
preserve the relationship between rates 
via rail routes and rates. via rail-barge 
and barge routes. 


If the Commission should grant any 
increases asked by the railroads, Mr. 
Hartmann said, Federal asked that the 
Commission also enter particular find- 
ings as to the joint rates in which Fed- 
eral participated with railroads; the all- 
water rates on carload lots which Federal 
published and maintained either for local 
application’ on its own line or jointly 
with other water carriers; and combina- 
tion rail-and-water rates on coal, the 
coal being handled by Federal in barge- 
load lots. 


Paul M. Zeis, chief, transportation and 
communications division, Office of Trans- 
portation, Department of Commerce, 
made adjustments, in a verified state- 
ment, of an earlier traffic forecast filed 
in the interim phase of Ex Parte 175. 
He said that no position was taken with 
respect to the level of earnings which the 
carriers should have and that, accord- 
ingly, no position was taken with respect 
to the amount of increase in rates, if 
any, should be granted. He said develop- 
ments since the filing of its earlier state- 
ment had confirmed the department in 
its opinion that the traffic forecast of 
the carriers was too low and that actual 
traffic in 1951 would exceed the forecasts. 
It said 646 billion ton-miles could be ac- 
cepted as a reasonable forecast, with 676 
billion ton-miles as the highest level of 
traffic that might be anticipated, and 
that the department was inclined to 
think that actual ton-miles would fall 
between those two estimates. 


Detroit Board of Commerce 


Hugh D. Campbell, assistant manager, 
transportation bureau, Detroit Board of 
Commerce, said that 33,962,662 tons of 
freight were shipped and received via 
rail by Detroit companies in 1950. He 
said the board was vitally interested in 
maintaining an even and uninterrupted 
flow of commerce in and out of the area 
in order to keep 772,000 employes busy 
in 4,800 manufacturing plants. Its posi- 
tion, he said, was: 

“The Detroit Board of Commerce 
neither supports nor opposes the carriers’ 
petition for increased rates. However, 
in view of the present trend of price 
stabilization we do ask that the carriers 
be made to conclusively prove the need 
for increased rates.” 
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Giles Morrow, executive secretary and 
general counsel of the Freight Forward- 
ers Institute, said that increases in wages 
and the proposed increases in loading 
and unloading performed for forwarders 
under rail tariffs, and in taxes and other 
miscellaneous operating expenses, would 
increase forwarder expenses, aside from 
cost of transportation purchased, by 10 
per cent. He said a table attached to 
his statement as an appendix showed 
that if the cost of transportation pur- 
chased had been increased 15 per cent, 
and other operating expenses had in- 
creased 10 per cent, with no correspond- 
ing increase in revenues,. forwarders 
would have had a deficit of more than 
$23 million in the first nine months of 
1950, and an operating ratio of 111 per 
cent. If total revenues had been in- 
creased by 15 per cent, he said, the result 
would have been a net income before 
income taxes of $6.8 million, and an op- 
erating ratio of 97.1 per cent in the same 
period. 


Group Statements 


B. F. Smith, secretary-manager, Delta 
Council, Stoneville, Miss., a non-profit 
organization representing the Yazoo- 
Mississippi delta area in Mississippi, said 
that if an increase was necessary to 
maintain a sound transportation system, 
it was unalterably opposed to such in- 
creases being made effective on a maxi- 
mum scale “since this would adversely 
affect the competitive position of delta 
cotton.” He said the same percentage 
of increase should apply to rates now in 
effect on the different minimum, which 
would maintain the proper spread on 
those different loadings. 


Durward Seals, traffic manager, United 
Fresh Fruit and Vegetable Association, 
Washington, D. C., asked that the Com- 
mission not rule on the carriers’ peti- 
tion for the 15 per cent increase, maxi- 
mum 15 cents a 100 pounds on fresh 
fruits and vegetables, without holding 
regional hearings, at which witnesses for 
local trade associations would present 
competent witnesses and factual data to 
refute the carriers’ contention that the 
increased rates would provide them with 
additional revenues and would not cause 
diversion to other modes of transporta- 
tion. He said also there should be no 
further rate increases until a thorough- 
going investigation had been made of the 
entire rail rate structure to determine 
what railroads had done, and could do, 
“to correct the inequitable divisions of 
revenue territorially among the various 
rail carriers; to initiate and follow 
through on a program, as admonished by 
the Commission, to increase their operat- 
ing efficiency both in line-haul and ter- 
minal service; and to develop a sound, 
long range program to reduce the stag- 
gering passenger deficits.” 

Davis Lambright, of the Sid Richard- 
son Carbon Co., chairman of the traffic 
committee of the National Gas Products 
Association, saying the producers and 
the carriers had tried for more than two 
years to restore to its normal condition 
the carbon black rate structure, asked 
the Commission to treat carbon black as 
an exception to the general increases and 
prescribe maximum increases in cents a 
100 pounds, “if such are just and equi- 
table.” i 

Samuel Weiss, executive secretary, 
American Coke and Coal Chemicals In- 


stitute, said that the final order in 
the proceeding should not provide for 
any increase in rates on bituminous coal 
or on coke. In the event the Commis- 
sion did grant an increase in coal and 
coke rates, he said, the measure of the 
increase on coke should be _ substan- 
tially less than the increase on coal and 
the maximum increase in coke rates in 
cents a ton should not exceed the maxi- 
mum increase in coal rates. 


Potash Co. 


Z. Taylor, traffic manager, Potash Co. 
of America, producing manure salts and 
muriate of potash at Carlsbad, N.M., said 
that potash, being among the lowest 
grade of the low grade commodities, 
should not be called on to bear an in- 
creased transportation burden. He said 
that economic developments of recent 
years called “imperatively” for a treat- 
ment of “this important fertilizer ma- 
terial” in the matter of transportation 
rates and charges that would admit of 
its continued free movement from Carls- 
bad to the consuming areas throughout 
the country. 


John G. Breslin and Reginald F. 
Walker, of San Francisco, filed a veri- 
fied statement on behalf of Amal- 
gamated Sugar Co.; American Crystal 
Sugar Co.; California and Hawaiian 
Sugar Refining Corporation, Ltd.; Great 
Western Sugar Co.; Holly Sugar Cor- 
poration; Spreckels Sugar Co., and Utah- 
Idaho Sugar Co. They said the formula 
requested by those companies and the 
carriers in the original petition, that in- 
creases be made subject to a maximum 
in cents a 100 pounds not exceeding the 
actual increase in cents a 100 pounds 
applicable to the lowest New Orleans to 
Chicago sugar rail carload rate, had 
not been followed by the Commission 
in the interim decision. This, they said, 
had disturbed long-established freight 
rate relationships. They asked the Com- 
mission to follow the aforementioned 
formula if and when any further in- 
creases in sugar rates were granted the 
railroads. 

John B. Sanford, of Cleveland, gen- 
eral manager in charge of traffic of the 
Sherwin-Williams Co., and seven affili- 
ated companies, asked on their behalf 
that the Commission accord linseed oil 
cake or meal the same treatment as 
might be accorded grain products in the 
final disposition of Ex Parte 175. 


Beer, Containers, Petroleum Coke 


F. L. DeGroat, chairman of the trans- 
portation and rates committee of the 
United States Brewers Foundation, New 
York, N.Y., and general traffic manager 
for the Jos. Schlitz Brewing Co., Mil- 
waukee, Wis., said that, if the facts de- 
veloped by the Commission indicated 
that additional revenue was required by 
the carriers, the increases should be 
kept “to the minimum” and the carriers 
authorized to make prompt adjustments 
to restore former relationship as well as 
adjustments to meet competitive situ- 
ations, thereby protecting their revenue 
as well as the markets of the industry. 
He said the carriers in the east, in 
February, 1950, made substantial reduc- 
tions in rates on beer and empty con- 
tainers in an effort to recover tonnage 
lost to the trucks and to stop or slow 
down a trend toward decentralization. 
Many markets switched from truck to 
rail by reason of the reduction, he said, 
adding that the proposed 15 per cent 
increase would entirely eliminate the 
reduction and encourage additional 
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trucking and decentralization, with a 
loss of revenue to the carriers. 

Lee R. Cowles, traffic manager, Stand- 
ard Oil Co. (Indiana), Chicago, IIl., said 
his company was not contesting the rail- 
roads’ right to increases in revenue “if 
it be shown that they are entitled to it 
through adequate proof.” He said the 
company was concerned only with the 
equitable treatment of petroleum coke 
“which would impose no higher degree 
of rate increase than is imposed on 
other solid fuels with which it com- 
petes.” 


Standard Lime & Stone Co. 


J. A. Kirk, Jr., traffic manager, Stand- 
ard Lime & Stone Co., Baltimore, Md., 
filed three statements, one dealing with 
limestone, crude, fluxing, foundry and 


furnace; one with dead burned mag- 
nesite; and one with lime, common, 
quick, hydrated and slaked. As to 


limestone, he said his company’s posi- 
tion was that, if the Commission found 
the carriers entitled to an increase, the 
increase on limestone should be a specific 
or maximum amount in lieu of a per- 
centage. 

Dealing with dead burned magnesite, 
he said that, if the Commission found 
the railroads entitled to additional reve- 
nues, his company supported their posi- 
tion and asked that any increase on that 
commodity should be on a straight per- 
centage basis, without a maximum, so 
that all transportation of dead burned 
magnesite would bear its proportionate 
share of the additional revenue. 

He said his company was opposed to 
a@ percentage increase in rates on lime 
and that its prayer was that, if an in- 
crease was granted, such increase be 
applied to the carload freight rates on 
lime on a percentage basis found reason- 
able, but with a maximum increase in 
cents a 100 pounds or ton. 


Cement 


T. C. Taylor, general traffic, Ideal 
Cement Co., Denver, Colo., said his dis- 
cussion of the cement rate situation, as 
well as the record so far established, 
showed that the application was unsup- 
ported by facts warranting the increases 
sought, or any part of them, that “it 
was ill-advised and premature, as no 
emergency or real need for increased 
revenue exist now or in the near future.” 
He said his company asked the Commis- 
sion to withdraw the present emergency 
increase, especially in the south and 
west, or on interterritorial traffic, and 
deny and dismiss the application for 
additional increases on such traffic. 


Regional Hearings Set in 
Ex Parte 175; Final 
Hearing to Be June 25 


The Commission has set dates for 
four regional hearings in Ex Parte 
175, and Sub 1, Increased Freight 
Rates and Charges, 1951, and for two 
additional hearings at Washington, 
5. C. 

Hearings away from Washington will 
be at Portland, Ore.; Salt Lake City, 
Utah; Chicago, Ill.; and Memphis, Tenn. 

The first of the further hearings at 
Washington will be on coal and coke, 
and on non-ferrous metals. The second 
will be for the purpose of receiving fed- 
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eral agency testimony and rebuttal by 
the petitioners. That final hearing, June 
25, will be followed immediately by argu- 
ment. . 

Commission’s Notice 


The Commission’s notice also provided 
for verified statements, memorandum 
argument, and notice of participation. 
It read as follows: 


The above-entitled proceeding is set 
for hearing .at: 

“Portland, Oreg., June 5, 1951, before 
Commissioner Lee. The hotel will be 
named later. 


“Salt Lake City, Utah, June 11, 1951, 
before Commissioner Lee. The hotel] will 
be named later. 


“Chicago, Ill., Congress Hotel, June 11, 
1951, before Commissioner Mahaffie. In 
the absence of good cause shown the 
parties are directed to present all evi- 
dence with respect to lumber and prod- 
ucts of forests, livestock and products of 
animals, grain and grain products at the 
Chicago hearing. 

“Washington, D. C., at the offices of 
the Commission June 18, 1951, before one 
or more members of Division 2. This 
Washington hearing will be primarily for 
the purpose of receiving evidence with 
respect to coal or coke, and non-ferrous 
metals. 

“Memphis, Tenn., Peabody Hotel, June 
19, 1951, before Commissioner Alldredge. 

“Washington, D. C., at the offices of 
the Commission, June 25, 1951, before 
Division 2. This later Washington hear- 
ing will be for the purpose of receiving 
evidence by the U. S. Government Agen- 
cies and rebuttal by petitioners. Oral 
argument will follow at the conclusion 
of this hearing. Memoranda in lieu of 
oral argument may be filed and 300 copies 
may be furnished. 

“The hearings will commence at 9:30 
o'clock a.m. United States standard vime, 
or 9:30 o’clock a.m. daylight savings 
time, if such time is observed. 


Verified Statements 


“Verified Statements (Affidavits) : Evi- 
dence in the form of verified statements 
(affidavits) without personal appearance 
of the affiant as a witness will be re- 
ceived at each of the above hearings. 
Parties will furnish one signed original 
and 300 copies of all verified statements, 
1 of which will be for use of the rail- 
road petitioners and 25 for the use of 
the Commission, and the remaining 
copies will be distributed to other parties 
attending the hearings. This will be 
deemed sufficient service for all purposes. 

“Objections to verified statements or 
requests for cross-examination of the 
afiant should be made promptly to the 
presiding Commissioner or his authorized 
representative at the hearing. 

“Verified statements should be filed 
on the first day of the hearing. 

“Notice of Participation: Each party is 
directed to notify the Secretary of the 
Commission, Washington, D.C., on or be- 
fore June 1, 1951, at which of the above 
hearings he will present evidence either 
in the form of verified statements or oral 
testimony, and if oral testimony is to be 
presented, the time which will be re- 
quired for direct evidence. The subject 
matter of the evidence should also be in- 
dicated.” 

By a supplemental notice in Ex Parte 
No. 175, Secretary Bartel, of the Commis- 
Sion, announced that the Portland hear- 
ing on June 5 would be held at the Port- 
lanc hotel, and that the Salt Lake City 
hearing on June 11 would be held at the 


Newhouse hotel. Both hearings would be 
conducted by Commissioner Lee, the no- 
tice said. 


The notice said that parties were di- 
rected to exchange exhibits on the first 
day of each of the regional hearings 
covered by its notice of May 11. 


It said exhibits to be presented at the 
hearings in Washington on June 18 and 
June 25, should be exchanged by the 
parties two days prior to the hearings. 


1.C.C. Sets Conference on 
N.Y.-N.J. Metropolitan 
Area Bus Applications 


The Commission has issued a notice 
of conference on a number of appli- 
cations for certificates to operate as 
motor common carriers of passen- 
gers, now awaiting assignment of 
hearings. 


It would be helpful to it, the Commis- 
sion said, if all interested parties would 
attend the conference with District Di- 
rector Reynolds, at the offices of the New 
Jersey Board of Public Utility Commis- 
sioners, 1060 Broad St., Newark, N. J., at 
9:30 a.m., DS.T., May 25, to decide on 
the dates for hearing, as well as the 
time required for each hearing. 


At the Commission it was said that the 
applications generally were for rights in 
the mass transportation area in the New 
York-New Jersey metropolitan area. 

The applications to be considered at 
the conference were listed as follows: 

MC-265, Sub. 16, Quaker City Bus Co.; 
MC-2880, Sub. 4, Somerset Bus Company, 

lMC-3647, Subs. 120, 121, 122, 123, 
i 15i, 132, Public Service Interstate 
‘transportation Co.; MC-3700, Subs. 31, 
32, Manhattan Transit Co.; MC-3705, 
Sub. 14, Westwood Transportation Lines, 
Inc. 

MC-3803, Sub. 1, Suburban Bus Lines; 
MC-29854, Subs. 16, 17, The Hudson Bus 


DEFENSE 
TRANS 


SQN 


O.P.S. Officials Discuss 
Price Control Problems 


With Contract Carriers 


Members of the Office of Price 
Stabilization’s motor carriers indus- 
try advisory committee, in a meet- 
ing with O.PS. officials, recom- 
mended issuance by the O.PS., as 
promptly as possible, of a regulation 
for motor contract carriers that 
would provide for adjustments of 
charges by individual carriers to cor- 
rect inequities and distortions under 
the General Ceiling Price Regulation, 
the O.P.S. reported. 

The O.P.S. said that the motor con- 


tract carrier group had at hand in- 
formation, submitted to the O.P.S. by a 
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Transportation Co., Inc.; MC-52980, Sub. 

5, Royal Blue Coaches, Inc.; MC-58915, 

Sub. 20, Lincoln Transit Co., Inc. 
MC-66582, Sub. 17, Orange & Black 


Bus Lines, Inc.; MC-84728, Sub. 27, Safe- 


way Trails, Inc.; MC-106207, Sub. 1, 
Keansburg Steamboat Co.; MC-109312, 
Subs. 12, 13, 14, 15, 16, 17, De Camp Bus 
Lines; MC-110099, Subs. 8, 9, 10, Atlantic 
Transportation Co., and MC-110373, Sub. 
3, Northeast Coach Lines. 


Rail Mail Pay Argument 


By a notice in No. 9200, Railway Mail 
Pay, Secretary Bartel, of the Commission, 
has announced that the proceeding is 
assigned for oral argument on June 7, 
at the Commission’s offices in Washing- 
ton, before the Commission. 


STATE ACTION 


Rail Rates on Sand in S.D. 


The Public Utilities Commission of 
South Dakota, in a report on a complaint, 
identified on its docket as No. F-2315, 
filed by the Western South Dakota Traf- 
fic Bureau and attacking the intrastate 
rail rates on sand, gravel, crushed stone, 
and related articles, has required estab- 
lishment of a scale of rates on those 
commodities lower than those presently 
in effect. The commission, having noted 
that the considered rates had been estab- 
lished in 1930, with “ex parte” increases 
subsequently added, found that “changed 
conditions since 1930 necessitate lower 
rates on sand, gravel, crushed stone and 
related articles on South Dakota intra- 
state traffic.” The scale of rates it ap- 
proved, it said, was lower than the pres- 
ent basis but was higher in many in- 
stances than “the Nebraska and Iowa 
intrastate rates and the Iowa to Ne- 
braska interstate scale.” 





representative number of carriers within 
the last two months, which reflected in- 
creases that had occurred in their oper- 
ating costs, including labor and materials, 
in a current period as related to a sim- 
ilar period prior to June 24, 1950. 

This information, the O.P.S. said, was 
reviewed in the light of possible issuance 
of a regulation that would reflect a dif- 
ferent basis for price ceilings. It added 
that the committee felt that the use of 
prices in a “pre-Korean” period, plus 
a percentage increase for labor and ma- 
terial costs, might obviate the need for 
adjustment of numerous individual hard- 
ship cases. A separate regulation was 
discussed with respect to contract car- 
riers performing pickup and delivery 
services for railroads, motor and water 
carriers. 


In another meeting with OPS. of- 
ficials, members of that agency’s harbor 
and coastwise contract operators indus- 
try advisory committee recommended 
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that towing within harbors be exempt 
from price controls, the O.P.S. said. The 
committee members, according to the 
OPS., said that towing rates were in a 
depressed state, due to rail competition 
and high insurance rates, and that 
those factors would tend to keep down 
the towing rates, without government 
controls. 

An O-PS. industry advisory committee 
representing inland and_ intracoastal 
contract water carriers discussed with 
O.PS. officials a number of problems 
of their industry, including a question 
whether a _ single pricing regulation 
should be formulated to cover their en- 
tire industry, or whether several regula- 
tions should be issued, “tailored” to 
specific needs of various segments, such 
as those handling only oil, those han- 
dling dry cargo, and those carrying all 
types of cargo. 


Petroleum Council Sets Up 


Committees on Transport 


Appointment of two committees to 
handle assignments involving transpor- 
tation, pursuant to a request from the 
Interior Department’s oil and gas divi- 
sion, has been authorized by the National 
Petroleum Council, according to an an- 
nouncement by that organization. 

The council said its members had 
adopted, at a meeting in Washington, 
D. C., a report of its agenda committee 
calling for establishment of several new 
committees. One of those committees, 
it said, would make a study “regarding 
availability, adequacy of transportation 
facilities, and minimum materials re- 
quired for production and transportation 
of liquefied petroleum gas.” Another 
committee is to undertake “a census of 
that portion of the tank truck problem 
which it can properly handle.” 


D.T.A. Summarizes Tax 
Amortization Certificates 


Fifteen additional certificates of neces- 
sity covering accelerated tax amortiza- 
tion totaling $62,687,260 have been issued 
to transportation firms to provide for 
plant expansion which will enable these 
concerns to enlarge their plants and 
facilities for further usefulness in the 
nation’s present emergency, the Defense 
Transport Administration has announced. 


A list of the companies receiving the 
certificates of necessity, the kind and 
amount of each expansion project in- 
volved, and the percentage of that 
amount for which amortization has been 
approved, are as follows: 

Chesapeake & Ohio Railway Co., 
Cleveland, O., for diesels, $17,133,436—65 
per cent; Alabama Great Southern Rail- 
road Co., Washington, D.C., for tracks, 
signals and installations, $8,814,000—65 
per cent; Flint Belt Railroad Co., Cleve- 
land, O., for central traffic control, $92,320 
—65 per cent; Chesapeake & Ohio Rail- 
way Co., Cleveland, O., for central traffic 
control, $2,383,763—65 per cent; and New 
York Central Railway Co., New York, 
N.Y., for freight cars, $4,415,000—80 per 
cent; and for diesels, $6,815,207—65 per 
cent (5 separate certificates). 

Delaware & Hudson Railroad Cor- 
poration, New York, N.Y., for freight 
cars, $12,925,000—80 per cent; and for 
diesels, $5,681,197—65 per cent; Baltimore 





& Ohio Railroad Co., Baltimore, Md., 
for diesel maintenance and track, $1,732,- 
560—65 per cent; Cleveland-Cliffs Steam- 
ship Co., Cleveland, O., for repowering 
of steamer, $1,800,000—80 per cent (2 
separate certificates); Macon, Dublin & 
Savannah, Portsmouth, Va., for diesel 
fueling facilities, $113,497—65 per cent; 
and Baltimore & Ohio Railroad Co., 
Baltimore, Md., for central traffic control, 
$781,280—65 per cent. 


Senator Plans Conference 
On Freight Car Steel; Cut 


In Allocation Is Rumored 


As unofficial reports were circu- 
lated on May 16 that the Defense 
Production Administration had taken 
action to reduce new freight car con- 
struction by 33 1/3 per cent for the 
third quarter of this year, Chairman 
Johnson, of the Senate interstate and 
foreign commerce committee, an- 
nounced that freight car steel allo- 
cations would be the subject of a 
conference at the committee’s hear- 
ing room in the Capitol the morning 
of May 18. 


Asked for'comment about a rumor that 
the D.P.A. had decided to reduce the 
allocation of new steel for freight cars 
and repairs for the period from July 1 
through September 30 to 672,000 tons, an 
informant at the D.P.A. said that the 
over-all allocations of steel for the third 
quarter of 1951 were still under discus- 
sion. 

It was stated at the D.P.A. that some 
tentative figures had been given to the 
various claimant agencies, but that those 
were not “firm” tonnage figures and were 
subject to change. 

The Defense Transport Administration, 
claimant agency for’ transportation 
equipment, had been told, it was learned, 
that the tentative allocation of steel for 
the freight car program for July-August- 
September was 672,000 tons. However, 
because the figure was not confirmed and 
could not be broken down as to tonnages 
for freight cars and for other phases of 
the rail transport program, D.T.A. issued 
no statement. 

Senator Johnson, of Colorado, the Sen- 
ate commerce committee chairman, said 
that government agency representatives, 
as well as representatives of railroads 
and shipper interests, in addition to 
about 21 members of the Senate, would 
attend the conference on May 18. 


Truck-Bus Tire Needs for 
‘51 Stated in A.T.A. Study 
Filed With Defense Agency 


The American Trucking Associa- 
tions, Inc., has announced that it 
has filed with the Defense Transport 
Administration a detailed formal 
study of the nation’s truck and bus 
tire requirements for 1951, totaling 
15,748,000 tires. 

The A.T.A. said that its report refiect- 
ed the same figures delivered informally 


on March 16 by A.T.A. to the National 
Production Authority, the D.T.A. and 


TRAFFIC WORLD 






other agencies and resulted from indus- 
try-government discussion over many 
previous months and from A.T.A.’s sur- 
vey of trucking industry needs by ques- 
tionnaires. The A.T.A. added: 


“Prepared before recent releases of ad- 
ditional rubber stocks to the tire in- 
dustry by government agencies, the re- 
port points out that sub-normal inven- 
tories of tires and the approach of 
warmer weather—hard on tires—have 
been threatening a serious predicament 
for commercial vehicles. 


“The truck-bus tire total includes 11,- 
138,000 replacements and 4,610,000 for 
new equipment including the medium 
and heavy trucks and truck trailers out- 
lined December 15, 1950, by A.T.A. to 
D.T.A. as 1951 requirements. In addition 
to truck-bus tires, the report fixed 1951 
requirements for passenger-car type tires 
for light trucks under 5,000 pounds gross 
at 3,202,000 replacement tires and 1,- 
468,000 for original equipment. 


“Tire production under government 
regulation has failed to keep pace with 
the postwar expansion of the commercial 
vehicle fleet and its greater mileages un- 
der impact of the defense program, the 
report concludes. 

“D.T.A. is expected to consider the re- 
port along with earlier data in formu- 
lating continuing claims upon other gov- 
ernment agencies for the production it 
decides is needed.” 


ACCENT EA MEISE 1 Ne i TEI IE RT BT EEE 


FMB NEWS 


Charter Application Hearing 


The Federal Maritime Board has as- 
signed for hearing before Examiner F. J. 
Horan, May 21, in Washington, DC., 
applications in M-30 and M-31, involv- 
ing, respectively, applications of Coast- 
wise Lines and of Alaska Steamship 
Co., to bare boat charter three govern- 
ment-owned vessels each in the Pacific 
Coast-Alaska service. The board said in 
its hearing notice that the applications 
would be heard together. 


N.Y.-Cuba Subsidy Hearing 


The Federal Maritime Board has as- 
signed for hearing in Washington, D.C., 
May 31, before Examiner C. W. Robinson, 
an application (docketed as S-24) of the 
New York and Cuba Mail Steamship Co., 
for resumption of payment of operating- 
differential subsidy in connection with 
the operation of vessels on trade route 
No. 3 (between U.S. Atlantic ports and 
east coast of Mexico, with privilege of 
calling at Havana and other Cuban 
ports), as described in the U.S. Maritime 
Commission’s report of essential foreign 
trade routes of the American merchant 
marine, issued May, 1949. The hearing 
will be held in room 4823 Department 
of Commerce building, beginning at 10 
a.m., eastern daylight saving time. 


Ocean Ship Agreements 


The Federal Maritime Board has an- 
nounced approval of agreement No. 7815, 
between Cosmopolitan Line, Cosmopoli- 
tan Shipping Co., Inc., as agents for 
A/S J. Ludwig Mowinckels Rederi, Ber- 
gen, Norway, called the trans-Atlantic 
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carrier, and Bull-Insular Line, Inc., 
called the West Indies carrier. The 
agreement is restricted to the transpor- 
tation of general cargo on through bills 
of lading from loading ports of the 
trans-Atlantic carrier in French north 
Atlantic range—Bordeaux to Dunkirk— 
to ports of call of the West Indies car- 
rier in Puerto Rico, with transshipment 
at the ports of New York, Baltimore, and 
Philadelphia. 
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California-Guatemala Route 
For ‘Pan Am’ Approved 


The Civil Aeronautics Board, by a re- 
port and order in No. 3277, Pan American 
World Airways, Inc., Guatemala City-Los 
Angeles-San Francisco Operation, has 
authorized temporary amendment of 
Pan American’s certificate to provide 
for air service between Los Angeles, 
Calif., and Guatemala City, Guatemala, 
for three years, on Pan American’s route 
between the United States and Central 
and South America. 


The report showed it was decided by 
the board on April 12, 1950, but the 
board’s order was not approved by 
President Truman until May 7, 1951. 

The board said that the authorized 
service would provide more direct rout- 
ings and a more adequate pattern of air 
service for travelers from west coast 
points to Central and South America. 


All American Granted Route 
Extension to New York Area 


The Civil Aeronautics Board has an- 
nounced it has authorized extension of 
an all American Airways, Inc., Wash- 
ington, D.C.-Atlantic City, N.J., route 
segment to New York-Newark via Asbury 
Park-Long Branch-Monmouth Beach, 
N.J. It said the airline’s present tempo- 
rary certificate for local air service in 
seven eastern states would expire in 
January, 1952, unless further extended, 
and the new authorization was for the 
same period. 

The new service on the Washington- 
Atlantic City segment to New York- 
Newark via New Jersey points would 
provide additional air service for military 
personnel at Fort Monmouth, N.J., said 
the board. Dover, Del., and Millville, 
N.J., now served on the route segment 
between Washington and Atlantic City 
would, as a result of the new authoriza- 
tion, said the board, “have one-carrier 
Service to the New York area.” 


Suggests Change in Air 
Service to Twin Cities 


In a report to the Civil Aeronautics 
Board in No. 3661, Through Service In- 
vestigation, Twin Cities-Washington- 
Detroit-Washington, Examiner William 
F. Cusick has recommended that certain 
uneconomic competitive service between 
the Twin Cities and Washington, and 
between Detroit and Washington, should 
be eliminated, and that certain through 


air transportation in lieu thereof by 
meens of interchange arrangements 
should be established. 

He recommended that Northwest Air- 
lines, Inc., be permitted to terminate at 
Detroit not to exceed two of its four 
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daily Twin Cities-Washington flights. 
He said it should be provided that such 
flights should make connections for pas- 
sengers bound to points east or west of 
Detroit on New York-Twin Cities sched- 
ules. 


COURT NEWS 


Motor Carrier Named in 
$91,080 Suit Alleging 
False Bill of Lading 


A suit to recover $91,080, naming 
Sims Motor Transport Lines, Inc., 
Chicago, as a defendant, was filed in 
federal district court, Chicago, May 
8 by the Carrier Corporation, manu- 
facturer of air conditioning equip- 
ment. 


The suit seeks recovery of an amount 
paid for steel on the basis of a bill of 
lading alleged to have been fraudulently 
prepared as part of a conspiracy “to 
procure $91,080 of the funds of the plain- 
tiff.” 

Named in the suit are Elmer W. Sims, 
president and general manager of Sims 
Motor Transport, and Alvin A. Schultz 
and Mary Schultz, of Sheet Steel Mills, 
Inc., an Indiana corporation. 

Sims held operating authority as a 
motor carrier of goods and commodities, 
“particularly between Chicago and In- 
dianapolis, Ind.,” the plaintiff said. 

The complaint includes the following: 

“On December 8, 1950, Alvin A. Schultz 
falsely pretending that Sheet Steel Mills, 
Inc., had available for immediate sale, 
approximately 600 tons of steel plate, said 
to have been purchased by Sheet Steel 
Mills, Inc., from Steel & Minerals Cor- 
poration, a purported New York corpora- 
tion, offered to sell said steel plate to 
Carrier Corporation to be rolled at the 
mill of Sheet Steel Mills, Inc., into sheets 
of various sizes and gauges as directed 
by plaintiff, and plaintiff accepted. 

“On December 12, the plaintiff in- 
structed Harris Trust & Savings Co. of 
Chicago to pay Sheet-Steel Mills $91,- 
080 on receipt of an invoice for the steel 
plate ..., a bailment agreement acknowl- 
edging that it was to receive the steel 
plate as bailee for the plaintiff, and a 
bill of lading evidencing receipt of the 
steel plate of the carrier for ship- 
ment...” 


According to the complaint Alvin A. 
Schultz delivered the documents to Har- 
ris Trust & Savings, and was paid. 
Among the documents, it alleged, was 
a uniform straight bill of lading dated 
December 11, 1950, signed “Steel & 
Minerals Corporation, shipper per M. L. 
Thompson,” and “Sims Motor Transport 
Lines, Inc., agent, per E. W. Sims.” 


It was further charged that Alvin A. 
Schultz and Mary Schultz procured the 
issuance of the bill of lading, and that 
Elmer Sims signed the bill of lading 
“with knowledge that said motor car- 
rier had not received any steel plate 

. and did not have in its possession 
for trans-shipment to Sheet Steel Mills, 


Inc., the steel plate described in the 
bill of lading.” 

The complaint alleged that no steel 
plate was received by Carrier Corpora- 
tion from the defendants, nor any of 
the money paid them refunded, despite 
its demands. It charged the defendants 
with preparing and signing “a false 
and ficticious bill of lading in pursuance 
of a fraudulent conspiracy entered into 
by the defendants on December 11, 1950,” 
and asked besides recovery of the money, 
“a special finding that malice is the gist 
of the defendants’ action.” 

The case was assigned to Federal Judge 
William J. Campbell. 


Railroad Car Service ‘Duty’ 


Not Issue in Court Action 


Advice received by TRAFFIC WoRLD has 
brought out that a statement concern- 
ing the effect of the lower court decision 
involved in a certiorari denial by the 
Supreme Court of the United States, in 
a report published on page 51 of the 
May 5 issue of TRAFFIC WoRLD, is errone- 
ous. 


In the first paragraph of that report, 
under the heading, “Decision Against 
Railroad Embargo at Picketed Plant ‘Un- 
touched’ by High Court,” it was stated 
incorrectly that the lower court decision 
which the Supreme Court refused to re- 
view was to the effect that “a railroad 
is under an absolute obligation to furnish 
freight cars to a shipper’s plant and may 
not embargo the shipper even when 
striking employes of the shipper are 
picketing the plant.” The report dealt 
with the action of the Supreme Court 
in denying the certiorari petition in No. 
592, Chicago, Rock Island & Pacific Rail- 
road Co., petitioner, v. Acme Brick Co. 
The Rock Island sought review of a de- 
cision by the U.S. Court of Appeals for 
the Fifth Circuit, reversing a federal 
district court in its dismissal of the brick 
company’s complaint. 


The impression that the appeals court 
decision involved the issue whether a 
railroad had an absolute duty to furnish 
freight cars to any shipper on its lines, 
regardless of the existence of picket lines 
at the shipper’s plant, was gained from 
an assertion made in the certiorari pe- 
tition of the Rock Island. In that peti- 
tion it was alleged the U.S. Court of 
Appeals had erred “in holding that a 
carrier by rail was under the absolute 
duty to furnish car service to a shipper 
even when the shipper’s own employes 
were out on a strike with picket lines 
established across all entrances to the 
shipper’s plant... ” 


An attorney familiar with the case 
pointed out that the federal district 
court dismissed the case on the ground 
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that if the plaintiff had a cause of action 
he should file a petition with the Com- 
mission, and that the Circuit Court of 
Appeals held that the federal district 
court did have jurisdiction to try the 
issues. He explained that the Court of 
Appeals did not pass on the question of 
liability. 

The Acme Brick Co., in its brief in 
opposition to the certiorari petition, 
stated its interpretation of the Court of 
Appeals decision as follows: 


“The holding of the Court of Appeals 
below has no national significance de- 
spite any erroneous interpretation sought 
to be imputed to it. There has been 
no holding that the carrier was under 
an ‘absolute duty’ to furnish car service, 
as inferred in petitioner’s second speci- 
fication of error. This case was dismissed 
without answer or evidence, and the 
merits have at no time entered into issue. 


“The ocurt below only held that there 
was jurisdiction in the judiciary to 
adjudicate questions of law and to make 
findings of ordinary facts the determina- 
tions of which do not necessarily involve 
administrative questions. The holding 
therefore makes no change in the exist- 
ing law on the subject, for its only effect 
is a recognition of the long-standing 
right to proceed in a court of law against 
a carrier who breaches its contractual, 
common law and statutory duties.” 


MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 


Secretary of the Commission concerning 
prosecutions, in federal courts, for vio- 
lations of motor carrier provisions of the 
interstate commerce act ‘or of Commission 
rules and regulations thereunder, appear 
below. 





Western Arkansas district, El Dorado 
division, at El Dorado. Fines aggregating 
$300 were imposed on C. Fred Wright 
and Lumbermen’s Exchange, both of El 
Dorado, following their: separate pleas 
of guilty to an information charging 
each of them with violations of part IT 
of the act. Each defendant was fined 
$150. The fines were paid. C. Fred 
Wright was charged with operating as 
a common carrier for compensation 
without a certificate. Lumbermen’s Ex- 
change, for which the transportation 
services were rendered, was charged with 
aiding and abetting Wright in his un- 
authorized operations. 

Northern Illinois district, eastern di- 
vision, at Chicago. Peroer Bros. Produce 
Inc., of Chicago, was fined $600 fol- 
lowing its plea of guilty to an informa- 
tion charging it, a private carrier of 
property, with failing to have in its 
files doctor’s certificates of physical fit- 
ness for its drivers and with failing to 
require its drivers to keep drivers’ logs. 

Illinois eastern district, at Danville. 
Ecoff Trucking, Inc., Fortville, Ind., on 
April 13, was fined $1,950 following entry 
of its plea of guilty to an information 
charging the defendant with permit- 
ting and requiring its drivers to oper- 
ate vehicles in the transportation of 
property for excessive daily hours; with 
failing to require its, drivers to keep 
drivers’ logs in the form and manner 
prescribed by the Commission; and with 
preparing and fifing with the Commis- 
sion a false report of hours of service 





of drivers. The fine was required to be 
paid. 

Nebraska district, Omaha division, at 
Omaha. Fines totaling $300 were im- 
posed April 26, on Harry V. Simpson and 
Richard D. Zimmerman, dba Blair 
Transfer and Fairway Transfer, of Blair, 
Neb., following their separate pleas of 
nolo contendere to an _ information 
charging them with operating as a com- 
mon carrier for compensation without a 
certificate authorizing the described 
operations, with failing to issue receipt 
or bill of lading, with permitting their 
drivers to operate motor vehicles for 
excessive hours, with failing to require 
drivers to keep logs, and with failing to 
report to the Commission reportable ac- 
cidents within the required time. Each 
defendant was fined $150. The fines and 
costs were paid. 


New Jersey district, at Newark. John 
H. Kelley, of Hudson, N.Y., was fined 
$200, May 3, following his plea of guilty 
to an information charging him with 
operating as a common carrier for com- 
pensation without a certificate authoriz- 
ing the described operations. The fine 
was required to be paid. 

Western Washington district, north- 
ern division, at Seattle. Carroll Mill Co., 
Inc., of Sedro-Woolley, Wash., was fined 
$1,000, May 1, following its plea of guilty 
to an information charging it, a lumber, 
milling, and building materials dealer, 
as a subsequent offender, with engaging 
in the business of a contract carrier of 
property for compensation without a per- 
mit authorizing it to engage in such 
business. The fine and costs were re- 
quired to be paid. 

Oklahoma eastern district, at Ada. Joe 
N. Miller, Duncan, Okla., on May 7, was 
fined $200 following entry of his plea of 
guilty to an information charging him 
with operating as a common carrier of 
property for compensation without a 
certificate and with failing to require his 
drivers to prepare and keep drivers’ 
daily logs. The fine was paid. 

Texas western district, San Antonio 
division, at San Antonio. J. C. Kelly, 
of Edinburg, Tex., on May 9, was fined 
$300 following entry of his plea of guilty 
to an information charging him with 
operating as a common carrier without 
a certificate or other authority author- 
izing such operations. The fine was re- 
quired to be paid. 


LOSS AND DAMAGE DECISIONS 


Traffic Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter System, published by West 


Copy- 
Publishing Company. 


Publishing Company, St. Paul, Minn. 
right, 1947, by West 





Telegraphs and Telephones 


Court of Civil Appeals of Texas. 
Antonio 


Where defendant telegraph company 
had notice that wife of person depositing 
money for transmission to her was ill 
and needed a physician and fastest prac- 
ticable means of getting money to sick 
wife was employed, such notice was suffi- 
cient to charge telegraph company with 
notice of special damages. 

Where telegraphic communication re- 
lates to sickness or death, there accom- 
panies it a common-sense suggestion that 
it is of importance, and that person ad- 
dressed has in it a serious interest. 

Where language of telegraphic message 


San 
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is sufficient in itself to disclose gene:a] 
nature of communication, it devolves on 
agent receiving message to make reason- 
able inquiry of sender as to nature of 
message, and by such means to gain 
fuller information as to the transaction 
or matter about which message relates, 
and upon a failure to make such inquiry 
his principal will be charged with infor- 
mation that such inquiry would have 
revealed. 


In action against telegraph company 
for failure to transmit to sick wife money 
deposited with telegraph company by 
plaintiff husband, evidence sustained 
finding that there was a casual connec- 
tion between injuries suffered by plain- 
tiffs and failure of telegraph company to 
transmit money delivered to it. 


In action against telegraph company 
for damages for alleged failure of tele- 
graph company to transmit money to 
sick wife delivered to telegraph company 
by plaintiff husband, whether plaintiffs 
were guilty of negligence which contrib- 
uted to injuries and damages sustained 
by them was for jury. 

$1,040.60 verdict for injuries sustained 
by plaintiffs due to failure of telegraph 
company to transmit money to sick wife 
deposited by husband with company at 
time when wife was pregnant and in 
need of medical care, was not excessive. 
(Western Union Tel. Co. v. Estrada, 236 
S. W. 2d 846). 


Loss of or Injury to Goods 


Superior Court of Pennsylvania 


Liability of common carrier for goods 
entrusted to it for transportation does 
not arise from contract, but is cast upon 
carrier by law. 


An action either ex delicto or ex con- 
tractu will lie for breach of carrier’s 
duty with regard to transportation of 
goods. 

Bill of lading, in so far as it is a re- 
ceipt, is prima facie evidence of facts 
stated therein, but such receipt is not 
conclusive, and true facts may be shown 
which may outweigh recital in bill of 
lading. 

Even though bill of lading was pre- 
pared and accepted under circumstances 
which disclosed a mistake as to descrip- 
tion of shipment, in view of fact that 


_ consignee was dealing on basis of goods 


rather than on basis of bill, consignee 
was not harmed by any mistaken de- 
scription contained therein so as to 
make bill’s recitals as to quantity of 
goods conclusive against carrier. 49 U. S. 
C. A., Sec. 102. 

Credibility of witnesses and weight to 
be accorded their testimony is for trial 
judge, in case tried without jury. 17 P. S. 
Sec. 695. 

In case tried before judge without 
jury, general finding of trial judge has 
force and effect of a jury’s verdict. 17 
P. S. Sec. 695. 

In consignee’s action in trespass against 
carrier for alleged loss of and damage 
to cargo in transit, evidence was suffi- 
cient to support finding that goods re- 
ceived by carrier were delivered by it 
to consignee in amount and in condition 
in which they were received from con- 
signor. 

Granting of new trial on ground that 
verdict or finding of trial judge, sitting 
without jury, is against weight of evi- 
dence, is peculiarly for court below, and, 
where it has refused to grant one for 
that reason, an appellate court will not 
do so unless there has been an abuse of 
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discretion, 17 P. S. Sec. 695. (Robinson 
Electrical Co. v. Capitol Trucking Corp., 
79 A. 2d 123). 


Supreme Court of Georgia 

The public service commission in 
adopting rules and orders it deems neces- 
sary in enforcement of Motor Common 
Carrier Act, acts in a quasi legislative 
manner. Ga. Code Ann. Sec. 63-629. 

Neither Superior Court nor Supreme 
Court on review will substitute its own 
discretion and judgment for that of 
public service commission where com- 
mission exercised its discretion in a 
matter over which it had jurisdiction. 


Where public service commission issued 
class “B” certificate of convenience and 
necessity, granting to motor carrier right 
to transport for hire highway material 
between all points in state but over no 
fixed routes, and commission found it 
to be common knowledge that asphalt is 
material used in construction of high- 
ways, commission could not, under guise 
of interpreting certificate, hold that 
plaintiff did not have right under cer- 
tificate to transport asphalt involved in 
special tank equipment. Ga. Code Ann. 
Secs. 68-607, 68-629. 


Where class “B” certificate of con- 
venience and necessity granted to motor 
carrier right to transport for hire high- 
way material between all points in state 
but over no fixed route, transportation 
of asphalt as highway material under 
such certificate did not violate rule of 
public service commission providing that 
motor carrier operating under class “B” 
certificate may not, without written con- 
sent of commission, receive property at 
point located on fixed route, where 
through or joint service is being operated 
between such points. (Georgia Public 
Service Commission v. Smith Transfer 
Co., 63 S. E. 2d 653). 


United States District Court, W. D. Mis- 
souri, W. D. 


Under statute relating to liability of 
Commodity Credit Corporation to suits in 
federal courts, the United States District 
Court had jurisdiction of suit by insurer 
of flour in transit, as subrogee of rights 
of insured shipper, against Commodity 
Credit Corporation and carrier to recover 
amount paid under policy to reimburse 
insured for amount paid Commodity 
Credit Corporation for damage to flour 
in transit pursuant to contract of sale 
of flour to corporation. Commodity 
Credit Corporation Act, Sec. 2, 15 
U.S. C. A. Sec. 714. 


Where seller, being obligated under 
contract of sale of flour to Commodity 
Credit Corporation to indemnify corpora- 
tion for damage to flour in transit, paid 
such indemnity and was reimbursed 
therefore by insurer, insurer as subrogee 
of seller had no cause of action against 
Commodity Credit Corporation for 
amount paid seller and _ corporation 
should not have been made a party to 
suit by insurer against corporation and 
Carrier in order to give Federal District 
Court jurisdiction of suit. Commodity 
Credit Corporation Act, Sec. 2, 15 
U.S. C. A. Sec. 714. 


Suit by insurer of flour damaged in 
transit as subrogee of insured seller 
against Commodity Credit Corporation 
and carrier to recover amount paid un- 
der policy to reimburse seller for 
Indemnity paid Commodity Credit Cor- 
Poration pursuant to contract of sale 
of flour to corporation involved separable 
Controversies as against corporation and 
Carrier as respects jurisdiction of Fed- 


eral District Court of suit against Car- 
rier. 

Where flour damaged by hurricane in 
transit to port of intended export was 
sold for salvage by order of municipal 
port authority in whose care flour had 
been consigned to buyer, and flour 
brought an adequate return in view of 
its condition, insurer as subrogee of in- 
sured shipper could not recover against 
carrier on ground that flour had been 
sold for salvage without notifying ship- 
per and giving shipper an opportunity to 
supervise sale and procure a better price. 

In suit by insurer as subrogee of in- 
sured shipper against railroad for damage 
to flour in transit, plaintiff had the bur- 
den of proving allegations that railroad 
was negligent in that cars used for 
transportation of the flour were not 
weather-proofed, were leaky and were 
in a state of ill-repair for the use for 
which they were employed. 

Damage caused by an unprecedented 
storm is ordinarily deemed an Act of 
God for which carrier is not liable, un- 
less negligence of the carrier coincided 
with the storm to produce the damage. 

Carrier was not liable for damage to 
flour in transit caused by hurricane 
which struck with unexpected velocity 
and fury without preliminary warning, 
in absence of evidence that carrier was 
negligent in failing to take proper pre- 
cautions or in furnishing leaky cars in 
ill-repair for reasonable demands of 
ordinary and usual hauls made by them, 
particularly where damaged shipment 
was in care of municipal port authority 
at time of damage. 

Whether conduct of carrier resulting 
in damage to shipment of flour by hur- 
ricane was negligent could only be 
measured by the standard of what a 
reasonably prudent and careful person 
would have done under the circum- 
stances 

Insurer, having paid insured shipper 
for damage to flour in transit, was en- 
titled to judgment against carrier for 
amount obtained by carrier by sale of 
damaged flour for salvage. 

Where plaintiff was entitled to recover 
only the amount which defendant had 
tendered into court, costs were taxed 
against plaintiff. (Western Millers Mut. 
ping Ins. Co. v. Thompson, 95 F. Supp 


United States Court of Appeals, Second 

Circuit 

In action by liquidating directors of 
corporation to recover on policy of war 
risk insurance for loss of shipment of 
goods during Japanese wartime occupa- 
tion of Hongkong, to which goods were 
shipped and stored awaiting transship- 
ment to United States, which goods were 
ordered by officer of corporation from a 
person who did business on his own ac- 
count in offices of another company 
which bought and shipped goods ordered 
by such person, an “on board” bill of 
lading was admissible in evidence over 
objection that latter company was ship- 
per, where such person testified he saw 
goods packed for shipment and identified 
bill of lading as pertaining to goods or- 
dered by such corporate officer. Car- 
riage of Goods by Sea Act, Sec. 3(4), 46 
U. S. C. A. Sec 1303(4). 

In action by liquidating directors of 
corporation against insurer of goods dur- 
ing Japanese wartime occupation of 
Hongkong, to which goods were allegedly 
shipped and stored while awaiting trans- 
shipment to United States, evidence sus- 
tained finding that the goods were 
shipped on a specified vessel from Shang- 
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hai to Hongkong. Carriage of Goods by 
Sea Act, Sec. 3(4), 46 U. S. C. A. Sec. 
1303 (4). 

Where war-risk policy, which provided 
that insurance should not attach to in- 
terest insured at port of transshipment 
after expiry of fifteen days, covered 
goods shipped by vessel from Shanghai to 
Hongkong for transshipment to United 
States by specified vessel or other avail- 
able vessel, goods were stored at Hong- 
kong and were not transshipped within 
15 days because specified vessel cleared 
Hongkong without loading. Hongkong 
was subjected to air attack during the 
15-day period, but there was no evidence 
that goods were damaged before sur- 
render of Hongkong to enemy after ex- 
piration of that period; even if the vessel 
sailed under governmental orders there 
was no restraint on the stored goods dur- 
ing the period of policy coverage within 
“frustration clause” and loss was not cov- 
ered by policy. 

In interpreting provisions of war risk 
insurance policy, English precedents 
would be accepted. 

“Restrain of princes” as the term is 
used in war risk insurance policies may 
consist simply of executive orders of sov- 
ereign for violations of which carrier may 
be punished, but restraint must be proxi- 
mate cause of loss, and mere fear of peril 
is insufficient. 

In action by liquidating directors of 
corporation’ against insurer to recover on 
policy of war risk insurance, plaintiffs 
had burden of proving that loss occurred 
within time limits of policy. (Betesh v. 
Fire Ass’n of Philadelphia, 187 F. 2d 526.) 


Court of Civil Appeals of Texas. Austin 


The Railroad Commission has author- 
ity to issue certificate to interstate motor 
carriers for use of state roads under 
general authority of Railroad Commis- 
sion under statutes, though there is no 
specific provision authorizing Railroad 
Commission to issue any type of inter- 
state certificate. Vernon’s Ann. Civ. St. 
art, 911b, Secs. 1 et seq., 3, 4, 20. 

Where motor carrier secured from the 
Interstate Commerce Commission a cer- 
tificate of public convenience and neces- 
sity, and carrier secured an interstate 
certificate from Railroad Commission to 
transport interstate commerce between 
certain cities within the state, Railroad 
Commission did not have authority there- 
after to cancel the interstate certificate 
because of alleged fact that carrier vio- 
lated penal statute by transporting in- 
trastate commerce without a certificate 
authorizing him to do so. Vernon’s Ann. 
Civ. St. art 91l1b, Secs. 1 et seq., 3, 4, 20; 
Vernon’s Ann. P. C. art. 1690b. (Querner 
v. Railroad Commission of Texas, 236 
S. W. 2d 853). 


MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 


Cases Recently Decided by 


State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 


United States Court of Appeals, Fifth 
Circuit 


Where routing directions for freight 
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shipments are ambiguous, carrier has 
duty to either require instructions to be 
clarified or to treat directions as in- 
complete because not plainly designat- 
ing a continuous route. 

Where routing directions for freight 
shipment are incomplete, initial carrier 
has obligation to ship by cheapest rea- 
sonably available route. 

Where bills of lading referred to re- 
ceipt of shipment “by Santa Fe Com- 
pany” and routing directions were 
“Santa Fe; C. & O.” without specifica- 
tion of rate, routing directions were 
ambiguous and the initial carrier, the 
Gulf, Colorado and Santa Fe Railway 


Company, was required to compute rate 
over cheapest reasonably available route 
with Gulf, Colorado and Santa Fe Rail- 
way Company as initial carrier, and 
could not justifiably impose higher rate 
on theory that words “Santa Fe” meant 
the entire Santa Fe System. 


Determinations of interstate commerce 
commission in rate cases are not con- 
clusive on court, but are persuasive when 
related to technical features of tariff 
applications and proper construction of 
routing directions. (Fleming & Sons v. 
Gulf, Colorado & S. F. Ry. Co., 187 F. 
2d 536.) 


TRANSPORTATION 
LEGISLATION 





Differences Over Proposals to Increase 
Rail Employe Benefits Aired in Hearings 


Spokesmen for Railroad Management Show Doubt as to Feasibility of 


Union-Sponsored Legislation to Provide ‘More, Bigger and Better’ 


Annuities Without Raising Employer-Employe Tax Contribution Rates. 


When a House committee began 
hearings, the morning of May 15, on 
legislation to increase rail employe 
retirement and unemployment insur- 
ance benefits, disagreement among 
the interested parties as to soundness 
or unsoundness of the considered 
bills had been recorded in a series of 
hearings concluded less than 18 hours 
earlier by a Senate subcommittee. 


Attention of the House interstate and 
foreign commerce committee, in the 
hearings it conducted, was centered on 
H.R. 3755, a measure backed by four rail 
operating employe brotherhoods, and 
H.R. 3669, a bill drafted by the Railway 
Labor Executives Association on behalf 
of 18 member organizations. Measures 
that received primary consideration in 
hearings conducted by a subcommittee 
of the Senate labor and public welfare 
committee were S. 1353, a companion bill 
to H.R. 3755, and S. 1347, the provisions 
of which were the same as those of 
H.R. 3669. Chairman Crosser, of the 
House commerce committee, introduced 
H.R. 3755 and H.R. 3669. 

One of the various provisions of H.R. 
3669 would increase old-age and disabil- 
ity retirement annuities by an average 
of 13.8 per cent; another would bring 
about an average increase of 60 per cent 
in survivors’ benefits and would broaden 
the range of eligibility for such benefits, 
and still another would set up benefits 
for spouses of retired rail employes, un- 
der stated conditions. As introduced, 
H.R. 3755 called for an “across-the- 
board” increase of 25 per cent in all 
rail retirement and unemployment insur- 
ance benefits; but in testimony before 
the Senate subcommittee the sponsors of 
that bill and of S. 1353 indicated they 
would be content with an increase of 
1634 per cent in such benefits. 

The witnesses for the labor organiza- 
tions that supported one or the other 


of the two measures principally consid- 
ered in the House and Senate hearings 
explained that they were not proposing 
any increases in the contributory taxes 
levied on the railroads and employes to 
finance the payment of benefits (T.W., 
May 5, p. 58, and May 12, p. 58) One of 
the railroad witnesses heard by the Sen- 
ate subcommittee—J. Carter Fort, vice- 
president and general counsel of the 
Association of American Railroads—as- 
serted that the changes in railroad re- 
tirement benefits proposed by the two 
groups of brotherhoods would “make a 
financial wreck of the present railroad 
retirement system” and asserted that 
there were now no funds in that system 
availabie for increased benefits. 


In the House committee hearing on 
May 15, four House members testified 
briefly, asking for consideration of rail- 
road retirement measures they had in- 
troduced. They were: Representatives 
(Mrs.) St. George. of New York; Ben- 
nett, of Florida; Van Zandt, of Penn- 
sylvania, and Golden, of Kentucky. 
Thereafter G. E. Leighty, president of 
the Order of Railroad Telegraphers and 
chairman of the R.L.E.A., began a pres- 
entation advocating passage of H.R. 3669. 


Railroads’ Position Stated 


Mr. Fort, testifying before the Senate 
subcommittee headed by Senator Doug- 
las, of Illinois, outlined the position of 
the railroads with respect to “liberaliz- 
ing” amendments to the railroad retire- 
ment act as follows: 

“The railroads are unalterably opposed 
to any increase in taxation to support 
the railroad retirement system. 

“The railroad retirement system should 
be maintained on a_ sound financial 
basis and the benefits under the system 
should not be raised to a point where 
the annual cost of the system, on a level 
basis throughout the years, will be in 
excess of the annual tax revenues. 

“If it can be shown that under pres- 
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ent taxes funds can be provided for that 
purpose, by proper adjustments between 
the social security fund and the rail- 
road retirement fund, or otherwise, the 
railroads have no objection to an ap- 
propriate increase in benefits. 

“There should be no increase on the 
theory that necessary monies will be 
provided by such adjustments unless 
there is a definite statutory provision for 
such adjustments.” 

James M. Souby, general solicitor of 
the A.A.R., discussed at length the dif- 
ferences between provisions of the rail 
retirement act and the social security 
act. 

“The present situation with respect to 
the two systems,” he said, “is that the 
railroad retirement system provides for 
every type of benefit for which the social 
security system provides with the excep- 
tion of the spouse’s benefit and survivor 
annuities to widows. On the other hand, 
the railroad retirement system provides 
two types of benefits which have no 
counterpart in the social security sys- 
tem. They are disability annuities and 
the tax refund. As concerns the measure 
of benefits, the railroad retirement sys- 
tem is much the more liberal in the 
case of retirement annuities and certain 
benefits to survivors, but less liberal in 
the case of survivor annuities.” 


‘Inescapable’ Conclusions 

J. Elmer Monroe, assistant vice-presi- 
dent of the A.A.R. and assistant direc- 
tor of its Bureau of Railway Economics, 
said the following conclusions seemed to 
be “inescapable,” from the evidence pre- 
sented in his testimony: 

“(1) Railroad retirement tax rates are 
admittedly inadequate to support in- 
creased benefits. 

“(2) If increased benefits are to be 
provided, the railroad retirement fund 
must be augmented by providing for 
reinsurance with the social security sys- 
tem, as it is highly dangerous to provide 
for expanded benefits which cannot be 
financed out of the railroad retirement 
fund. 

“(3) The railroads are not in such 
financial condition that they should be 
called upon for increased taxes to sup- 
port increased benefits. 


“(4) Before the Congress acts upon 
the various bills before it, it should 
ascertain . . . with the aid of a pro- 
fessional staff and the consulting advice 
of interested parties what increases in 
benefits can be provided for out of avail- 
able or prospective funds, in order thus 
to maintain the account in sound finan- 
cial condition. On this last. point, the 
importance of a sound retirement sys- 
tem, all are agreed.” 


Latimer Voices Objection . 


Murray W. Latimer, former member 
of the Railroad Retirement Board, now 
a consultant on pensions, insurance and 
other “benefit” laws, regarded the pro- 
visions of S. 1347 as so objectionable that, 
he said, “I find it impossible to hold my 
tongue.” 

“If S. 1347 merely proposed to throw 
out the entire retirement baby,” he said, 
“I might not be unduly saddened ... 
But this bill goes further than that, 
and it throws out the bath and the baby, 
and throws out the bathtub on top of the 
baby...” 


He ‘said the bill would produce for- 
feiture of annuity rights for an “un- 
known but undoubtedly large” number 
of former railroad workers, “with no 
offsetting value,” and that it would in- 
troduce “inequities and anomalies of 4 
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staggering scale.” Among various spe- 
cific objections to the measure that he 
stated was one to the effect the bill 
would permit the rail retirement account 
to retain all appropriations made for it 
on account of military service and thus 
would provide “a congressional subsidy 
of a quarter billions dollars.” Another 
criticism he made was that, in his opin- 
ion, S. 1347 would make impossible the 
ultimate adoption by Congress of a uni- 
form national policy on social security. 


Increase Proposal ‘Scaled Down’ 


Clifford D. O’Brien, of Chicago, coun- 
sel for the four “ops” that sought en- 
actment of a modified version of S. 
1353, said the evidence presented in the 
Senate Subcommittee hearings had 
shown that the proposal in that bill to 
increase all rail employe benefits by 25 
per cent should be “scaled down some- 
what.” He said that the “ops,” in the 
interest of being conservative, were now 
suggesting that the employe benefits be 
increased one-sixth, or 16%3 per cent, 
and that survivor benefits be not in- 
creased. 


Senator Douglas referred to earlier tes- 
timony by an actuary that, if the cost 
of the proposed benefits were confined 
to 14.12 per cent of the total rail em- 
ploye payroll, all benefits in the rail 
retirement act could be increased 14.3 
per cent, and, if the increases were con- 
fined only to benefits for retired em- 
ployes, those benefits could be raised 18.7 
per cent. Mr. O’Brien said the “ops” 
preferred to confine the increases to the 
retired employes. He discussed provi- 
sions of S. 1353 by which rail unemploy- 
ment insurance legislation would be 
amended. 

In the Senate subcommittee hearing 
on May 14, Wilbur J. Cohen, assistant to 
the commissioner for social security, and 
Robert J. Myers, chief actuary of the 
Social Security Administration, gave 
actuarial information about the social 
security system. Mr. Myers explained 
how payment of old age survivors’ in- 
surance under social security and sur- 
vivors’ benefits under S. 1347 might be 
coordinated, through fund transfers be- 
tween the two systems. He averred that 
the cost of the benefits proposed in S. 
1347 would be higher than 14.3 per cent 
of payroll. Answering a question by Mr. 
Fort, Mr. Myers said that a man who 
had worked many years in railroad em- 
ployment but had done enough work in 
other fields to get old age survivors’ in- 
surance would be entitled to more bene- 
fits than a man who had spent all his 
years of employment in either railroad 
work or in work covered by social se- 
curity. One way to “cure that inequity,” 
he said, would be to make “O.A.S.I.” uni- 
versal, with the railroad retirement sys- 
tem “supplementing, on top of it.” 


Size of Railroads’ Payroll 


In a rebuttal session, Mr. Leighty 
sought to show that rail employe wage 
Increases this year, actual or anticipated, 
would make the total railroad payroll 
large enough to make possible the pay- 
ment of larger employe benefits without 
any need for increasing the contributory 
tax rates. Based on the present taxable 
maximum earnings of $300 a month, the 
estimated total taxable payroll this year 
Would be $5,271 million, and, with the 
Mcrease of the taxable maximum earn- 
Ings to $400 a month, as proposed in 
S. 1347, the taxable payroll total would 
be $6,024 million this year, he said. 

In arriving at those figures, he used 
an estimate of $170 million as the total 


wage increase for “non-op” employes in 
1951 and took into account an expecta- 
tion that there would be an increase 
of 5 per cent in rail employment this 
year over 1950. e 


Lester P. Schoene, general counsel for 
the R.L.E.A. in its sponsorship of S. 1347, 
took issue with some assertions Mr. 
Latimer had made. Mr. Schoene said 
he was “not at all sure but that he (Mr. 
Latimer) has confused a certain degree 
of intellectual arrogance with the voice 
of conscience.” 

Dorrance C. Bronson, actuary retained 
by the four “ops” sponsoring S. 1353, said 
that a $5.2 billion taxable railroad payroll 
could be anticipated for several years 
and that that would easily support an 
increase of 16%, per cent in rail em- 
ploye benefits as contemplated by the 
modified version of S. 1353. He said the 
Senate subcommittee hearing had justi- 
fied “a comprehensive study of the en- 
tire subject of integration” of railroad 
retirement and social security. 
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Thomas Stack, of Chicago, president 
of the National Railroad Pension Forum, 
said there was no demand among rail- 
road employes for “the type of bill en- 
tered by the non-operating brother- 
hoods;” that the bill was a “very vicious 
piece of legislation;” that it proposed 
“social security de luxe,” and that what 
was needed was a “pay-as-you-go” plan 
to finance rail employe benefits. 

Mr. Fort, of the A.A.R., said that al- 
though proposed adjustments between 
social security and the railroad retire- 
ment account had been discussed in the 
hearings on S. 1347, but that the bill 
contained no provision for such adjust- 
ments. He contended that Mr. Leighty 
had “underweighted the significance of 
the present inflation” and said that this 
was “a situation we don’t expect in 
the future.” 





Three ‘Ops’ Make Plea to Senate Unit 
As Rails Reject Proposed Agreement 


Union Chiefs Tell Labor Committee Chairman That Carriers’ Refusal 


To Accept Their Revised Wage-and-Rules Proposals ‘Comes as Both 


Shock and Surprise.’ 


Dissatisfaction with a reply of the 
railroads’ wage committee chairmen 
to a proposal by three rail operating 
employe unions for settlement of 
their long-standing dispute over 
wage increase demands has been ex- 
pressed by the chiefs of those unions 
in a letter to Chairman Murray, of 
the Senate labor and public weifare 
committee. 


A- correspondence file made available 
at the office of the Senate committee’s 
subcommittee on labor-management re- 
lations showed that the three unions— 
the Brotherhood of Locomotive Firemen 
and Enginemen, the Brotherhood of Lo- 
comotive Engineers, and the Order of 
Railway Conductors—had transmitted to 
the carriers’ committees, through the 
National Mediation Board, a proposal for 
increases in basic wages that would 
total 18.5 cents an hour for men in road 
service and 33 cents an hour for men 
in yard, transfer, belt line and hostler 
service. The unions’ proposal also called 
for establishment of the five-day, 40-hour 
week for men in yard, transfer, belt line 
and hostler service, contingent on the 
reaching of an agreement on the neces- 
sary implementing rules, “conversion to 
be at the option of committees of the 
individual carriers, such option to be 
exercised any time after July 1, 1951, 
upon 60 days’ notice.” Another provision 
of the unions’ proposal called for in- 
creasing of wages of engineers and mo- 
tormen to $2.175 an hour and for increas- 
ing wages of firemen and helpers to 
$1.875 an hour. Some separate provisions 
covering the O.R.C. were set forth in the 
proposed agreement. It also contained 
provisions for a possible “moratorium 
rule” in the cases of the B. of L.F. and 
E. and the O.R.C., in addition to a pro- 
posed cost-of-living adjustment and pro- 





Ask Early Issuance of Report on Dispute Inquiry. 


visions for settlement of four working 
rules issues. 


In a letter to the chiefs of the three 
“ops’”—J. P. Shields, of the B. of LE, 
D. B. Robertson, of the B. of LF. and E., 
and R. O. Hughes, of the O.R.C.—Chair- 
man John Thad Scott of the N.MB. 
called attention to the reply of the 
carriers’ conference committee chairmen 
to the unions’ proposal. 

After stating that the unions’ pro- 
posal did not afford “a basis for settle- 
ment of the current dispute,” the carriers’ 
committee chairmen said: 


“The carriers are still willing at this 
date to carry out the agreement of 
December 21, 1950. 


“Under that agreement roadmen would 
now be receiving an increase of 18 
cents an hour or $1.44 per basic day over 
rates in effect September 30, 1950, and 
yardmen would be receiving an increase 
of 33 cents an hour or $2.64 per basic 
A over rates in effect September 30, 

50. 


“The carriers have made proposals with 
respect to the rules specified in -the 
agreement of December 21, 1950, and have 
repeatedly stated if the parties cannot 
agree on the rules changes the carriers 
are willing to submit them to arbitra- 
tion as provided by the agreement.” 

The three unions chiefs, in their let- 
ter to Chairman Murray, dated May 11, 
said, in part: 

“The carriers evidently are not inter- 
ested in attempting to negotiate a settle- 
ment as their communication of May 
10, clearly shows they are adhering to the 
position they have taken since Décember 
21, 1950, namely, that all unresolved 
questions must be settled by the White 
House. The only deviation from their 
position of December 21, is the slight 
increase in wage rates due solely to the 
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rise in cost of living subsequent to De- 
cember 15, 1950. 

“We thought we had long since passed 
this stage and had reason to believe that 
the carriers were interested in entering 
into negotiations in good faith with a 
view to reaching a settlement. Their 
communication of May 10, however, 
comes as both a shock and a surprise 
to us. 

“Inasmuch as the Senate investiga- 
tion was for the purpose of developing 
the underlying reasons for failure to 
effect a settlement of this long drawn 
out controversy because of its effect upon 
the general public, it is our belief that 
you should receive full information con- 
cerning what has occurred in respect 
thereto since the close of your hearing. 

“In view of these developments it is 
our sincere hope that your committee 
will find it possible to conclude and 
make public its report covering its in- 
vestigation of this matter at an early 
date.” 

At the labor-management subcom- 
mittee’s offices it was indicated that the 
report to which the union chiefs referred 
might be issued some time within a week 
or two after May 14. 


Details of Proposed Agreement 


According to the proposed “basis of 
agreement” submitted by the three “ops” 
to the N.M.B., the suggested increase of 
18.5 cents an hour for men in road serv- 
ice would comprise an increase of 5 
cents an hour retroactive to October 1, 
1950; another 5-cent increase retroactive 


to January 1, 1951, and an increase of 
8.5 cents an hour retroactive to April 


1, 1950. For men in yard service, the 
proposed total increase of 33 cents an 
hour comprised 23 cents retroactive to 
last October 1, 2 cents retroactive to Jan- 
uary 1, and 8 cents retroactive to April 1. 
Added to that proposal for men in yard 
service, etc., was the 40-hour week provi- 
sion previously described. 

Constituting the proposed new hourly 
rate of $2.175 for engineers and motor- 
men were the following items: Base rate 
—average straight time hourly rate, not 
including the 10 cents an hour granted 
in 1948, $1.60; conversion rate (20 per 
cent of basic rate), 32 cents; in lieu of 
10 cents an hour granted in 1948, 7 cents; 
increase to non-operating employes, 
February 1, 1951, 12.5 cents; increase to 
non-operating employes, April 1, 1951, 
6 cents. 

Making up the proposed new hourly 
rate of $1.875 for firemen and helpers 
were the following items: Base rate— 
average straight time hourly rate, not in- 
cluding the 10 cents an hour granted in 
1948, $1.35; conversion rate (20 per cent 
of basic rate), 27 cents; in lieu of 10 
cents granted in 1948, 7 cents; increase 
to non-operating employes, February 1, 
1951, 12.5 cents; increase to non-operat- 
ing employes, April 1, 1951, 6 cents. 


Application of Formula 


It was proposed that the formula 
submitted with respect to (1) engineers 
and motormen and (2) firemen and 
helpérs be applied also in establishing 
the five-day, 40-hour week for “outside 
hostlers, inside hostlers, and outside 
hostler helpers; also car retarders, yard 
foremen, yard helpers, and switch ten- 
ders.” 

Proposals involving only the O.R.C. 
were: (1) That an agreeement embody- 


ing principles applicable to yardmasters 
be entered into for benefit of yardmas- 
ters; (2) that dining car stewards, chefs 
and cooks be granted wage increases 
equal to those granted other employes; 
(3) that the railroads “grant yard con- 
ductors and brakemen other rules such 
as daily earnings minimum, car retarder 
operators and footboard yardmasters as 
recommended by emergency board No. 
51;” and (4) that the increases “herein 
provided” be applied to the basic daily 
rates of pay for rail classes and grades 
of road train service employes shown in 
tables on pages 52, 53, 54 and 55 of the 
report of emergency board No. 51, dated 
June 15, 1950; that the existing differ- 
ential between assistant conductors- 
ticket collectors and passenger conduc- 
tors be maintained, and that the existing 
differential between baggagemen and 
passenger brakemen be maintained. 

The proposed agreement contained a 
“savings clause” provision that “the 
usual protections for arbitraries, mis- 
cellaneous rates, special allowances, ex- 
isting money differentials above existing 
standard daily rates, mountain and 
desert differentials will be included in 
the agreements.” 


Moratorium Section 


Involving the B. of L.F. and E. and 
the O.R.C. only, a moratorium section 
in the proposed agreement provided that 
“if a moratorium rule is to be included 
in the agreement, it should contain a 
provision for an annual increase, as an 
improvement factor, of 4 cents per hour 
or 32 cents per day to be added to all 
basic rates of pay in each class of serv- 
ice during the time the moratorium is 
in effect.” 


The cost-of-living adjustment provi- 
sion in the proposed agreement speci- 
fied that the agreement should “include 
an escalator clause providing for quar- 
terly adjustment of wages on basis of 
cost of living index issued by the Bureau 
of Labor Statistics (1 point equal to 1 
cent per hour) with arbitrary base fixed 
at 184.0” and that the first adjustment 
should be made July 1, 1951, based on the 
price index of May 15, 1951. 

On subject of the “interdivisional runs” 
rule, the proposed agreement called for 
reference of the question back to the in- 
dividual handling on a basis requiring 
the giving of notice by carriers to the 
employes of any proposal to establish 
“interdivisional, interseniority, intradivi- 
sional, or intraseniority runs in passenger 
or freight service,” with allowance of 
“at least six months’ time” from the date 
of “this agreement” to permit the em- 
ployes and carriers on the individual 
properties to handle any changes pro- 
posed by the carriers, and with “all un- 
settled questions to be handled on a na- 
tional basis between duly authorized rep- 
resentatives of the carriers and of the 
employe organizations involved at a time 
mutually agreed upon.” It was further 
proposed that “with respect to specific 
cases not finally settled on the national 
conference basis, the conferees will in 
good faith undertake to agree upon a 
method for ultimate and final disposi- 
tion thereof.” 


Classes of Road Service 

Another provision of the proposed 
agreement, covering the “more than one 
class of road service” rule, would require 
that road crews performing more than 
one class of road service in a day or trip 
be paid for the entire service at the high- 
est rate applicable to any class of road 
service performed with a minimum of 
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100 miles for the combined service; that 
the overtime rate paid would apply for 
the entire trip; that the rule would not 
permit the combining of road service 
with either yard or helper service; ‘that 
the rule would not affect existing agree- 
ments covering lap backs or side trips, 
“nor miscelHaneous rules or agreements 
which provide for arbitrary or special 
allowances for time consumed or service 
performed not incidental to the principal 
trip except as provided in the following 
paragraph: 

“When crews in assigned or unassigned 
freight service are required to perform 
service not incidental to their principal 
trip en route on their regular trip or 
assignment, they will be compensated 
for all time consumed in such additional 
service up to four hours, on the minute 
basis, at the highest rate applicable to 
any class of service performed on the 
day or trip with a minimum of one 
hour in addition to and without deduc- 
tion from the regular allowance for the 
day or trip. If used in excess of four 
hours they will be paid not less than 
100 miles in addition to and without 
deduction from the regular allowance for 
the day or trip. 


“In no case will the earnings of crews 
so used be less than a basic day or the 
earnings of the trip or assignment exclu- 
sive of the payments above referred to.” 


‘Reporting for Duty’ Rule 


A four-part proposal for a “reporting 
for duty” rule was submitted, as follows: 

“(a) In assigned road service where 
employes have a regular time for report- 
ing for duty without being called and 
the train to which they are assigned is 
running more than one hour late, man- 
agement may make one set back, not to 
exceed two hours, in the reporting time 
and compute compensation of the em- 
ployes ‘accordingly; provided, advance 
notice and a specified time to report is 
given at least two hours before the reg- 
ular reporting time. Length of advance 
notice may be extended by mutual agree- 
ment between representatives of carrier 
and employes on individual railroads. 
(b) Failure to comply with the provisions 
of paragraph (a), employes will be con- 
sidered on duty as of the regular re- 
porting time. (c) Carriers will assume 
all expense incurred in giving advance 
notice under paragraph (a). (d) Calling 
rules on individual railroads are not af- 
fected in any manner.” 


The following proposal for a “yard 
switching limits” rule was made by the 
brotherhoods: 


“Where an individual carrier, after the 
effective date of this rule, finds it neces- 
sary to provide adequate switching serv- 
ice for new industries locating on the 
property, it will be permissible to use 
switching crews for this purpose outside 
of existing switching limits for a distance 
of five miles. However, when such switch- 
ing crews have accumulated the equiva- 
lent of thirty 8-hour days’ time, a road 
crew will then be assigned and used to 
perform such switching service until the 
time accumulated by the switching crews 
has been equalized, the purpose being to 
equally divide all such switching service 
between the road service employes and 
the yard service employes until such 
time as there is sufficient switching avail- 
able to require the full time of one creW 
for eight hours a day, when a road crew 
will be assigned thereto. For the pur- 
pose of applying this rule the carrier 
will keep an accurate account of the en- 
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gine hours consumed in the switching 
service involved. 

“Where a carrier desires to expand 
present yard facilities or construct new 
yards outside of switching limits, the 
duly authorized representatives of the 
carrier and the employes will meet and 
handle the matter under the provisions 
of the railway labor act as amended.” 


Celler Revives Legislation 
To Change Law on Court 
Review of I.C.C. Orders 


Long-considered proposals for re- 
form of the judicial procedure under 
which orders of the Commission may 
be reviewed by the federal courts 
have been revived and embodied in 
a bill, H.R. 4025, introduced by Chair- 
man Celler, of the House judiciary 
committee. 


Provisions of the Celler bill are sub- 
stantially the same as those of H.R. 
5488, introduced in the first session of 
the Eighty-first Congress. An earlier 
bill along similar lines, H.R. 2916, spon- 
sored by the Judicial Conference, was 
the subject of hearings conducted by 
the House judiciary committee in March, 
1949 (T.W., March 19, 1949, p. 56). 


One section of H.R. 4025 provides for 
the taking of actions to enjoin I.C.C. 
orders directly to a U.S. Court of Ap- 
peals, rather than to a statutory three- 
judge district court. Another provision 
of H.R. 4025—practically identical to 
one of the predecessor bills which the As- 
sociation of I.C.C. Practitioners and the 
American Short Line Railroad Asso- 
ciation opposed—would give the Attor- 
ney General the sole responsibility of 
representing the Commission in cases in 
federal appeals courts in which I.C.C. 
orders were subjected to attack. This 
provision (section 8) of H.R. 4025 reads 
as follows: 


Representation and Intervention 


“Sec. 2. The Attorney General shall 
be responsible for and have charge and 
control of the interests of the govern- 
ment in all court proceedings author- 
ized by this act. The Commission, and 
any party or parties in interest in the 
proceeding before the Commission 
whose interests will be affected if an 
order of the Commission is or is not en- 
joined, set aside, or suspended, may ap- 
pear as parties thereto of their own mo- 
tion and as of right, and be represented 
by counsel, in’ a proceeding to review 
such order. Communities, associations, 
firms, and _ individuals 
whose interests are affected by an order 
of the Commission may intervene in 
any proceeding to review such order. 
The Attorney General shall not dispose 
of or discontinue said proceeding to re- 
view over the objection of such party 
or intervenors aforesaid, but said inter- 
venor or intervenors may prosecute, de- 
fend, or continue said proceeding un- 
affected by the action or nonaction of 
the Attorney General therein.” 


Section 3 of the bill provides that the 
venue of any proceeding “under this 
act” should be in the judicial circuit in 
which any of the parties filing the peti- 
tion for review resides or ‘has its prin- 
Cipai office, or in the U.S. Court of 
Appeals for the District of Columbia. 
Section 4, under the heading, “Review 


of Orders,” contains a provision, among 
others, that “any party aggrieved by a 
final order of the Commission review- 
able under this act may file in any court 
of appeals, wherein the venue as pre- 
scribed by section 3 hereof lies, a peti- 
tion to review such order.” 


Under section 9 of the bill, the appeals 
court of jurisdiction may, in its dis- 
cretion, restrain or suspend, in whole 
or in part, the operation of the assailed 
order of the Commission pending final 
hearing and determination of the peti- 
tion. This section also authorizes the 
court of jurisdiction, “in cases where 
irreparable damage would otherwise en- 
sue to the petitioner,” to order a tem- 
porary stay or suspension, in whole or 
in. part, of the assailed order of the 
Commission. 


Section 10 of the Celler bill would do 
away with the bringing of such cases to 
the United States Supreme Court on 
direct appeal and would limit the ap- 
plications to that court to petitions for 
review (certiorari). The section provides, 
in part, that “an order granting or 
denying an interlocutory injunction 
under section 9(b) of this act shall be 
subject to review by the Supreme Court 
of the United States upon writ of cer- 
tiorari” and that “the final judgment of 
the Court of Appeals in a proceeding to 
review under this act shall be subject 
to review by the Supreme Court of the 
United States upon a writ of certiorari. 
.. -’ A further provision of section 10 
is that “either the United States or the 
Commission or an aggrieved party may 
file such petition for a writ of certiorari.” 


Railroad Witness Defends 
Present Consumers’ Price 
Index Compilation Method 


Inclusion of income taxes as a fac- 
tor in compiling the consumers’ price 
index by the Bureau of Labor Statis- 
tics would destroy its use as a means 
of automatically adjusting wage 
rates, J. Elmer Monroe, an assistant 
vice president of the Association of 
American Ralroads and assistant di- 
rector of its Bureau of Railway Eco- 
nomics, said, May 16. 


In a statement presented before a sub- 
committee of the House committee on 
education and labor at hearings on the 
consumers’ price index, Mr. Monroe said 
that the railroads’ interest in the index 
was very great in view of the fact that 
major wage contracts included escalator 
clauses dependent on it. 

Escalator clauses in railroad wage 
agreements recently settled or in process 
of settlement, which provided an increase 
of one cent for each one point change 
in the consumers’ price index, would 
cost the railroads more than $192,000,000 
on an annual basis, Mr. Monroe declared. 
These wage increases were on top of 
increases recently made, or prospective, 
in the basic wage rates which already 
amounted to about $398,000,000 annually, 
he said. Incidentally, he added, a wage 
increase of one cent an hour for the rail- 
road industry meant about $30,000,000 
on an annual basis. 

When the railroads negotiated con- 
tracts with their employes that involved 
escalator clauses, the fact was considered 
that the consumers’ price index was de- 
signed to measure changes in average 
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retail prices of goods, rents and services 
customarily bought by families of wage 
earners and moderate-income city work- 
ers, Mr. Monroe explained. 

The index was developed as a price 
barometer and not as a measure of 
changes in the standard of living or of 
the total amount of family spending for 
a living, Mr. Monroe said. It was be- 
cause it was thus limited in its purpose 
that the index could be used as it was 
being ‘used in railroad wage settlements, ’ 
and it would be useful for that purpose 
only as long as it remained solely a 
reflector of price changes, he said. 

If a change either up or down should 
occur in the index reflecting the judg- 
ment of the compilers as to some change 
that should be made in the standard of 
living, then its usefulness as an escalator 
clause in wage contracts would be gone, 
he stated. : 

It was the automatic feature of adjust- 
ing wages without a reopening of a 
contract that was the vital new feature 
of wage agreements with escalator 
clauses tied to the consumers’ price index, 
Mr. Monroe stated. The usefulness of 
the index in bringing about long-term 
wage contracts depended on both parties 
having full faith in it, he added. 

“The railroads do have faith in the 
consumers’ price index and in those 
who are compiling it, and wish to com- 
mend them for the careful and accurate 
way in which their work has been done,” 
Mr. Monroe concluded. “Changes in the 
index have in the past accurately re- 
flected the changes in the price of goods 
bought by city workers of moderate in- 
come.” 


Minority Report on Freight 
Absorption Measure Issued 


Senators Kefauver, of Tennessee, and 
Magnuson, of Washington, have written 
a minority report opposing the action of 
the majority of the Senate judiciary 
committee in favorably reporting to the 
Senate S. 719, a bill to remove doubt as 
to legality of certain industrial pricing 
practices, including so-called freight ab- 
sorption (T.W., April 28, p. 60). 


Objections stated by Senators Kefauver 
and Magnuson were that: “(1) No public 
hearings have been held on the measure 
by the committee; (2) the bill cements 
into statutory law the ruling of the Su- 
preme Court in the Standard Oil of 
Indiana case that good faith shall be a 
complete defense against charges of price 
discrimination; (3) in a number of 
important respects the bill goes beyond 
the decision of the Supreme Court in 
the Standard Oil of Indiana case.” 


Harbor, Terminal Facilities 


Representative Havenner, of Califor- 
nia, has introduced H.R. 4020, a bill to 
authorize the Secretary of Defense to 
provide harbor and terminal facilities, in 
the interest of “effective prosecution of 
national defense,” subject to conditions 
stated in the ball, where such facilities 
are not privately available.’ The bill in- 
cludes the following provision: 


“The harbor and terminal facilities 
authorized hereunder may be either pur- 
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chased, leased, or chartered by the De- 
partment of Defense, and when so ob- 
tained may be maintained and operated 
either by enlisted personnel or civilian 
employes of the armed forces, or by 
private personnel under contract with 
the armed forces. Facilities so obtained 
may also be leased or chartered to private 
or public operators for operation under 
such terms and conditions as the Secre- 
tary of Defense, or such official within 
the Department of Defense as he may 
designate, shall determine to be neces- 
sary and advisable under the existing 
circumstances.” 





House Group Votes to Apply 
Transport Tax to Private 
Haulage of Oil by Water 


In the course of consideration of a 
new tax bill for 1951, the House ways 
and means committee on May 14 ten- 
tatively decided to extend the base of 
the property transportation tax so as 
to include transportation of oil by 
barge or tanker where the shippers 
were transporting their own oil. 


The committee estimated that this 
broadening of the transportation tax 
base would produce additional revenue 
of $3 million a year. 

Other tentative actions taken by the 
committee on tax proposals related to 
transportation, and the annual revenue 
increase expected from each, were the 
following: 

To make no change in the tax on 
gasoline, but to broaden the base to in- 
clude diese] fuel used on highways; $7.5 
million. 

To increase the tax on trucks, truck 
trailers, and busses from 5 to 8 per 
cent; $61 million. 

To increase the tax on automotive 
parts and accessories from 5 to 8 per 
cent; $56 million. 

The committee rejected a proposal to 
broaden the base of the tax on transpor- 
tation of oil by pipe line so as to include 
transportation of gas by pipe line. 

When it reconvened on May 15, the 
House committee reconsidered the action 
it had taken on the preceding day with 
respect to gasoline tax and decided tenta- 
tively to recommend an increase in the 
gasoline tax to 2 cents a gallon from 
the present tax rate of 1% cents a gallon. 
It rejected a proposal for imposition of 
a use tax on motor vehicles. It esti- 
mated that the gasoline tax increase 
would produce additional revenue of $210 
million. 
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Canadian Rail Manpower Move 


Special Correspondence from Ottawa, Canada 


Because of a shortage of skilled hands 
and difficulty in obtaining apprentices, 
both major Canadian railway systems, 
the Canadian National and the Canadian 
Pacific, proposed to suspend the com- 
pulsory retirement age for employes, 65. 
If suitable arrangements can be made 
with the unions, employes reaching 65 












will be given the option of remaining in 
their jobs and a number of retired em- 
ployes will be asked to come back. It is 
planned to get the system in operation 
next month when the introduction of the 
40-hour week will leave the companies 
particularly hard-pressed for manpower. 


Canadian Rail Unions’ ‘Road 
Gang Minimum’ Plea Denied 


Special Correspondence from Ottawa, Canada 


An application by the Joint Legislative 
Committee of Railway Transportation 
Brotherhoods for issuance of an order 
fixing the minimum size of a section 
gang and prohibiting the Canadian rail- 
ways from increasing the length of sec- 
tions has been denied by the Board of 
Transport Commissioners. 

The “road gang” issue was one that 
remained in dispute between the rail- 
ways and the brotherhoods after a series 
of meetings on rules applicable to main- 
tenance of way employes. The unions 
wanted the minimum force on all main 
track, double-track lines on which there 
was fast and frequent service, and on 
lines in mountain territory, set at a fore- 
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man and four sectionmen. On other 
lines they wanted the “road gang mini- 
mum” to be a foreman and two section- 
men. 

Commissioner H. B. Chase, of the 
transport board, said that on some 
divisions where manual flagging was re- 
quired the minimum section force should 
be a foreman and three sectionmen, but 
added that he did not think the board 
should define the minimum. He said 
that, after establishment of the 40-hour 
week, the railroads would have to re- 
organize their working forces. If they 
then considered any section inadequately 
staffed, so as to endanger the lives of 
the employes or the public, the unions 
could renew their application, he stated. 
He said evidence had been produced 
that maintenance of way employes were 
violating rules in order to get the work 
done and that, in some areas, at some 
periods of the year, an insufficient num- 
ber of men was available to do the work 
and, at the same time, to observe all 
safety rules. 

Commissioner Chase suggested that, in 
such cases, it was up to the employes to 
observe the rules, regardless of whether 
the work was done with dispatch, and 
that it was up to rail management to 
look to getting the job finished. 


TRANSPORTATION 
STATISTICS 





1.C.C. Publishes Review of Operating 
Data of Railroads in Monthly Comment 


1.C.C. Transport Bureau Compares Earnings, Operating Ratios, etc., 


Of Class | Railroads for Long Periods. 


Gross Ton-Mile Increase for 


Each ‘Employe Hour Paid for,’ But Decline for Each Dollar Paid, Shown 


Three days in advance of the be- 
ginning of its hearing on a petition 
of the railroads for a 15 per cent in- 
crease in freight rates beginning in 
Washington, D. C., the Commission 
made public its “Monthly Comment 
on Transportation Statistics,’ con- 
taining a review of railway net oper- 
ating income and ratios, rail finan- 
cial results, output of employes, and 
of the commodity classes of major 
importance to Class I railways. 

The comment is issued by the Com- 
mission’s Bureau of Transport Economics 
and Statistics as information which has 
not been considered or adopted by the 
Commission. 

The “comment” of May 11 opened with 
a statement of railway freight service 
and passenger service net railway oper- 
ating income and operating ratios from 
1936 through 1949, with preliminary fig- 
ures for 1950. 

Net railway operating income was de- 
fined as “what is left from operating rev- 
enues after deducting operating expenses, 
all taxes, and equipment and joint facil- 
ity rents of Class I steam railways from 
freight service and passenger and allied 


services (passenger, baggage, mail, ex- 
press, milk and incidental services).” 

In connection with a table in the com- 
ment, the bureau described the 1950 
situation as follows: 

“Freight service net railway operating 
income for the year 1950 amounted to 
$1,547.8 million, an increase of 15.9 per 
cent over that of 1949. The 1950 net was 
only 0.8 per cent below the all time peak 
of $1,561.0 million reported for 1948. The 
smallest freight service net reported in 
the 1936-1950 period was $620.6 million 
in 1945, the year in which the railways 
made extraordinary charges to operating 
expenses for accelerated amortization of 
defense projects. 


Passenger Deficit 


“For the year 1950 the deficit from 
passenger and allied services for class I 
roads as a whole amounted to $508.5 mil- 
lion, a decrease of $141.1 million from the 
all time peak deficit of $649.6 million 
reported for the year 1949. This deficit 
absorbed 32.9 per cent of the 1950 freight 
service net railway operating income as 
compared with 48.6 per cent in 1949 and 
35.9 per cent in 1948. However, the car- 
riers’ 1950 passenger service revenues 
were augmented by about $149 million 
of retroactive mail pay, $107 million of 

















— — fe bel 


oa Th = 


WORLD May 19, 1951 
other 
mini- 

ction- 


f the 
some 
as re- 
should 
n, but 
board 
> said 
)-hour 
tO re- 
' they 
uately 


< . Route 


stated. 
duced 


; were Fam of oTistory 


| work 


On the Oregon Trail 
yes to with Jim Bridger 


, and Fur trader, explorer, scout, James Bridger 

nt to knew the Rockies thoroughly. His advice 
was eagerly sought by emigrants making the 
long journey over the Oregon Trail, stretch- 
ing from Missouri to the Columbia River. 
Seaboard knows the Southeast... offers 
constructive aid to shippers. 


Your Modern Route 


it to and from 


ha The Southeast... 


Important to your business is the 
).” fact that Seaboard gives person- 
1950 alized attention to your shipping 


rating instructions... carefully supervises 
e 0 
9 per shipments all along the way. 
et was 

> peak 
B. The 
ted in 
nillion 
ilways 
rating 
ion of 


1, ex- 


Your nearest 
Seaboard Freight = 
Representative wil 
cheerfully Eyrnish infor- 
mation upon request. 


from 
lass I 
5 mil- 
ym the 
nillion 
deficit 
reight 
me as 
9 and 
e car- 
venues 
nillion 
ion of 


THE ROUTE OF COURTEOUS SERVICE 





70 


which was applicable to the period Feb- 
ruary 19, 1947-December 31, 1949, and 
about $42 million to the calendar year 
1950. If the $107 million mentioned above 
is deducted from the 1950 revenues from 
passenger and allied services the deficit 
for those services would amount to $615.5 
million for that year. This computed 


deficit is only 5.2 per cent below the 


1949 figure and except for the year 1949, 
exceeds any of the annual deficits fe- 
ported in the 15-year period covered by 
the table. In the prewar period 1936- 
1941 the deficits from passenger and al- 
lied services ranged from $226.1 million 
in 1941 to $262.1 million in 1940. In the 
postwar years 1946-1950 the smallest 
deficit reported was $139.7 million in 1946 
and the largest was $649.6 million in 1949. 
Due to war time conditions, which re- 


sulted in heavy passenger service traffic, 
substantial profits were reported from 
these services in the years 1942-1945. 
“While the inclusion of the $107 mil- 
lion of retroactive mail pay in the car- 
riers’ 1950 accounts reduced the deficit 
in net railway operating income from 
passenger and allied services by that 
amount, it also reduced the 1950 freight 
service net profit by about $45 million, 
the estimated amount of the federal in- 
come taxes (taken at 42 per cent) on the 
additional mail pay. Under the Com- 
mission’s rules governing the separation 
of operating expenses, taxes, etc., between 
freight and passenger services, income 
taxes are apportioned by class of service 
in accordance with the separation of net 
railway operating income before deduct- 
ing federal and state income taxes. If 
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CHICAGO 


... had Vital Part in 
Furnishing of Famed 
Caribe - Hilton Hotel 


Glamorous furnishings add much to 
the charm of Puerto Rico’s new 
luxury hotel. There’s a real story 
behind the delivery of that furniture. 


Here’s how it was done. North 
American vans hauled the huge 
order to airports at Chicago, Newark, 
Miami. Then it was stowed in Pan 
American cargo planes. Every- 
thing arrived in excellent condition. 


This same dependable care is yours 
to command in shipping trade-show 
booths and traveling exhibits. NAVL 
padded vans eliminate crating and 
delays. 

Personnel, Office Moving Too 
Call your North American agent to 
move transferred personnel, office 
or plant equipment. Get finer serv- 
ice at no extra cost. Better move 
always, the North American way. 


eeee#e?ee# 


' NEW! -suRveX SERVICE” a, 


Advance analysis of your 
moving needs by a skilled 
North American representa- | 
tive to insure best results. No 
cost or obligation. See phone 
book for local agent’s name 
or write for FREE booklet. 


Address: NORTH AMERICAN Van Lines, Inc. 
Dept. TW8, Fort Wayne, Indiana 
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the result for one service upon that basis 
is a deficit, income taxes are assigned to 
the other service showing an income. 

“Operating revenues from freight sery- 
ice amounted to $8,071.2 million in 1959 
as compared with $7,275.9 million in 1949 
or an increase of 10.9 per cent. The 1959 
figure is only 1.9 per cent below the 194g 
freight service revenues of $8,227.4 mil- 
lion, an all-time peak. Expenses for this 
service totaled $5,324.0 million in 1950, 
an increase of 4.1 per cent over those of 
the preceding year but they were 5.5 per 
cent under those of the peak year 1948, 
For passenger and allied services the 
revenues increased from $1,295.8 million 
in 1949 to $1,394.0 million in 1950 (includ- 
ing the $107 million of retroactive mail 
pay, previously mentioned) or 7.6 per 
cent. Operating expenses for these serv- 
ices, however, dropped from $1,771.0 mil- 
lion in 1949 to $1,728.6 million in 1950 
or 2.4 per cent.” 


Freight, Passenger Expenses 


The bureau said that operating ex- 
penses “related solely to passenger and 
allied services” amounted to $1,257.7 
million, or 72.7 per cent of total operat- 
ing expenses, reported for such services. 
The remainder, 27.3 per cent, it said, 
consisted of the passenger services pro- 
portion of operating expenses that were 
common to both freight and passenger 
services. Those percentages, the bureau 
added, had varied but slightly from year 
to year from 1936 through 1950. 

This material was followed by a table 
showing, for 35 large railways, the net 
railway operating income from freight 
service and from passenger and allied 
services for 1950 and 1949, together with 
the operating ratios for each class of 
service. The roads listed accounted for 
about 84 per cent of the freight revenue 
and 88 per cent of the passenger revenue 
of all Class I roads in 1950. 

In both years, said the bureau, each 
of the 35 roads reported deficits in net 
railway operating income from passenger 
and allied services. But, it added, in 
each case the 1950 deficits were smaller 
than in 1949. It again observed that 
such 1950 deficits were reduced consider- 
ably by the inclusion of retroactive mail 
pay. 

“The freight service net railway op- 
erating income for 1950 was larger than 
in 1949 for 31 of the 35 -roads listed,” 
said the bureau. “The New York Cen- 
tral, Missouri-Kansas-Texas Lines, St. 
Louis Southwestern Lines and the Texas 
& New Orleans reported decreases in the 
freight service net. 


“The freight service operating ratio 
was lower in 1950 than in 1949 for 32 of 
the 35 roads listed. Two roads in the 
Eastern District (the Pennsylvania and 
the New York Central) and one in the 
Western District (Texas & New Orleans) 
showed higher freight ratios in the later 
year. Largely because of retroactive mail 
payments the carriers all showed lower 
passenger service operating ratios in 1950 
than in 1949. Only the New Haven had 
a ratio of less than 100 in either year.” 


Regional Data 


Similar data were shown in a table 
for all Class I roads by major territories. 
The bureau reviewed the figures as fol- 
lows: 


“In each of the territories the 1950 
net railway operating income from 
freight revenue exceeded that of 1949. 
The increases were distributed as fol- 
lows: eastern district, 10 per cent; 
southern region and Pocahontas region, 
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---one of the [4 


Colorado is a member of Rock Island’s 
Family of States, a fact that gives us no 
small amount of satisfaction. 


The map, however, tells only a part of 
Rock Island’s service story. What it 
doesn’t reveal is the new $2,000,000 
Denver Cutoff, a stretch of Rock Island 
track that speeds up the interchange of 
freight with connecting lines, provides 
facilities for the icing of fruits and vege- 
tables at the rate of a car per minute, 


Note: the Rocky MOUN- 
TAIN ROCKET is an American 
favorite between Denver-Col- 
orado Springs and Chicago. 
What a train for travel! 


facilitates the handling of both east and 
westbound transcontinental traffic. All 
of which is news, big news. 

The Rock Island has acquired 350 acres 
of industrial land located along the 
proposed new free wheeling Highway 
No. 40 on the northwest side of Den- 
ver. There are industrial sites within and 
outside the city limits. An invitation is 
extended to inspect these industrial 
locations. 


For information consult any Rock Island representative. 
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23 per cent; western district, 17 per cent. 
Largely because of the inclusion of retro- 
active mail pay the 1950 deficit from 
passenger and allied services was con- 
siderably below the level of 1949 in each 
of the territories. In both years the 
western district carriers reported the 
largest dollar deficit from passenger 
services but they also had the largest net 
railway operating income from freight 
service. 


“The freight service operating ratio 
for all roads combined decreased from 
70.3 per cent in 1949 to 66.0 per cent 
in 1950. The largest decrease, 7.1 per- 
centage points, occurred in the Poca- 
hontas region and the smallest in the 
eastern district, 2.1 percentage points. 
The operating ratio for passenger serv- 


ices for class I roads as a whole de- . 


clined from 136.7 per cent to 124.0 per 
cent. The Pocahontas region showed 
the largest decrease of 40.3 percentage 
points, and the eastern district the 
smallest, 8.5 percentage points.” 


First Quarters, 1941, 1951 


The bureau also included in the com- 
ment a table showing a comparison of 
selected items from the financial returns 
of Class I line-haul railways for the 
first three months of the years 1941- 
1951. The items shown were: Total op- 
erating revenues; operating expenses, 
taxes and equipment and joint facility 
rents; operating expenses; net railway 
operating income before and after fed- 
eral income taxes, and net income after 
all charges partly estimated for the 
1951 and 1950 periods. 


The bureau made the following ob- 
servations concerning the figures shown 
in the table: 


“Class I roads reported operating reve- 
nues of $2,440.0 million for the first 
quarter of 1951 as compared with $1,985.3 
million in 1950, an increase of $454.7 mil- 
lion or 22.9 per cent. The 1951 revenue 
figure is the highest reported for the first 
three months in any year of record. How- 
ever, the total of operating expenses, 
taxes and equipment and joint facility 
rents combined also reached a record 
high of $2,265.0 million in the 1951 period, 
exceeding 1950 by $403.1 million or 21.6 
per cent. 

“Similarly railway operating expenses 
(largely for labor, fuel, depreciation and 
material and supplies) reached an all 
time peak for the first quarter in 1951. 
The total exceeded that of the 1950 
period by $312.8 million or 19.3 per cent. 


‘Net railway operating income after 
Federal income taxes for the three 
months ended with March 1951 totaled 
$175.0 million, the largest amount re- 
potted since 1945 except for 1947 when 
it was $176.2 million. However, the 1951 
figure, which exceeded that of 1950 by 
41.8 per cent, was considerably below the 
levels of the 1941-1945 periods. Net rail- 
way operating income before Federal 
income taxes totaled $301.3 million, in 
the first quarter of 1951. This amount 
exceeded the total for the 1950 period by 
65.7 per cent and was the largest reported 
since the same period in 1945. 

“The carriers net income after all 
charges increased from about $55 million 
in the first three months of 1950 to $104 
million in 1951. The latter figure ex- 
ceeded that of any like period since 1945 
when the total was $145.7 million.” 


Another table in the comment showed 
net railway operating income and net 
income after all charges by major terri- 
tories for the first quarters of 1951, 1950, 
and 1949, with the following observa- 
tions: 

“In each of the territories both net 
railway operating income and net income 
for the 1951 period exceeded those of 
1950. Percentagewise the increases in 
net railway operating income were: east- 
ern district 11.3, Pocahontas region 76.0, 
southern region 23.6, and western district 
74.0 per cent. The increases in net in- 
come in dollar amounts was smallest in 
the eastern district ($3.0 million) and 
largest in the west ($31.0 million). As to 
both net railway operating income and 
net income, each territory, except the 
eastern district, showed increases in the 
1951 period over 1949. The western dis- 
trict increase in net income amounted to 
about $43 million as compared with a 
drop of almost $11 million in the east. 


Employe Production 


The bureau showed in another table, 
for the years 1939-1950, the total number 
of employe hours paid for and the total 
compensation paid employes in compari- 
son with the total number of gross ton- 
miles reported for both freight and pas- 
senger services, and the average number 
of gross ton-miles an employe hour and 
an employe dollar of compensation. 

The bureau’s comment on the table, 
which showed an increase of 26 per cent 
in gross ton-miles an hour paid for, 1950 
over 1939, but a decrease of 40.9 per cent 
in gross ton-miles “per employe dollar of 
compensation”, was as follows: 

“In the 1939-1950 period the number 
of employe hours paid for reached a 
peak of 3,996.9 million in the war year 
1944 and declined each year thereafter 
to a low of 2,877.5 million in 1950 or a 
drop of 28.0 per cent. In contrast the 
compensation paid employes which to- 
taled $3,858.0 million in 1944 increased 
successively each year to an all time peak 
of $4,768.8 million in 1948, declined 
sharply in 1949 but increased again in 
1950. The 1950 payroll, the second largest 
in railroad history, was 19.1 per cent 
above that of 1944 despite the fact the 
number of hours paid for and the gross 
ton-miles handled in 1950 were 28.0 and 
20.0 per cent, respectively, below the 1944 
level. 

“The number of gross ton-miles per 
employe hour, which rose successively 
from 438 in 1939 to 511 in the war year 
1942, declined in the succeeding years 
to 458 in 1946 but rose sharply in the 
following years to an all time peak of 
552 in 1950. The improvement, may to 
some extent reflect the rapid rise in the 
use of diesel electric motive power in 
the postwar years. The 1950 average was 
26.0 per cent above that of 1939 and 20.5 
per cent above the low level reached in 
1946. 

“With regard to gross ton-miles per 
dollar of employe compensation the sit- 
uation was less favorable to the carriers. 
This average declined successively each 
year, with a minor qualification for 1947, 
from a peak of 606 in 1941 to only 336 
in 1949. Although this average rose to 
346 in 1950 it was 40.9 per cent below 
that of 1939.” 


Important Commodity Classes 


A lengthy table in the comment showed 
the commodity classes of major im- 
portance to the Class I railways in 
terms of tonnage or revenue. In that 
connection, the bureau said: 

“A preliminary summary of the quar- 
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terly Freight Commodity Statistics of 
Class I Railways in the United States 
shows 1,354 million tons of freight origi- 
nated and 1,244 million tons terminated 
in 1950, or 10.4 and 9.2 per cent, respec- 
tively, above originations and termina- 
tions in 1949, but about 10 per cent below 
the 1948 figures. Gross freight revenue, 
before adjustments for corrections and 
absorptions, amounted to $8,145 million 
in 1950 or 10.3 per cent over the previous 
year and 2.5 per cent under 1948. 

“For the first time since World War II, 
tonnage and revenue changed from the 
preceding year in about the same propor- 
tion, indicating the generally stable rate 
situation between the two years. A small 
general increase authorized during the 
last half of 1949 (the final authorization 
in Ex Parte No. 168, Increased Freight 
Rates, 1948) was perhaps balanced by 
some decreases made in 1950 on specific 
commodities for competitive or other rea- 
sons. Average haul per ton originated in- 
creased only slightly to an estimated 417 
miles, from 412.02 miles in 1949 and 405.64 
miles in 1948. 


“The 33 commodity classes shown in 
the accompanying table account for about 
75 per cent of total tons originated and 
60 per cent of freight revenue in 1950. 
These commodities were chosen on the 
basis of including each of the 262 classes 
which showed in 1950 at least one per 
cent of total tons, either originated or 
terminated, or of gross freight revenue. 
They are for the most part the same 
classes shown in the Monthly Comment 
of May 12, 1950, with one omission and 
three additions. All except 7 of the 33 
classes showed increases over the 1949 
tons originated, and all except 6 showed 
increases in gross freight revenue. How- 
ever, there were decreases in 1950 origi- 
nated tonnage under 1948 for 21 classes 
of the group and 13 classes accounted for 
less revenue than in 1948, in spite of the 
Ex Parte No. 168 increases effective dur- 
ing 1949. The classes showing decreases 
from 1949 are: Wheat; Corn; Meats, 
fresh, N.OS.; Gasoline; Fertilizers, 
N.O.S.; and All L.C.L. Freight for both 
tons originated and revenue, and An- 
thracite Coal, N.O.S. in tons originated. 
It may be noted that the 10.9 million 
tons of less-carload freight originated in 
1950 were fewer than in any year for 
which the Commission has_ records 
(beginning July 1, 1898). Moreover, the 
year 1949, with 12.6 million tons, is sec- 
ond lowest. The highest year of record 
was 1918 when 98.4 million tons of L.C.L. 
originated on Class I roads, and the low 
point of the 1930’s was reached in 1935 
with 14.0 million tons originated.” 


Daily Average Car Shortage 
Rise Shown in May 5 Week 


The average daily shortage of freight 
cars on the nation’s railroads totaled 
9,738 for the week ended May 5, an in- 
crease of 334 cars over the preceding 
week when the average daily shortage 
total stood at 9,404 (T.W., May 12, p. 62), 
according to the car service division of 
the Association of American Railroads. 


Prior to this increase, the car shortage 
had been gradually declining since the 
peak daily average for the year of 37,828 
cars ‘was reached in the week ended 
March 3. The shortages in the past had 
been due largely to distribution which 
now, according to car service officials, 
has been equalized. They indicated that 
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P.O. BOX 837 


Keep customers happy 
like you keep-um squaw 
happy—never be late. 
Use-um T. P. & W.! 
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TOLEDO, PEORIA & 
WESTERN RAILROAD 
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NEW YORK CENTRAL 


the shortages could be attributed princi- 
pally to insufficient car ownership and 
pointed to possible heavy demands for 
cars for the winter wheat crop movement. 


The shortage for the week ended May 
5, based on carrier reports, was made up 
as follows: Plain box, 4,421; auto box, 
124; gondola, 2,971; hopper, 1,087 (in- 
cludes 47 covered); stock, 68; flat, 1,053; 
and miscellaneous, 14. 


The reports also showed ‘an average 
daily surplus of 8,941 freight cars for 
the week ended May 5, made up of 472 
plain box, 9 auto box, 425 gondola, 5 
hopper, 996 stock, 6,750 refrigerator, and 
284 miscellaneous. 


There was no shortage of refrigerator 
cars or surplus of flat cars. 


Freight Unloaded at Ports 
Up 64 Per Cent in April 


Carloads of export and coastal freight 
unloaded at Atlantic, Gulf and Pacific 
ports, excepting coal, totaled 100,325 in 
April this year as against 61,082 in the 
same month last year, or an increase of 
64 per cent, according to a joint state- 
ment issued by the car service division 
of the Association of American Railroads 
and the Defense Transport Adminis- 
tration. 


The compilation, prepared by G. C. 
Randall, manager of port traffic, A.A.R., 
showed that coastal traffic accounted for 
9,551 of the total carloads of freight 
unloaded at the ports in April, an in- 
crease of 2 per cent over the April, 1950, 
total of 9,384 carloads. Of the export 
traffic, carloads of grain unloaded totaled 
32,046 in April this year as compared 
with 10,638 carloads unloaded in April, 
1950, an increase of 201 per cent. Car- 
loads unloaded, other than grain, totaled 
58,728 in April this year, representing an 
increase of 43 per cent over the April, 
1950, total of 41,060 carloads. 


Rail Coach, Pullman 


Revenue Up in January 


Railroad coach revenue increased 3.8 
per cent, and parlor and sleeping car 
revenue increased 21.1 per cent in Jan- 
uary, 1951, over January, 1950, according 
to statement M-250, passenger traffic 
Statistics (other than commutation) of 
Class I steam railways, compiled by the 
Commission’s Bureau of Transport Eco- 
nomics and Statistics. 


In January, 1951, passenger revenue in 
coaches amounted to $35,715,798, com- 
pared with $34,413,068 in January, 1950; 
and passenger revenue in parlor and 
sleeping cars totaled $35,051,468, as com- 
pared with $28,471,874 in January 1950. 

Revenue passengers carried in coaches 
in January, 1951, totaled 15,167,111, as 
against 14,783,351 in January, 1950, and 
those in parlor and sleeping cars totaled 
2,753,329 in January, 1951, .as compared 
with 2,158,558 a year ago, increases of 
2.6 and 27.6 per cent, respectively. 


Air Traffic Increase 


“A 58 per cent increase was registered 
in interline traffic business transacted 
by the scheduled airlines through the 
Airlines Clearing House for the month 
of March, 1951, over the same month 
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in 1950,” says the Air Transport Associa- 
tion. “Billings totalled $21,956,587 for 


March, 1951, and $13,864,224 for March, 
1950. 

“For the first quarter of 1951, the busi- 
ness transacted was $61,166,003, compared 
to $39,900,408 for the first quarter of 
1950—a 53 per cent increase.” 


Canadian Loadings Remain 
High in Week Ended May 5 


Revenue freight loadings on Canadian 
railways in the week ended May 5 con- 
tinued at record levels to total 83,200 
cars, an increase of 9,308 carloads or 12.6 
per cent over the corresponding period 
of 1950, according to the public finance 
and transportation division of the 
Dominion Bureau of Statistics at Ottawa. 
In the preceding week a total of 83,862 
(revised) cars were loaded. 

Western loadings were up from 23,295 
cars last year to 27,841 in the week under 
review, registering a gain of 4,546 cars, 
with grain and grain products, building 
materials and forestry items featured in 
the advance, according to the division. 
The eastern volume amounted to 55,359 
cars or 4,762 cars above the eighteenth 
week of 1950. Grain, coal, building prod- 
ucts, pulpwood, iron and steel, autos and 
paper continued to move in much greater 
volume than last year throughout the 
eastern area, said the division. Receipts 
from foreign connections in the week 
totaled 35,019 cars, an increase of 9.8 
per cent or 3,126 cars above the corre- 
sponding week a year ago, said the divi- 
sion, adding: 

“The commodity totals for the ten 
provinces show appreciable advances in 
grain up from 5,212 to 10,068 cars while 
grain products moved up from 2,370 to 
3,021 carloads. (Wheat supplies held in 
Canada at the end of April totaled 283 
million bushels compared with 191 mil- 
lion at the same time last year. Un- 
fortunately, unusually large proportions 
of current supply are of low-grade, and 
marketing presents difficulties. Coarse 
grain holdings were also much higher.) 
Fruits and meats also moved in better 
volume. Building products amounted to 
5,379 cars against 4,857. Forestry items 
posted considerable gains in pulpwood 
advancing 2,163 cars to 3,686 cars as 
world demand for paper appeared in- 
satiable. Lumber at 3,983 cars rose 329 
cars over loadings during the eighteenth 
period of 1950. Gasoline and petroleum 
oils moved up from 3,879 to 4,001 cars. 
The iron and steel plants contributed 
2,235 carloads during the week against 
1,902. Implements were also heavier 
while autos and trucks continued to pour 
off the assembly lines with 1,800 railway 
cars loaded compared to 1,124 cars last 
year. Fertilizers at 1,595 were up 207 car- 
loads. The woodpulp and paper total was 
4,853 cars or 524 cars above the similar 
period of 1950. Miscellaneous items to- 
talled 6,496 cars against 5,652 while 1.c.l. 
freight aggregated 18,113 cars, an increase 
of 2.3 per cent or 411. 

“The principal declines were in hay 
and straw, vegetables, live stock off from 
1,741 to 1,354 cars, coal, ores, bullion, 
crude oil down from 1,234 to 327 cars and 
in canned foods. 

“Minor flooding in some western areas 
did not seriously interfere with loadings 
there although brief embargoes were 
necessary. 

“Cumulative loadings to May 5 were 
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1,368,360 cars or 119,918 cars above the 
saine weeks of 1950 while foreign connec- 
tions supplied an additional 650,661 cars 
compared with 547,287 cars in the similar 
period of last year.” 


Rail Carload Cost Scales 


The Commission has issued a 96-page 
mimeographed report, Rail Carload Cost 
Scales by Territories as of January l, 
1951 (based on year 1949 operations with 
adjustment to reflect wage and_ price 
levels as of January 1, 1951), statement 
No. 1-51, prepared by its cost finding 
section. 

Issued as information not considered 
or adopted by the Commission, the state- 
ment contained an explanation that the 
purpose of the study was to bring up to 
date past studies showing estimated rail 
carload freight service costs by terri- 
tories. It said the figures were based on 
rail carriers’ operations in 1949 with ad- 
justment to reflect wage and price level 
changes as of January 1, 1951. 


March Truck Registrations 


New truck registrations in March, 1951, 
totaled 86,287 units, compared with a 
total of 96,266 new trucks registered in 
March, 1950, R. L. Polk & Co., Detroit, 
reported. In the first quarter of 1951, 
new trucks registered totaled 252,926, ap- 
proximately 17,000 more than were regis- 
tered in the same period in 1950. 


The automotive industry registered 
1,416,162 new passenger cars in the first 
three months of 1951, the best first quar- 
ter in the industry’s history, according 
to the Polk report. 


Carload Waybill Analyses 


The Commission has issued two car- 
load waybill reports, prepared by its 
Bureau of Transport Economics and Sta- 
tistics, as follows: Carload Waybill 
Analyses, 1949, Percentage Distribution 
of Tons by Mileage Blocks, Terminations 
in 1949, statement No. 5111-A, 4 pages: 
and Carload Waybills Analyses, 1947-49, 
Average Rates (Cents per Hundred- 
weight) Charged for Intra Territorial 
Carload Traffic by Length of Haul 
(Short-Line), Major Commodity Groups 
and Selected Commodity Classes, 1947- 
49, One Per Cent Sample of Termina- 
tions in the Years 1947-49, statement 
No. 5120, 17 pages. 


American Airlines’ Capacity 


American Airlines began a program 
April 29 to increase its system carrying 
Capacity by more than 10 per cent with 
the introduction of the first of its 17 
hew DC-6Bs, the addition of 60 new 
Scheduled flights, with the discontinu- 
ance of sleeper’ service. 

“Increased demand for air transporta- 
tion due largely to the national defense 
program has made it essential that we 
Increase our lift capacity,” said R. E. S. 
Deichler, vice-president-sales, in an- 
Rouncing the additional service. 

~ + ok 


Fewer employes lost their lives as a 
resuit of railroad accidents in 1950 than 
In any year since the Interstate Com- 
merce commission began to compile these 
reports in 1888. . 





Mechanical washers keep expenses down, appearances up 
on Southern Pacific. It’s another reason why, when you 
want clean, efficient transportation, you can’t beat the West’s 


greatest transportation system. 


sHiP: Southern Pacific 


The West’s Greatest Transportation System 


Serving California * Oregon * Nevada * Arizona 
Utah * New Mexico * Texas * Louisiana 
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PORTABLE GARAGE 


(Extra Heavy Gauge) 


USEFUL ANYWHERE ! 


@ Goes wherever your cargo goes 

¢ Keeps rain, snow, dust, salt air, sun 
or sleet away and protects your cargo 
® Durably constructed of clear trans- 
parent—heavy gauge vinyl plastic that is 
long wearing and tough ® Spring-tite 
elasticized bottom, holds securely in all 
kinds of weather @ Fits all makes and 
models ®@ Direct from manufacturer ® 


Dozen lots —$7.20 each 
6 Pieces — 8.15 each 


Sample orders—$12.00. Credit for dif- 
ference in cost against first wholesale 
order. 


DOMAR SALES CO. 
480 Lexington Ave. 


Dept. W-6 New York 17, N.Y. 
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New International L-185 Roadliner (GVW 21,000 pounds; GCW 42,000 pounds). Outstanding features: Super 
Red Diamond valve-in-head engine; new specially designed sleeper cab; five-speed transmission with overdrive. 


with the traditional stamina that has kept 


Sweepsight windshield for full front visi- 
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in 1951: When you buy a new Interna- Internationals first in heavy-duty sales bility. They feature more positive control OB 
tional tractor, you buy a truck backed by for 19 straight years. and greater maneuverability from a more : th 
America’s largest exclusive truck service This means that you'll have fewer main- comfortable position. aoe 
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you quick service at home or on the road. Internationals built in 44 years are still speeding important shipments. Find out Sane 
They have the stock of parts, the factory- turning in a profit on the job. about the shorter overall length and bet- carriec 
trained mechanics, the complete 2 Atel You can count on your driver’s help. It’s ter weight distribution you get in every separa 
ment they need to keep your International safe to say that a driver will treat a truck International. Call your International ac 
° i 
operating at a profit. better if he’s happy with it. All Interna- Truck Dealer or Branch now. sonal 
Heavy-duty engineered tional tractors have what it takes to keep Say ab 
7, 2 . International Harvester Builds At t 
Here’s still another good reason why a drivers happy. McCormick Farm Equipment and Farmall : Fah 
new International tractor is a mighty These trucks feature the new Comfo- _ Tractors . . . Motor Trucks Gotfre 
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Transamerican Freight Lines, Inc., has found a way to operate 


close to its customers and to keep the intimacy of small 


business in a big operation by placing full responsibilities on 


its terminal managers. 


and to simple rate cataloging are other ways in which it 


stresses customer service. 


Robert B. Gotfredson 


President, 
Transamerican Freight Lines, Inc. 


OBERT B. GOTFREDSON believes 

that the only way to develop the 
full potentialities in a man is to give him 
responsibilities. And he believes, more- 
over, that in the success of a business, 
exactly that human element is the most 
important ingredient. 

That’s why the far-flung operations of 
Transamerican Freight Lines, Inc., are 
carried on more like a federation of 36 
Separate organizations than as a huge, 
unwieldy organization in which the con- 
tact between seller and buyer is imper- 
sonal and remote. We’ll have more to 
Say about that later on. 

At the moment, however, we want to 
convey a little picture of this man 
Gotfredson. You sit with him in his 
office, watch his quiet, efficient move- 
Ments, hear his measured words—none 
of either of which is ever wasted. If 
you want to talk with one or the other 
of the key men in the organization, Mr. 
Gotfredson invites him into his office 
and listens to the conversation. You 
Sense that he’d much rather expend some 
of his own time to be around at the 
Interview than to send you out on your 
oWn to see the man in his own office. 


By ROBERT J. BAYER 


But he doesn’t interrupt while the other 
man talks. 

It was under those circumstances that 
we talked with R. I. Dennis, Trans- 
american’s executive vice-president; L. G. 
Naidow, secretary-treasurer; L. G. Cain, 
general rate publishing agent; M. D. 
Demaray, general claim agent, and J. L. 
Totten, personnel and safety director. 

Each of these men, too, works under 
full personal responsibility. There is no 
“chain of command” at Transamerican. 
The executives report to President Got- 
fredson, although the process can hardly 
be called “reporting.” What happens, 
in fact, is that the door of the presi- 
dent’s office is open to them always, so 
that they may come in and consult with 
him. They do not go in to take orders; 
they go in to suggest, discuss, maybe 
argue a little. And what they get is an 
analysis of the problem and a quiet 
suggestion as to how it best can be met. 


More Than a Profitable Business 


Mr. Gotfredson sees his company not 
merely as a business to he guided to 
profitable operations. He sees it as a liv- 
ing accomplishment, an integral part of 
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AN INTERPRETIVE SECTION APPEARING 3rd ISSUE MONTHLY: - 


Safe Transportation 
Is the Product 


Of Shared Responsibilities 
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Special attention to safe transportation 


a great system of transportation, an arm 
of national defense. Says he: 

“Few of us realize the magnitude of 
the trucking industry and the rapid 
growth of motor transportation in re- 
cent years. The transport fleets of the 
25,000 or more motor freight carriers of 
the nation and the thriving trucking in- 
dustry, which together carry more than 
sixty per cent of the total tonnage moved 
in the nation’s commerce, could, in a 
war situation, make a tremendous con- 
tribution toward the winning of any con- 
flict in which we might be engaged. 

“In this vital transport army are some 
8,000,000 trucks and trailers, more than 
in all of the rest of the world combined. 
These vehicles haul more than 90 billion 
ton-miles of freight a year, an indication 
of the weight that motor carriers could 
throw behind the forces of freedom if 
called on to do so. 

“That, however, is only part of the 
story of the transport truck potential 
should war come. As in peace-time, the 
motor truck offers advantages over other 
forms of freight transportation. Not 
dependent on rails, landing fields, or 
charted waters, the truck transport 
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Transamerican’s Executive Staff 
l 
Executives who supervise Transamerican’s general office functions: Left to right: R. I. Dennis, executive vice-president; L. G. Naidow, secre- 
tary-treasurer; L. G. Cain, general rate publishing agent;,.M. D. Demaray, general claim agent; J. L. Totten, personnel and safety director. 
vehicle goes through to its final destina- Major overhaul of highway units is directs their activities. In _ relations HI 
tion at all hours and in all kinds of carried on at key points. Tractors are with shippers, there is seldom if ever - 
weather, to move the goods from the practically rebuilt on regular schedules. need for contact, by remote control, with ‘ect 0: 
shipping dock to the receiving dock.” A program of preventive maintenance is headquarters. To all intents and pur- tne rs 
Organized only a little over twenty in operation at all main garages of poses, the shipper is doing business with tary ; 
years ago, Transamerican has made _ the system, in charge of foremen anda _ a local concern, and the quoting of rates, Uncle 
marked gains in facilities and services in skilled mechanics, the duty of whom it is_ tracing of ‘shipments and handling of milita: 
the most recent decade. Its headquarters to keep the system’s entire fleet in top occasional complaints is done directly loadin 
are at Detroit, and its network of ter- road-operating condition. with the terminal manager of the termi- waste 
minals extends from Bridgeport, New . baENeee nal out of which the salesman in charge ‘ 
Britain and New York City, in the east, Terminal Management Responsibility of his account works. , aed “ 
to Omaha, Sioux City and Kansas City In the operating of its system, Trans- This attention to close personal con- _ 
in the west. This network is operated american puts the responsibility on tact with shippers, and the simplifying J pers 0: 
from 35 strategically located terminals. terminal managers. To each is assigned of methods of doing business is reflected sro 
It serves directly more than 1900 points a fleet of vehicles, for the use, dispatch in still another important way. Trans- | 5. 
daily with a fleet of 1000 units, all owned and operating of which he is responsible american publishes its own tariffs— — 
by the company. just as though he were running his own perhaps the singular, “tariff,” would be } emer 
In addition, there is in progress toward company with his own equipment. A more accurate description; because, ex- 
completion a program of building of loaded trailer may be dispatched from cept for a limited number of supple- §., It w 
new terminals at a number of points, 4 terminal to any other point on the ments containing amendments and instruc 
and modernization of facilities in many system, but its operations remain under changes required by time, all the sys- ad @ 
other localities. Last year, new Trans- the control of the terminal to which it is tem’s rates are contained in a single § Militar 
american terminals were completed and assigned. It normally is returned to that publication, compiled and issued by the take t 
placed in operation in St. Louis and terminal under load, although loads for company’s own tariff department, located install: 
South Bend. Others are under construc- parts of the trip, or occasionally, diver- at the general office in Detroit, and | “PS 
tion. sions to other routes are possible, but supervised by Mr. Cain, as general pub- a 
At the larger Transamerican terminals, !ways under the jurisdiction of the ishing agent. The current issue, to- or 
handling and dispatch of freight is ™anager of the originating terminal. gether with its three effective supple- § what ¢ 
speeded by mechanized handling. Trans- Most striking advantage of this decen- ments, names all commodity rates appli- loading 
fer is effected by use of lift trucks op-  tralized mode of operation, is in the ¢aple on the system. Checking a rate — waste » 
erating in many places over specially working of sales forces and in providing in it is literally as simple as looking up ff a mini 
designed concrete floors. The company service to shippers. The terminal man- a word in the dictionary Th 
plans eventually to mechanize the han- ager has the responsibility for hiring : id er 
dling on all of its docks. salesmen and his own sales manager (Continued on page 82) pe oth 
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Detroit terminal and general office building of Transamerican Freight Lines, Inc. 
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A. A.R. and Department of Defense Join 


In Successful Car Loading Seminars 


\HE lore of loading box cars and open 
top cars with freight was the sub- 
ject of six successful seminars in which 
the railroads cooperated with the mili- 
tary forces of their largest customer— 
Uncle Sam—to spread throughout the 
military establishment instruction in 
loading methods that will eliminate 
waste due to improper loading or mark- 
ing of military freight. 

To these seminars, held at six con- 
venient locations, came nearly 700 mem- 
bers of the military establishment—some 
civilians, some with the standing of non- 
commissioned or warrant officers, and 
others with officers’ insignia on their 
shoulders. 


It was not meant, of course, that the 
instruction these men received should 
end there. They now form what the 
military call a “cadre.” They are to 
take their training back to their own 
installations — ports, supply _ depots, 
camps, air bases, forts, arsenals, engi- 
neering depots, ordnance depots and 
plants, naval mine depots. There, in 
further seminars, they are to disseminate 
what they were taught about the proper 
loading and bracing of freight so that 
waste may be eliminated or reduced to 
a minimum. 


There was much talk of “waste” out- 
side the formal sessions. There was a 
consciousness that freight damaged or 
lost in transit wasted time, and money 
—the time of production and transpor- 
tation men, and the money of the pro- 
ducer, the shipper and the railroads. 
There was also the grim suggestion that 
a shipment that was “wasted”—whether 
by loss, damage, or destruction—might 
contribute its mite to a waste of life if 
combat material did not arrive where it 
Was wanted when it was needed. 

To an observer, there could be no 
doubt about the enthusiasm of the men 
who attended the seminars. Indeed, the 
Word went around that government con- 
tractors who had heard about the sem- 
Mars were asking that they be permitted 
to send men to attend in order that 
their own operations might have the ad- 
vantage of what was to be learned about 
Proper shipping methods. 

Out of this grew the suggestion that 
large industries might, like the military 
establishment, consider organizing for a 
Series of such seminars. It was even 
Suggested that the railroads might call 
In their men for such a thorough review 


By LEWIS W. BRITTON 


of what has been distilled from ex- 


perience and embedded in the rules of 


the Association of American Railroads. 


A Cooperative Effort 
The seminars were a cooperative ef- 
fort. They were sponsored by the Mili- 
tary Traffic Service, Department of De- 


fense, headed by Kenneth L. Vore as 
The seminars were conducted 


director. 
jointly by the departments of the Army, 
Navy, and Air Force, and the Associa- 
tion of American Railroads. 

At each seminar at least six A.A.R. 


representatives were present to represent 


the mechanical, and freight loading and 
container divisions of the A.A.R., as well 
as its Bureau of Explosives. 

The seminars were developed by the 


Edward H. Lastayo, U.S.A., commanding 
New York Port of Embarkation; Major 
General Frank A. Heileman, Army Chief 
of Transportation; Admiral J. Carey 
Jones, U.S.N., commandant, Ninth Naval 
District, and Brigadier General H. G. 
Maddox, chief of staff, Third Army, took 
on part of the job of creating enthusiasm 
for proper loading and securing of freight 
at some of the seminars. 


The contingent of A.A.R. men who 
helped in the joint effort was headed by 
V. R. Hawthorne, executive vice-chair- 
man, mechanical division, and E. J. 
Dahill, chief engineer, freight loading 
and container section. 

Of the A.A.R. staff men who addressed 
the seminars, J. H. Campbell, supervisor 
of A.A.R. loading, mechanical division, 


Nearly 700 Civilian Employes and Officers 


and Enlisted Men In Army, Navy and Air Force 


Attend Six Schools on Car Loading Methods, Preparing 


to Conduct Seminars at Their Installations. 


loading rules committee of the M.TS., 
under the chairmanship of Francis X. 
Dunleavy, assistant deputy director of 
the M.T.S., in cooperation with the 
A.A.R. 

Representing the committee at each of 
the six seminars were Lieutenant Colonel 
M. A. Hoard, Office of the Chief of Trans- 
portation, Department of the Army; E. N. 
Jackson, storage specialist, Bureau of 
Supplies and Accounts; Department of 
the Navy; and Major Raymond Lytle, 
transportation division, Department of 
the Air Force. 

Alternating with each other at the 
seminars were Colonel A. G. Viney, dep- 
uty director, M.T.S., and Dr. E. A. Night- 
ingale, consultant to the director of the 
M.TSS. 

Some of the seminars heard from 
“brass” as well. Major General William 
E. Farthing, U.S.A.F., Brigadier General 


and Burton Williams, loading rules 
supervisor, freight loading and container 
section, attended each one of the semi- 
nars. In attendance, they were closely 
followed by V. S. Boomer, engineer in the 
loading and container section, who was 
present at four of the seminars. 

The other A.A.R. men who took part in 
one or more of the school sessions were: 
Mr. Hawthorne, Mr. Dahill; L. T. Dono- 
van, assistant to executive vice-chairman, 
and Fred Peronto, secretary, mechanical 
division; C. R. Anderson, assistant chief 
engineer, F. C. Dansereau, east coast en- 
gineer, J. E. Roumilliat, southeast dis- 
trict representative, T. C. Kitchell, con- 
tainer engineer, G. A. Border, Jr., north- 
west representative, freight loading and 
container section; E. J. League, George 
H. Penner, R. E. Hart, W. H. Conley, S. R. 
Scott, and L. C. White, inspectors for the 
A.A.R. Bureau of Explosives. 





Left: Damage to freight in fibreboard boxes loaded in door area of 
box car without proper protection. Note that boxes shift forward 
against door frame, and are sometimes damaged when car door is 
Center: Result of straight stacking of fibreboard boxes in 


opened. 


At Bolling Air Force Base, Washington, 
D.c., J. H. Aydelott, vice-president, op- 
erations and maintenance department, 
A.A.R., was one of the speakers. 


The seminars were held at Oklahoma 
City, Tinker Air Force Base, April 4, 5, 
6; Oakland, Calif., U.S. Naval Supply 
Center, April 10, 11, 12; Great Lakes, 
Tll., U.S. Naval Supply Depot, April 24, 
25, 26; Atlanta, Ga., Fort McPherson, 
May 1, 2, 3; New York, N. Y., New York 
Port of Embarkation, May 7, 8, 9, and 
Washington, D.C., Bolling Air Force Base, 
May 10, 11, 12. 


Seminar Program 


The three-day program for 
seminar was a busy period. 

It opened with an address of welcome 
from the commander of the installation 
at which the seminar was held. This 
was followed by “keynote remarks” and 
a brief presentation of the purpose and 
scope of the seminar. Then the M.T:S. 
was described. 

The A.A.R. men then took over. Mr. 
Williams made introductory remarks and 
explained the railroad organization and 
loading requirements. Next came a dis- 
cussion of general rules and available 
types of railroad equipment, followed by 


each 


box car. 


proper door protection. 


a talk on loading ammunition and dan- 
gerous articles, and one on open top 
loading, mechanical equipment, followed 
by one on closed carloading methods 
and a sound film on open top loading. 
A talk on marking and astray freight 
closed the first day of this typical pro- 
gram. 

On the second day there was a 
presentation of open top loading of 
mixed material; loading cylindrical type 
containers; mixed type loads; a sound 
film’ on less-carloading, called, “It’s a 
Deal;” a talk on loading bags; another 
sound film on closed carloading. Next 
came talks on loading methods, fibre- 
board boxes packed with metal or glass 
inner containers, and empty projectile 
loading. 

The third day brought talks on pal- 
letized loading; loading cable reels; 
proper protection of machine tool equip- 
ment; test load procedures; and a freight 
yard operation sound film. 

Interlarded with these subjects were 
two army training films, one on open 
top loading and one on closed car load- 
ing. The test load procedures were pre- 
sented by one of the M.T.S. committee 
at each of the seminars. 


x4" Hold-Down Cleat 


1" Thick 
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—> 2"x 4" Diagonals 


_—2"" 4" Reinforcing Cleat 
for Heavy Loads 


and Knee Brace 


FLOOR DIAGONALS 


lifts and is driven into side of adjacent box. 
method of stacking recommended to avoid such damage. Right: Showing 
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Any shift causes diagonal damage as corner of one box 


A.A.R. “bonded block” 
Fibreboard and strapping keep lading back. 


The aforementioned program was typi- 
cal of the program at each of the semi- 
nars, although the subjects did not al- 
ways run in precisely the same order. 


In a discussion with Mr. Hawthorne 
and Mr. Dahill, the seminars Were called 
a“co-operative co-ordinating effort” be- 
tween the three services through the 
Department of Defense, working together 
to reach four objectives: (1) To get the 
freight to its destination in good condi- 
tion; (2) to avoid waste of any material 
through loss or damage; (3) to achieve 
maximum utilization of equipment; and 
(4) to avoid reducing railroad revenue 
by payments for loss and damage. 

In his introductory remarks at the 
seminars, Mr. Williams said that “the 
material which we will present in this 
seminar is intended to show how we can 
get the most efficient use out of the 
package on wheels—or freight cars.” He 
described bracing material as the “in- 
terior packaging” or “cushioning” of the 
“package on wheels.” 


Mr. Williams said that damage to 
freight during shipment was a waste oi 
labor and material, and_ represented 
“money poured down a rat hole.” 

In order that those attending the semi- 
nars might have their own seminar 


The above drawing illustrates proper application of brace to prevent shifting out of position as in photograph at right, showing a disarranged 
load of rifle barrels in which wood bracing had lifted out of position. 
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Gone? No « «not yet! But the familiar water tank is 


fast disappearing along the Southern Railway System. Why? 
Because Diesel locomotives don’t “drink” from water tanks 
. . . and Diesels now move about 80 percent of our traffic. 
Since 1940, the Southern Railway has spent more than $125 
million on Dieselization. A like amount has been spent for 
thousands of new freight and passenger cars and for all 
sorts of modern improvements and additions. Because the 
Southern has kept pace with expanding civilian transpor- 
tation needs of the growing Southland, it is better prepared 
than ever before to serve the South . . . better prepared to 
shoulder its full share of growing transportation demands 
of national defenses) SOUTHERN RAILWAY SYSTEM 
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Photograph taken in interior of box car showing disarrangement of fibreboard boxes because 
of improper stacking. 


material to take back to their local in- 
stallations, a “kit” was furnished to those 
in attendance, containing the pertinent 
A.A.R. loading rules and regulations and 
other material. 


Each kit contained the following ma- 
terial from the A.A.R. freight loading 
and container section: Sheets on stand- 
ard sizes and strengths of nails and 
other fasteners; a list of carloading 
reference information; information in 
Signode anchor plate removing tool, and 
on Acme anchor threader; a guide check 
list for preparation of car loading and 
bracing reports; a progress report on 
glued unit loading system; a description 
of retaining paper method of unitized 
loading; a recommended method for 
loading large straight sided fiberboard 
drums in closed cars; a Bemis Bros. 
multiwall packaging guide; and 31 
A.A.R. loading pamphlets. Also included 
in the kit was a copy of the 15th Per- 
fect Shipping Annual of TraFFric WoRLD, 
dated March 31, 1951; a reprint of the 
“Functional Guide to Military Domestic 
Freight Traffic Agencies,” from _ the 
March 24, 1951, issue of TRAFFIC WORLD; 
and several car safety placards. 


Military Views 

The view of the military authorities 
on the subject of proper loading was 
presented in the opening portion of each 
of the programs. 

At Washington, Major General Farth- 
ing, delivering the keynote address, told 
his audience that “you are beginning a 
study of one of the most important as- 
pects of loss and damage prevention— 
the proper loading of shipments in or on 
railroad equipment.” 


He told his listeners that transporta- 
tion was the lifeline of the national 
defense program, that it was the means 
“by which we move vehicles, guns and 
other supplies and equipment in accord- 
ance with military requirements.” 


The purpose and scope of the seminar 
program was sketched at each of the 
schools, in the course of which the men 
attending were told that, when they re- 
turned to their home stations, they were 
to pass on to other interested personnel 
the information obtained, either by dis- 
seminating the information to working 
associates, or by conducting further car- 
loading seminars in accordance with in- 


structions from their respective services. 
It was also said that emphasis in the 
continuing seminar program was to be 
placed on the training of civilian per- 


SAFE TRANSPORTATION— 


It is undoubtedly because of this simple 
manner of publishing rates, which re- 
duced the element of error in rate quota- 
tion and application almost to zero, that 
revision work at Transamerican is prac- 
tically non-existent. 

The system carries on other depart- 
mentalized parts of its work in similar 
simple and efficient fashion. Its record 
of safe transportation is reflected by a 
claim-payment ratio that is matched in 
implications of efficiency by the reputa- 
tion the company has for prompt pay- 
ment of just claims. Similarly, the in- 
tense safety work carried on through 
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sonnel who might be expected to remain 
on their present assignments longer than 
military personnel. 

Another paper dealt with the coordina- 
tion of loading rules activities within the 
Department of Defense, and the methods 
the services were to follow in asking for 
test loadings or test shipments. Those 
attending were told how the A.A.R. would 
cooperate in handling test shipments in 
actual line-haul transportation, and how 
to conduct local load tests. 

Finally, at each seminar, there was a 
paper by an M.T‘S. representative on 
the importance of proper marking to 
prevent loss of freight shipments. In 
this paper, the basic view of the military 
on the waste due to improper handling 
of shipments was expressed, as follows: 

“As you Know, carriers are liable for 
the full monetary loss sustained when 
shipments are lost in transit, except 
under certain conditions mentioned on 
the bill of lading. The military is in- 
terested in the dollar value of lost freight, 
of course, but if given a choice we must 
prefer to have the freight rather than 
the money represented thereby. From 
the military point of view, place-utility 
of freight is of far greater importance 
than the actual cost or value of that 
freight; therefore, it behooves each one 
of us to do all possible to prevent loss 
of our freight while it is in transit.” 


(Continued from page 78) 


the whole of the system’s forces—which 
number more than 1100—has resulted 
in an enviable record for safety both on 
the road and in the freight houses. 
A visit to one of Transamerican’s 
terminals is an enlightening experience. 
Here one sees what might be called 
orderly confusion, in the checking in of 
freight from local pick-up trucks, trans- 
fers across platforms effected with 
speed, and an overall air of efficient busi- 
ness. The company indeed is a solidly- 
forged link in the country’s expanding 
highway transportation system. 


Lift trucks insure safe and speedy transfer of freight on pallets at Transamerican termino!s. 
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TRAIN RapIO 


COMMUNICATION 


than any other railroad 
in the world 


Every diesel-powered train—passenger 
and freight—on the Missouri PACIFIC System will, 
by this summer, be equipped with train radio. Engineers on hundreds 


of trains will be in direct communication with each other. 


Thus, Mo-PAc, in its Centennial Year, again makes 
transportation history. 

. . . So passengers and shippers who specify 

“Mo-Pac”, the Modern Progressive 


Railroad, can count on even faster, more 


dependable transportation. 


MISSOURI 
| PACIFIC 
1851 eS LINES 
* A CENTURY 
OF SERVICE 
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GETS QUICK ACTION 





ON YOUR SHIPPING PROBLEMS 


These are times of emergency. They call 
for unusual methods to cut through red 
tape. With the increasing strain on our 
nation’s carriers, administrative snarls 
as well as physical incapacity may 


“The Best Way” 


operation to expedite traffic flow and 
improve service. Utilizing our vast 
facilities, Task Force National is ready 
to cut through red tape and obtain that 
“something extra” in service that you 
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hamper the shipment and delivery of require today. a 
vital goods. and sh 
g Regardless of the nature of your traffic tation 

The times call for a coordinated plan of problem or the size of your firm, Task a rathe 
attack that will quickly find remedies Force National representatives are at Soo. 
and shortcuts in situations bogging your service. Without obligation, they men wl 
down your shipments. will survey your operation, “trouble As a 
That’s why National Carloading Corpo- shoot” your traffic problems, and arth 
ration organized Task Force National make recommendations leading to im- lating « 
.. a force of traffic experts within our proved service. me): 
mature 

A COMPLETE TRANSPORTATION SERVICE “pe a 

NATIONAL CARLOADING CORPORATION ~~ 
Judson-Sheldon Division ¢ Judson Freight Forwarding Division Pte 
19 Rector Street, New York 6, N. Y. mental 

: you son 

ef. NATIONAL CARLOADING CORPORATION Dep't. ttn fant 


19 Rector Street * New York 6, N. Y. Befor 
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HIS series of articles, reporting the 

opinions and practices of carriers 
and shippers regarding freight transpor- 
tation selling and purchasing, is taking 
a rather interesting turn. In the course 
of our calls over the past several months 
we have almost invariably encountered 
men who have read some of our articles. 


As a result, we are being exposed to 
some rather vigorously expressed view- 
points. On top of that, we are accumu- 
lating quite a stack of reader mail that 
indicates not only a wide interest in this 
topic, but an exceedingly high order of 
Mature, unemotional thinking that is 
being applied in many quarters, in quest 
of sound solutions to this problem. 


Sharp Disagreement 


Outstanding in this picture is the sharp 
division of opinion on some very funda- 
mental points. We are going to report to 
you some of these contrasting viewpoints 
in the hope that an open scrutiny of this 
“debate” among members of your own 
clan will help you resolve your own 
thinking. 


Before we get into a discussion of these 
differences of opinion, let us record one 
Point of unanimous agreement. Al- 
though our contacts with the transporta- 
tion industry—through a combination of 
Personal interviews, group discussions 
and correspondence—now mount well 
into the hundreds, we have yet to en- 
Counter a single objection to the thought 
that better service selling is a pre- 
Tequisite to improved efficiency in the 
Sale of transportation services. And 
even among those carriers who appear to 
doing an outstanding sales job, and 


How far should 


a service salesman go? 








By W. SCHUYLER HOPPER 
President, The Schuyler Hopper Company 


are justifiably proud of it, we encountered 
a very encouraging eagerness to do still 
better. 

But opinions on how to go about it 
vary all over the lot. Maybe that’s a 
perfectly natural thing, because different 





This is the twelfth of a series of 
articles on the problems of selling 


transportation today. Their ob- 
jective is to explore the possibility 
that the efficient methods of 
American industry could be ap- 
plied by the carriers to help them 
increase tonnage at lower unit 
sales cost. They have been pre- 
pared by Mr. Hopper, president 
of The Schuyler Hopper Com- 
pany, advertising and marketing 
firm, after field research by mem- 
bers of the company’s staff. 


—THE PUBLISHER 





carriers of different sizes and in different 
locations have different problems. Those 
variations sometimes are almost as 
marked as the differences between trans- 
portation selling and commodity selling. 
But on that score, you be the judge. 
Listen to these significant passages 
from a letter written to us by a traffic 
management executive serving a group of 
shippers: 
“If service selling can be profitably 
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undertaken in connection with the mer- 
chandising of physical products, cer- 
tainly it is a must where the product 
itself is service. 

“I came to the above conclusion a 
number of years ago, but since that time, 
the thing that has had me stumped is 
just how a transportation salesman can 
go about giving better service. Without 
meaning to be at all critical, I have had 
the feeling in reading your articles so 
far that you were dealing with isolated 
symptoms all around the outer edge of 
the problem without getting to the heart. 

“In looking back over your articles, I 
can see that you were making the same 
basic mistake that so many of us who 
have tried to analyze the problem have 
made. You were trying to find out what 
was wrong with the individual trans- 
portation salesman. Obviously, there are 
some things wrong with some individual 
transportation salesmen, but certainly, 
on the whole, the human beings employed 
by the transportation agencies as sales- 
men have the same virtues and short- 
comings as those employed by the trans- 
portation agencies in other fields and by 
other concerns in all fields. On the 
whole, I think most of the transporta- 
tion salesmen I have come in contact 
with in my years of experience have 
been all that could be desired as in- 
dividuals.” 

(At this point, let us interrupt this 
traffic manager’s letter with a word of 
explanation. We do this, not defensively, 
but in the interests of fuller understand- 
ing of the purpose of our interviews ‘and 
of these articles. We haven’t been try- 
ing to find out whether or not anything 
is wrong with the individual transporta- 
















































tion salesman. Rather, we have been 
digging to discover whether or not there 
was something wrong with his methods. 
You see, in 26 years of this kind of work 
it has been our experience that you have 
to find out what a sales crew is doing 
wrong before you can find out what sales 
policies are wrong. You have to find out 
what some of the outstanding salesmen 
in a given field are doing right before 
you can find out which sales policies are 
right—or perhaps, as has been the case 
several times in the course of this proj- 
ect, you find out what a salesman is doing 
right in defiance of established policies!) 


Now to get back to the traffic man- 
ager’s letter: 


“The question then arises as to just 
where the trouble lies, and I think in 
the three paragraphs quoted below from 
page 30 of the February 24 issue of 
TRAFFIC WORLD, you have now pierced 
a to the very heart of the prob- 
em: 

“‘For instance, years of tough experi- 
ence taught a well-known manufacturer 
of recording and control instruments 
how costly it was to expect a salesman 
to be able to demonstrate their products 
to the great variety of chemical in- 
dustries, petroleum refineries, and power 
plants, No matter how well the sales- 
man knew his instruments, it was ex- 
ceedingly difficult for him to talk to 
prospects about them in terms of their 
particular needs. 

“‘*Prospects did not want instruments. 
They only wanted to do something, to 
perform some process or operation more 
efficiently. Not until the salesman could 
uncover that need, and understand it, 
could he begin to succeed in selling his 
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instruments successfully. Then he be- 
came a sales engineer. Then he became 
a specialist in certain chemical processes 
or in certain refining operations. Today 
the company’s force of sales engineers 
works on an industry basis and not on 
a territorial basis. Each man is an ex- 
pert in the problems of his particular 
species of prospects. 


Key is Prospect’s Problem 


“‘Any salesman can know his product. 
But a real service salesman is a man 
who knows his prospects’ problems and 
how his product or service can help solve 
them. A freight solicitor is a man who 
knows rates and routes and regulations. 
A transportation engineer is a man who 
can interpret this knowledge into ad- 
vantages for shippers—a man who can 
“figure out how to save them money.” 
That’s tough, if you try to do it for all 
shippers on your beat—shipping every- 
thing from bobby pins to farm tractors.’ 

“T think you have condensed into three 
paragraphs the whole basic reason why 
a transportation salesman finds it diffi- 
cult to engage in ‘service selling,’ even 
though the article he is merchandising 
is nothing but service. That reason lies 
in the misconception underlying the car- 
riers’ solicitation organizations. Almost 
without exception, those selling organ- 
izations are organized strictly along 
geographical lines. In a city like ours, 
the organization along geographical lines 
extends even to assigning certain sec- 
tions of the city to one man. Under that 
system, no transportation salesman is 
given an opportunity to really success- 
fully perform any function other than 
that of maintaining personal contact 
with the customers in his area. 
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“Here, I think, lies the weakness of 
practically all transportation selling. In 
the great majority of cases, transporta- 
tion agencies consider personal contact 
to constitute at least 90 per cent of the 
selling job. While personal contact is 
important and provision should be made 
for a certain amount of it, it simply does 
not take the place of rendering service, 

“In this connection I can give you 
several pertinent illustrations. 

“A number of years ago I was traffic 
manager for a fairly good-sized concern 
producing an article and shipping it in 
carload lots to thirty-four states in the 
United States and ten or twelve foreign 
countries. We were located at a point 
served by six or seven major railroads. 
At that time, just out of curiosity, I 
counted sixty-five contact representa- 
tives of transportation agencies who had 
an assignment to call on me once a 
month or oftener. Yet, with one or two 
outstanding exceptions, not a one of 
them had the necessary technical train- 
ing or requisite authority to actually do 
anything for me. I can well remember 
one representative of one of the local 
railroads serving the point at which our 
plant was located, who had been assigned 
the task of calling on me twice every 
week, fifty-two weeks a year. The par- 
ticular gentleman in question was a very 
amiable one. Yet, after a few weeks the 
calls became very pairiful for both of us. 
We simply did not have anything to say 
to each other that often. Yet, if I 
wanted to discuss a real problem with 
someone on that railroad who could do 
something about it, the chances are I 
would have had to take a trip of several 
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hundred miles to their general office to 
do so. 

“A more recent and specific example 
which occurs to me is the following: Two 
large industries here in this city con- 
sumed between them huge quantities of 
a certain basic material. In one of the 
companies, the purchasing agent was 
also charged with handling traffic. 


Local Men Lack Authority 


“These companies were located at a 
point served by three major railroads. 
A few months ago, a supplier of a com- 
peting material came to all three com- 
panies with a proposition for getting his 
product delivered to their plants at a 
substantially lower delivery cost than 
they were currently paying for the ma- 
terial, which had always been shipped 
to them by rail. As soon as this poten- 
tial supplier approached these industries, 
the purchasing agent of one of the com- 
panies mentioned the subject to the con- 
tact representatives of the three railroads 
who called on him. He told them that 
the delivered price of the competing ma- 
terial would save his company consider- 
able money over the delivered price of the 
material they were currently receiving 
over these three railroads, and that if 
they wanted to continue to haul this ma- 
terial to his plant, some adjustment must 
be made in the freight rate to meet this 
new competitive condition. The contact 
representatives of these three railroads 
continued to call on this purchasing 
agent regularly over a period of months. 
He told them about the situation on in- 
numerable occasions. Additionally, some 
of the producers of the material in ques- 
tion, when they heard that they were 
about to lose the business, also brought 
the matter to the attention of the rail- 
road contact representatives who called 
on them. 










































































‘Eleventh-Hour’ Rescue 


“But nothing was ever done by the 
railroads, and finally the contract was 
already drawn up with the competing 
supplier and was only awaiting signature. 
Some of the producers of the material 
that was about to lose out found out 
about this and went over to see the pur- 
chasing agent and got him to agree to 
hid up signing the new contract for a 
period of 24 hours and then got on the 
tlephone in an appeal to the traffic 
vice-president of one of the railroads 
concerned. 


“When that situation was brought to 
the attention of this traffic vice presi- 
dent, he immediately agreed to do some- 
thing about it in order to meet the com- 
petition of the other material that could 
be delivered at a lower price, and thus 
kept the plants on the old material and 
kept the business for his railroad. 


“It seems to me that the contact repre- 
sentative immediately upon learning of 
the problem should have been able to 
send for and get someone from his or- 
fanization in the nature of a ‘transpor- 
tation engineer,’ as you express it, and to 
have gotten work started immediately on 
the problem. It takes millions and mil- 
lions of tons of freight monthly to keep 
the three railroads going who serve these 
Particular plants. If that railroad has 
0 depend on its traffic vice-president 
taking action in every such instance 
that arises, there simply is not enough 
lime in the day for the traffic vice- 
president to handle enough situations in 
order to accumulate sufficient traffic to 
€ep the railroad in business. 


“All during the several months when 
absolutely nothing was being done toward 














solving the problem which would keep 
this traffic for the rails, contact repre- 
sentatives of the three railroads and 
many other railroads were constantly 
making repeat calls on the purchasing 
agent in question. Yet, through no fault 
of their own, none of them had had the 
technical training or requisite authority 
to do anything about the problem which 
was staring them in the face. 

“Still more recently, a shipper I know 
(whom I will call Company X) had under 
consideration the purchasing of an ad- 
ditional plant located on Railroad A at 
a local station in a neighboring state. 
That local station comes under the juris- 
diction of Railroad A’s traffic office in 
an adjacent city. 


“Upon making a survey of the rate 
situation, the rates were found to be 
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considerably out of line if the proposed 
operation was to be on a competitive 
basis with other operations in the same 
general territory. 


“In addition to clerical personnel, Rail- 
road A maintains three titled representa- 
tives in its traffic departments at three 
separate cities in this general area. 


“Yet, in order for us to find anyone 
with Railroad A with whom we could 
discuss the situation and have any hope 
of having it corrected, the sales man- 
ager of Company X and a representa- 
tive from this office had to make an 
appointment with an official of Railroad 
A at its home office and make a trip all 
the way over there to talk to him in 
person. The official contacted was of 
no higher rank than some of those lo- 
cated near us. However, there simply 
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was no one among all of the railroad 
personnel at the nearby locations who 
had the necessary technical training to 
understand the shipper’s problem, or the 
required authority to do anything about 
it. 

“Even now that we have contacted the 
proper official at headquarters and ar- 
rangements are under way to make the 
necessary corrections in the rate struc- 
ture, the rate officials at the home office 
are so short-handed that they cannot 
possibly progress the matter as fast as it 
should be handled. Meanwhile, other 
representatives of the traffic department 
at nearby points frequently are calling 
on us simply to keep up contacts. 


Why Can’t Solicitors Do This? 


“Again, it seems to me that when the 
railroad’s contact representative first 
found out about the problem and knew 
it was one that he had neither the tech- 
nical training nor requisite authority to 
do anything about, he should have been 
able to report it immediately to someone 
on his railroad. The railroad would have 
had a sufficient staff of trained men to 
have immediately dispatched one to call 
on the shipper and commence work on 
solving his problem. I can assure you 
that such a course of action on the part 
of the railroad would have done far, far 
more to sell its transportation service 
to this shipper than all of the mere con- 
tact calls that they will ever make on 
him. ' . 

“Summing the whole subject up, I 
think that it can be said that top man- 
agement of the transportation companies 
simply do not provide the type of or- 
ganization which will enable their repre- 
sentatives to perform ‘service selling.’ 
There are, of course, outstanding in- 
stances in which individual transporta- 
tion representatives of unusual capacity 
and ability manage to achieve a sem- 
blance of service selling in spite of the 
very unfavorable climate provided by top 
management. 

“If you find anything in this letter 
that will be of help to you in your series 
of articles, you are perfectly welcome to 
use the information, although, for ob- 
vious reasons, I would prefer that names 
be omitted. 

“IT have greatly enjoyed your articles 
thus far, and look forward with pleasure 
to reading the balance of them.” 

So there you have this traffic execu- 
tive’s experiences. They detail the feel- 
ing we have encountered again and again 
among shippers. But now listen to what 
a top-ranking traffic officer of a railroad 
has to say. He was commenting on the 
case we reported in our fifth article, ap- 
pearing in the December 9, 1950, issue of 
TRAFFIC WORLD, concerning a _ district 
freight agent in the Middle West who 
had made a phenomenally successful 
record by concentrating mainly on ship- 
pers in similar lines and by making in- 
tensive studies of the rates, routes and 
regulations which apply to this class of 
freight. As you may recall—he’s the 
fellow who said: ; 

“TI don’t know anything about selling— 
I just help them save money. I saved 
one company over $200,000 in one year, 
and another has saved over $100,000 
every year for several years as a result 
of the program I was able to work out 
for them.” 

When we called on the railroad traffic 
executive who had read that article, he 
opened up by saying: 

“IT just can’t see how the man could 
do it. How could he spend enough time 
to learn all the rates and regulations 
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that he’d have to learn to get into that 
much detail? He isn’t a salesman, he’s 
a rate man! 

“And how did he take care of all the 
other accounts in his territory? If he'd 
been working for us, he’d have been 
fired before he ever got as far as he 
did. 

“We have rate specialists and we have 
specialists in the handling of various 
classifications of freight such as perish- 
ables, livestock, heavy machinery, coal, 
etc. 


Using Home Office Facilities 


“My job is to teach our salesmen how 
to use these facilities in their work. But 
I certainly can’t see any sense in trying 
to persuade them to learn to be experts 
in any one of these things themselves. 

“Most of our boys have been rate clerks 
or chief clerks, or both. We, of course, 
try to pick them to some extent for 
aptitude in terms of personality and 4 
seeming liking for sales work, though, 
of course, we’re sometimes ‘persuaded’ 
to move a man into sales work because 
of seniority or one thing or another, and 
it later turns out he wasn’t very well 
suited for it. 

“T think we are really working toward 
a practical application of what you call 
service selling, and I think that a lot 
of the shippers you’ve talked to are over- 
impressed by a small handful of solici- 
tors of the old school. I. believe that 
most railroads are working in this di- 
rection today. 


“But getting back to that extraordi- 
narily successful sales solicitor you wrote 
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about last December, it seems to me that 
the man could have done just as well, 
or maybe better for himself, if he had 
let his home office do a lot of the rate 
figuring instead of learning how to do it 
all himself. He certainly couldn’t achieve 
very good coverage of his territory, and 
I’m surprised he was allowed to operate 
that way.” 

So there we see a vivid contrast be- 
tween the views and experiences of a 
traffic executive serving a wide variety 
of shippers in a sizable area of the 
United States, who sees no relief until 
the railroads train their men to be of 
real help right on the spot—and on the 
other hand, a railroad traffic officer who 
believes from his equally vast experi- 
ence that the solution is to train the 
salesmen to make better use of the home 
office facilities. 


What About Manufacturers? 


Many an industrial manufacturer has 
found that a reasonable combination of 
the two is the answer. And sometimes it 
is found that this changes by territories 
in relation to their accessibility and also 
in relation to the added cost of increas- 
ing the force of specialists at the home 
office and the expense of traveling them 
out to points along the line. 

And of course, there’s always the 
matter of good salesmen working these 
things out for themselves to reasonable 
degrees within the limits of company 
policies. On that score, let’s listen for 
a moment to the words of the traffic 
manager of one of the biggest shippers 
in the world, who previously was a freight 
traffic officer on a large railroad. Said 
he: 

“I guess maybe the big trouble in this 
field is lack of incentive. I know you 
commented on that in your talk and 
you’ve hit it a couple of times in your 
articles. 

“The other day I was talking to the 
vice-president of a railroad, and he told 
me that you had been discussing the 
idea of incentive systems in freight 
transportation selling, and that he had 
told you it couldn’t be done. 


“Tt don’t know whether or not it can, 
and I certainly see that it might be a 
complicated thing to work out, but the 
more I read your articles and the more 
I think about this whole subject, the 
more convinced I am that the reason the 
average freight representative doesn’t do 
any more than he’s told to do—and about 
all he’s told to do is make a lot of calls 
and be a nice guy—is because there’s no 
reason in the world why he should do 
anything more. 

Why Show Initiative? 


“There’s no reason why he should use 
his head, why he should go out of his 
way to dig into a customer’s problems, 
why he should even take the trouble to 
make full use of the faciiities and serv- 
ices supplied by his employers, like get- 
ting their special rate men into the 
picture and so on. 

“I think that most lines today have 
splendid special services, many of which 
can be helpful by mail or by phone call, 
but the representatives just don’t bother 
to make good, intelligent use of these 
facilities. 


“T guess that brings us back again to 
the fact that there’s no damn reason why 
they should. If they just go along and be 
good boys and grow old gracefully and 
wait for somebody up the line to retire, 
they’ll be moved along in accordance 
with the seniority system of their com- 


pany.” 
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Isn’t it significant that somehow we 
keep coming back to this matter of lack 
of incentive? To us it’s also significant 
that the handful of solicitors we’ve met 
who, with some burning force within 
them that made them disregard the lack 
of official incentive, went ahead and did 
an outstanding job anyway, wound up 
by getting hired away from the carriers, 
either by a big shipper or a big forward. 
ing company. 

But if a business operates on the basis 
of the main incentive being for a man 
to work himself out of that business— 
we raise the question—isn’t that a 
helluva way to run a railroad? 


Courses in Packaging of 
Military Supplies Planned 


Establishment of packaging schools to 
train military and civilian personnel in 
the proper preservation, packaging and 
packing of military supplies and equip- 
ment has been approved by the Muni- 
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fense, J. D. Small, chairman of the Mu- 
nitions Board, has announced. 

Several educational institutions in 
strategic locations are being considered 
for packaging schools, according to Mr 
Small. Each, he said, would provide 


training for 1,800 to 2,400 annually but® 
no definite, regional locations had beeng’ ~ 


selected. He pointed out that a similar 
school was operated in World War II 
at the Forest Products Laboratory at 


Madison, Wis.,.where more than 16,0008 


persons were trained. 


“The courses will be of approximately§ 


two weeks duration and will include the 
basic standard requirements of the mili- 
tary in preservation, packaging, packing 
and marking, and carloading,” said Mr. 
Small. “No registration or tuition fee 
is contemplated. Personnel from indus- 
try will furnish their own transporta- 
tion to the school, and lodging expenses 
while there. 

“Forms for application will be supplied 
upon request to firms who have accepted 
government contracts as prime or sub- 
contractors. Such requests should be 
addressed to: Munitions Board Packag- 
ing Agency, Washington 25, D.C. Appli- 
cants will be notified well in advance of 
their selection.” 


Norris Compares Rail Costs, 


Revenues to Hare, Tortoise 


“Railroad revenues and railroad costs 
have been engaging in a ‘hare and tor- 
toise race’ with a new twist,” said Ernest 
E. Norris, president of the Southern 
Railway, in an address at a meeting of 
stockholders of the Southern, May 15, in 
Richmond, Va. 

“The ‘costs rabbit,’” he said, “never 
stops to rest so the ‘railroad revenue tor- 
toise’ can never catch up unless he’s 
vitamized with freight rates adjusted 
more nearly to present-day levels of 
costs, and that would be in the best 
interests of the country no matter what's 
ahead.” 


Mr. Norris stated that prior to the out- 
break of the Korean war the Souther? 
had ample equipment and facilities for 
normal traffic, but that, due to mounting 
defense transportation demands, it had 
ordered 100 additional diesel locomotive 
units that were now being received, an¢ 
2,000 new box cars on which deliveries 
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soon would begin. When all diesels now 
on order were received, the Southern 

m would have a total of 747 units, 
“one of the largest diesel fleets in the 
country,” he said. 


B. & O. Opens $5 Million 


Pier for Imported Ore 


A five-million-dollar pier designed 
especially to handle imported ore was 
opened May 15 at Baltimore, Md., by the 
Baltimore & Ohio Railroad. 

Completion of the new facility, capable 
of trans-loading 2,000 tons of ore per 
hour from ship to railroad cars, was de- 
sribed as.a miletone in the history of 
American steel production. 

“Heretofore, for the most part, do- 
mestic ores. have fed America’s steel 
furnaces,” the B. & O. said. “But, in order 
to preserve the remaining high-grade 
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domestic sources, America’s steelmakers 
recently have turned to the development 
of foreign ore sources. 

“Recognizing this trend and realizing 
the need for bulk-handling facilities to 
receive the foreign ores, the B. & O. 
Wo years ago decided to build its new 
pier here. The pier is the first modern, 
completely new facility of its kind espe- 
tially constructed to accommodate the 
lewer ocean-going ore-carriers of up 
to 40,000 tons. The facility will handle 
an increasing flow of iron, manganese, 
chrome and other ores from foreign 
_ particularly Liberia and Vene- 

ela. 

“Hundreds of America’s steelmakers 
and prominent leaders in the railroad 
and shipping industries were on hand 
for the formal opening ceremonies. 

“The S. S. Chilore, of the Ore Steam- 
ship Company, a subsidiary of the Beth- 
lehem Steel Company, was berthed at 
the new pier. Its cargo was 26,000 tons 
of high-grade iron ore from Chile, des- 
tined for the Bethlehem Steel Company 
plant at Bethlehem, Pa. 

In the opening ceremonies at the pier 
site, on Curtis Bay, Baltimore Harbor, 
brief ad dresses were made by Governor 
Theodore R. McKeldin, of Maryland, 
Mayor Thomas D’Alesandro, of Balti- 
More, President S. Page Nelson, of the 

timore Association of Commerce, and 
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Colonel Roy B. White, president of the 

B. & O. 
“The import ore pier is designed to 
unload the largest ocean-going carriers 
within a 24-hour period,” said the B. & 
O. “The ore will be scooped out of the 

* ships’ holds by huge 15-ton buckets. 
Smaller buckets, interchangeable with 
the large ones, can be used for cleaning- 
up operations. 

“The buckets drop the ore into bins 
which feed it onto a conveyor belt. The 
belt carries the ore to a scale-house 
where it is weighed automatically before 
it is deposited in waiting railroad cars 
on the tracks below. 

“The new facility is capable of han- 
dling as much as 10,000,000 tons of ore 
«a year, or more. . . . Construction of the 
pier began in January 1950. Six hundred 
and fifty feet long, it has two ore un- 
loading machines on movable towers. The 
pier is designed so that it can be ex- 
tended an additional 600 feet and two 
more unloading machines can be erected 

on it, to accommodate two ships at a 
time, if the demand for imported ores 
increases. 


Loading Cantaloup Crates 
On End in Rail Cars Can 
Save Money, P.M.A. Finds 


By loading crates of cantaloupes 
on end in railroad cars*and doing 
away with the usual lengthwise 
loading of such crates, about a mil- 
lion dollars a year might be saved 
through reduced breakage, spoilage, 
refrigeration costs and other factors, 
according to a report issued May 15 
by the U. S. Department of Agricul- 
ture. 


The Production and Marketing Ad- 
ministration, the agency which super- 
vised the research work on which the 
report was based, estimated that on the 
basis of 1949 shipments, the breakage 
saving alone could amount to about 
$600,000. 

“Test shipments showed that break- 
age of crates was reduced two-thirds, 
and bruising of melons one-half, by the 
upright method of loading,” said the 
P.M.A. “In addition, this loading 
method would have reduced from 22,044 
to 20,347 the number of cars required 
for 1949 shipments, with savings of 
about $275,000 in refrigeration charges, 
on the basis of rates now applicable. 
An unmeasured amount of additional 
savings also would be effected through 
reduction in spoilage of bruised melons, 
which doubtless will bring total savings 
above the million-dollar mark.” 

The work covered by the report was 
done under the research and marketing 
act and under a contract with, the 
Western Growers Association, Los An- 
geles, Calif. Copies of the report, “Re- 
duction of Cantaloup Loss and Damage 
in Rail Transportation Through Use of 
the Upright Loading Method,” may be 
obtained from the P.M.A. Office of In- 
formation Services, U.S. Department of 
Agriculture, Washington 25, D.C. 


Motor Safety Award Program 


The Middlesex Motor Freight Carriers’ 
Association, New Brunswick, NJ., at a 
dinner meeting held April 26 at the 


Roger Smith Hotel, launched a high- 
way safety award program for the general 
public, according to Elihu Joseph, execu- 
tive-secretary of the association. Awards 
will be made for acts of courtesy on the 
highways and streets. Motorists cited 
by the association for courtesy will each 
receive $5 and an engraved card con- 
firming the award. Each month there 
will be a $25 U.S. Defense Bond for the 
person considered to have shown the most 
courtesy. Slogan for the campaign is 
“The Courteous Driver is a Safe Driver.” 


National Carloading Opens 
New Office and Station 


The National Carloading Corporation 
has announced opening of a new station 
in Worcester, Mass., and a new solicita- 
tion and information office in Memphis, 
Tenn. 

Addition of the Worcester station 
brings to 137 the total number of stations 
of the corporation in the United States, 
according to Paul J. Coughlin, vice- 
president. It will handle shipments of 
merchandise and will also serve as local 
headquarters for the corporation’s Jud- 
son-Sheldon division, which covers im- 
port-export, and Judson freight forward- 
ing division, which ships used household 
goods and automobiles. 

The new Memphis office, to provide 



























Three top-level changes in the man- 
agement of the Great Northern Railway 
were effected May 10 by the railway’s 
directors following 
the annual meeting 
of the company’s 
stockholders. Frank 
J. Gavin, president 
of the railway for 
the last 12 years, 
was elected chair- 
man of the board. 
John M. Budd, 
operating vice- 
president, was 
elected to the presi- 
dency and as a di- 
rector to succeed 
Nicholas Stockham- 
mer, of New York City, resigned. Ira 
G. Pool was named to succeed Mr. Budd 
as operating vice-president. Mr. Gavin, 
who has served the Great Northern for 
54 years, became president of the railway 
in 1939, succeeding the late W. P. Ken- 
ney. Mr. Budd left the Great Northern 
in 1947 for the presidency of the Chicago 





Frank J. Gavin 





John M. Budd Ira G. Pool 
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improved shipping service to destina- 
tions in Inter-Mountain and Pacific coast 
territories from the Memphis area, wil] 
be in charge of G. E. Boehm, formerly 
manager of the corporation’s station at 
Shreveport, La. 









New York Central Issues 


Freight Car ‘Timetable’ 


Schedules of all New York Centra] 
merchandise cars between cities on its 
system and to off-line points are listed 
in a freight car “timetable” now being 
distributed by the N.Y.C. to shippers and 
receivers of l.c.l. freight. 

Material in the booklet includes a brief 
description of the railroad’s merchandise 
freight operations, a complete list of its 
freight traffic representatives, schedules 
of cars by elapsed days to and from 
about 200 freight stations that originate, 
terminate or transfer about 98 per cent 
of the Central’s l.c.l. tonnage, and an 
index in which the type of service and 
the transfer point of merchandise for 
approximately 700 cities and towns with 
a population of 1,000 or more served by 
the Central are shown. Many truck 
routes serving several hundred interme- 
diate way stations are identified by con- 
centration points from which this service 
radiates. 
































& Eastern Illinois Railroad, returning to 
his “home” railway in 1949 as operating 
vice-president. Until his election as 
operating vice-president, Mr. Pool was 
general manager of lines east, with head- 
quarters in Duluth. He has been suc- 
ceeded in that position by Thomas A. 
Jerrow, superintendent of the railway’s 
Dakota division, in Grand Forks, since 
1945. 



































Alfred Scheideker has been appointed 
traffic manager for the Duluth, Missabe 
& Iron Range Railway Co., Duluth, 
Minn., succeeding J. L. Abramson, de- 
ceased. C. C. Carlson has been appointed 
assistant traffic manager. 



































John B. Hedges, formerly on the re- 
search staff of the Academy of Advanced 
Traffic, New York, N.Y., has been ap- 
pointed director of traffic, General Ca- 
ble Corporation, with headquarters in 
Bayonne, N.J. Other appointments an- 
nounced by the corporation are Edward 
C. Forster, traffic manager, and David 
Ross, assistant traffic manager, also with 
headquarters in Bayonne. 

ES od a 

R. W. Bramwell has been elected vice- 
president — traffic, Pittsburgh & Wes 
Virginia Railway Co., Pittsburgh, Pa. He 
was formerly general traffic manager 0 
the railway, which position has bee 
abolished. 




























































* ca * 


Coastwise Line, San Francisco, Calif. 
has announced appointment of Charles 
M. Noble as assistant to C. V. Lynch 
vice-president in charge of traffic, effec 
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Increased Yards 


Santa Fe has doubled its yards 
at important terminals. Now 
trains get in andout in lesstime! 


PROGRESS 


in Railroading 





tive May 15. Mr. Noble was formerly 
associated with Interocean Steamship 
Corporation, San Francisco, first as traf- 
fic manager of intercoastal service and 
later manager of European service and 
general passenger manager. 

* * a 


Approximately 500 traffic and trans- 
portation men gathered for a luncheon 
May 9 in the Hotel William Penn, Pitts- 
burgh, to honor 
John B. Keeler, spe- 
cial traffic consult- 
ant for Koppers Co., 
Inc. Mr. Keeler re- 
cently resigned as 
vice-president and 
manager of Kop- 
pers traffic and 
transportation de- 
partment, but re- 
mains as traffic con- 
sultant. The lunch- ° 
eon was arranged 
by friends who had 
long worked with 
him in traffic matters and in the Na- 
tional Industrial Traffic League and the 
Pittsburgh Traffic Club. Mr. Keeler is a 
past president of both organizations. 
C. C. Dailey, assistant freight traffic man- 
ager, Lehigh Valley Railroad, was chair- 
man of the luncheon. E. G. Plowman, 
vice-president in charge of traffic for the 
United States Steel Corporation, serving 
as toastmaster, presented Mr. Keeler with 
a gift in behalf of his friends. Among 
the speakers who paid tribute to Mr. 
Keeler’s years of service and participa- 
tion in national traffic affairs were Bre- 
hon Somervell, chairman and president 
of Koppers; A. G. Anderson, general 
traffic manager, Socony Vacuum Oil Co., 
New York City; A. H. Farrar, freight 
traffic manager, Baltimore & Ohio Rail- 
road, Pittsburgh, speaking for the Na- 
tional Freight Traffic Association; J. W. 
Brennan, president of the New York 
Traffic Club; A. B. Murphey, president of 
the Chicago Traffic Club; W. F. Bollman, 
president of the Pittsburgh Traffic Club; 
R. H. Miller, freight traffic manager of 
the Pennsylvania Railroad, speaking for 
railroad groups, and W. F. Morris, Jr., 
vice-president of the Weirton Steel Co., 
speaking for industrial groups. 

* * 





John B. Keeler 


Charles J. J. Cox has been elected con- 
troller and assistant treasurer of Western 
Air Lines, Los Angeles, Calif., succeeding 
the late Robert H. Purcell. He was for- 
merly associated with Peat, Marwick, 
Mitchell & Co., certified public account- 
ants of Los Angeles, on commercial air- 
line financial and accounting procedures. 

* ea * 

Andrew G. Diddel has been appointed 
traffic and sales manager for the New 
York City area of Eastern Air Lines, Inc. 
He was formerly sales training manager 
for the airline at its general office in New 
York. 

* * a 

J. O. “Bill” Urquhart has been ap- 
pointed manager of group and conven- 
tion sales for Capital Airlines, Wash- 
ington, D.C. Formerly manager of spe- 
cial events, Mr. Urquhart joined Capital 
in 1935 as assistant operations manager 
in Washington, later serving as assistant 
district traffic manager and assistant to 
the vice-president of traffic and sales. 

* * + 

Promotion of Warren A. Russell from 
division freight agent, Norfolk, Va., to 
general agent, New York, N.Y., Atlantic 
& Danville Railway Co., succeeding A. C. 
Hopkins, resigned, has been announced 
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by E. E. Young, traffic manager. W. F. 
Bonney, Jr., formerly traffic and in. 
dustrial agent at Norfolk for the raij- 
way, was appointed to succeed Mr. 
Russell as division freight agent at Nor. 
folk. The position of traffic and indus- 
trial agent has been abolished. E. C, 
Curling, formerly chief clerk in the gen- 
eral traffic department, was promoted to 
the newly-created position of commercia] 
agent at Norfolk. 


* * * 


John J. Roche and J. T. Taussig have 
been elected assistant secretaries of the 
Chicago, Milwaukee, St. Paul & Pacific 
Railroad Co. Mr. Roche was formerly 
chief clerk to the vice-president—finance 
and accounting, while Mr. Taussig served 
as statistician in the operating depart- 
ment. They will continue their head- 
quarters in Chicago. Appointed city 
freight agents for the railroad are Harry 
W. Parent, Jr., at Milwaukee, Wis., and 
Robert J. Young, at St. Paul, the latter 
succeeding John L. Maher, who has re- 
turned to military service. 

a of ~ 


Appointment of Joseph A. Mallock as 
head of a new export and import depart- 
ment of Mid-States Freight Lines, Chi- 
cago, Ill., has been 
announced by 
A. C. Jackson, vice- 
president and sales 
manager of the 
company. Mr. Mal- 
lock has had 28 
years of experience 
in the export and 
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for several years 
was traffic manager 
of the Franklin 
Freight Forwarding Co. The company said 
the new department was being formed as 
an added service to shippers and receivers. 
It was stated that the department would 
not serve as an office for the clearance of 
shipping documents as now handled by 
brokers, but would facilitate the handling 
of foreign shipments by use of fast relay 
service in transit. In addition to the 
speed in transit, said the company, the 
department would utilize “the flexibility 
of truck use” in the ports of New York, 
Boston and Philadelphia. 


& + * 


Edmund H. Lewis has been appointed 
manager of United Air Lines’ station at 
Santa Catalina Island, Calif. Formerly 
senior station agent at San Diego for 
the airline, he replaces C. D. Pease, re- 
signed. Earle T. Carkin has been 4ap- 
pointed district cargo representative for 
the company at New York, replacing 
Glenn W. Evers, who recently became 
district sales manager at Des Moines, 
Ia. Mr. Carkin was formerly district 
cargo representative at Newark, N.J. 

~ 7 a 


Robert P. Harrington, general freight 
agent, St. Louis Southwestern (Cotton 
Belt) Railway Lines, St. Louis, Mo., will 
retire May 31 after 50 years’ service with 
the railroad. He began his career as 4 
clerk in the road’s freight office at Jones 
boro, Ark., was traveling auditor, agent 
at Jonesboro and Texarkana and assist- 
ant general freight agent in Little Rock, 
Ark., before being made assistant freighif J. G. va 
traffic manager in the company’s gen Quoin, Th. 
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cooper, Jr., formerly chief clerk in the 
road’s Tulsa, Okla., office, has been ap- 
inted commercial agent in Detroit, re- 
placing Charles J. McCarty, resigned. 
+ + a 

A. S. C. Hulton has been appointed 
vice-president in charge of transporta- 
tion and supplies for the Shell Oil Co., 
New York, N.Y. He 
replaces D. B. 
Hodges who is on 
leave as director of 
supply and trans- 
portation for the 
Petroleum Adminis- 
tration for Defense. 
Mr. Hulton joined 
Shell Oil in 1936 in 
the Long Beach, 
Calif., oil fields. Af- 
tr handling ma- 
rine transportation 
on the Pacific coast 
for several years, he 
went to New York in 1941 as assistant 
manager of shuttle tanker operation. In 
the World War II period he served in 
in connection with 


imercia] 
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‘e Harry 
Tis., and 
1e latter 
has re- 


A. S. C. Hulton 


liock as{ Washington, D.C., 
depart-§ petroleum transportation and supply 
es, Chi-§matters and since 1945 has handled 


similar functions for the Shell group of 
companies. 
* % 
Harry M. Miller has resigned as a mem- 
br of the Ohio Public Utilities Com- 
mission to accept a position as vice- 
president of Columbus and Southern 
Ohio Electric Co., Columbus, O. He 
served on the commission for 10 years, 
the longest term of service of any mem- 
ber of that body since its inception in 
1913, and was active in the affairs of the 
National Association of Railroad and 
Utilities Commissioners as a member of 
the executive committee and as president 
for the 1949-50 term. 
~ Oe * 

rmed &# The following appointments have 
ecelvers.fheen made to the Public Service Com- 
at would§ mission of New Mexico: Leroy W. 
rance off leibrand, chairman, for the term begin- 
died by ning April 15, 1951, and ending January 
nandling #1, 1957; F. Wayne Laws, commissioner, 
ast relayBfor the term beginning April 15, 1951, 
_ to thefiind ending January 1, 1955; and Don 
any, the—R. Casados, commissioner, for the term 
lexibility beginning April 15, 1951, and ending 
»w York, @January 1, 1953. 


* * * 


George H. Flagg, president of the Na- 
ppointed tinal Association of Railroad and 
ation atBUtilities Commissioners, has announced 
“ormerly #appointment of B. Frank Morgal, mem- 
iego for#ter of the Pennsylvania commission, to 
pase, Te-Bthe N.A.R.U.C. executive committee to 
een aP-Bill the vacancy created by the termina- 
ative forfition of service of John Siggins, Jr., on 
eplacing §the Pennsylvania commission and on the 

becameEN.AR.U.C. executive committee. 

Moines, * * * 

district] The Mercury Messenger Corporation, 
, NJ. New York, N.Y., has announced that, at 

4 special stockholders’ meeting April 30, 

1 freight#obert W. Hopes, vice-president in 

(Cottong‘harge of the trucking division, and 
Mo., will g Seiden, vice-president in charge 
vice with the messenger division, were elected 
eer as 4@ the board of directors of the corpora- 
.t Jones‘ftln; and that Stephen J. Catalano, 
or, agent formerly assistant comptroller, has been 
d assist-#*?pointed assistant treasurer. 

tle Rock, * 7 ~ 

t freight J. G. Van Keuren, attorney of Du- 
y’s gen-™Woin, Ill, has been appointed a mem- 

He ber of the Illinois Commerce Commis- 
and wasn to succeed John D. Biggs. Retiring 
32. T. Ag@Mmissioner Biggs served as’ chairman 


of the Illinois Commission from 1941 to 
1949 and was president of the National 
Association of Railroad and Utilities 
Commissioners, 1945-46. Prior to his 
appointment to the commission, Mr. Van 
Keuren was engaged in the general prac- 
tice of law. He is a former County 
Judge of Perry County, Ill., and mem- 
ber of the Illinois Valley Claims Com- 
mission. 


OBITUARIES 
AAG ORES oS EAE 


Raymond James Newberry, 55, direc- 
tor of traffic of the Johns-Manville Cor- 
poration, died at his home in Mount 
Vernon, N.Y., May 14. Well known in 
commercial traffic circles in New York 
and Chicago, Mr. Newberry began his 
career with Johns-Manville in 1916 as a 
freight clerk at the company’s head- 
quarters in New York after having been 
previously associated with the Central 
Railroad of New Jersey and the Cana- 
dian Pacific Railway. He rose to the 
positions of assistant general traffic 
manager and general traffic manager, 
and was appointed director of traffic in 
May, 1946. He was a member of the 
Traffic Club of New York and served as 
chairman of its board of directors and 
also held memberships in the National 
Freight Traffic Association, the Trans- 
portation Outing Club of New York, the 
Associated Traffic Clubs of America, and 
the Union League Club of Chicago. 


* * * 


Francis William Dever, formerly vice- 
president of the Great Lakes Transit 
Corporation, Buffalo, N.Y., died May 6 
at his home in Berkley, Mich. In the 
course of his transportation career, 
which began in the traffic department 
of the Pennsylvania Railroad in Phila- 
delphia, Pa., Mr. Dever saw service with 
the Interstate Commerce Commission, 
Washington, D.C., the former Maritime 
Commission in Buffalo and Washington, 
and with the U.S. Railroad Adminis- 
tration. He joined the Great Lakes 
Transit Corporation in 1922 as chief of 
its traffic bureau and rose to become 
vice-president in 1935, which position he 
held until shortly before he left Buffalo 
two years ago to make his home in 
Berkley. 


NEWS OF 
TRAFFIC CLUBS 


Edward W. Kelliher, traffic manager 
of Victor Products Corporation, was in- 
stalled as president of the Hagerstown 
(Md.) Traffic Club at its annual dinner 
held May 16 at the Fountain Head 
Country Club. He succeeded Edgar H. 
Koons, Jr., general traffic agent of the 
Blue Ridge Bus Lines. Other newly- 
elected officers installed for the 1951-52 
term included M. P. McKann, commer- 
cial freight agent, Western Maryland 
Railway Co., first vice-president; O. E. 
Dorman, traffic manager, Masser Motor 
Express, second vice-president; William 
S. Boyd, freight representative, Penn- 
sylvania Railroad Co., secretary; and 
Frank Harsh, traffic manager, Charlton 
Bros. Transportation Co., treasurer. 
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TERMINAL MANAGER 


Albany 4-1129 


Through Service . . . consistently faster... 


means MID-STATES will deliver your freight 
on time and in good condition. It pays you 
to ship via MID-STATES. Try itl 


MIDWEST AND EASTERN TERMINALS 


Albany. N. Y. Indianapolis Philadelphia 
Boston Jersey City Providence 
Buffalo Kansas City Rockford, Ill. 
Chicago New Haven, Conn. Topeka, Kans. 
Cleveland New York Wichita, Kans. 


Worcester, Mass. 
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FREIGHT LINES, Inc. 


Generol Offices 
5200 S. PULASKI ROAD « CHICAGO 372, ILL. 


Educational 


Chairmen 


Write today for informa- 
tion on our three Group 
Study Plans. Now in suc- 
cessful use by more than 
60 Traffic Clubs, Colleges 


and Universities. 


College of 
Advanced Traffic 


Educational Division of The 
Traffic Service Corp. 
Dept. 51951 


404 State-Madison Bldg., 
22 W. Madison St., Chicago 2, Ill. 
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F. C. HOGUE, Vice-President, Traffic 


Rio Grande Building + Denver, Colorado 
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For Fast, Dependable 
Motor Freight Service 
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and be Sure! 
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Transamerita 


NATIONWIHIHOE 


reight Lines, Inc. 


1700 N. Waterman Ave. — VI 2-6000 
Detroit 9, Michigan 
R..B. Gotfredson, President 
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North Western places at your 
disposal nearly 10,000 miles 
of rail transportation in nine 
midwestern states. It’s good 
business to ship and travel 
via— 


CHICAGO and 
NORTH WESTERN 
SYSTEM 
Pioneer Railroad of Chicago and the West 
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James E. Solt, principal of Hagerstown 
High School, was guest speaker at the 


dinner. 
*” * * 


Paul E. Creagan, traffic representa- 
tive for the Baltimore & Ohio Railroad 
Co., Buffalo,.N.Y., was elected to the 
presidency of the 
Buffalo Traffic Club 
at its annual elec- 
tion held May 15 at 
the Elk’s Club. He 
succeeded George B. 
Quinlan of Co-op- 
erative G.L.F. Ex- 
change, Inc. Other 
officers elected to 
serve for the ensu- 
ing year were John 
A. Hunter, Ameri- 
can Elevator & 
Grain OCo., first 
vice-president; Hel- 
en Hartwick, Chicago Great Western 
Railway, second vice-president; Margaret 
Hilgers, Continental Grain Co., record- 
ing secretary; John Helms, Ralston Pur- 
ina Co., financial secretary, and Duane 
Tower, Duane Tower & Sons, treasurer. 
Elected to the board of directors were 
Edward Flaherty, of the Lehigh Val- 
ley Railroad; Nelson Bjornson, Buffalo 
Slag Co.; Carl Keipper, Lehigh Portland 
Cement Co., and George Zielbauer, Pills- 
bury Mills, Inc. 

* 





Paul E. Creagan 


The Seattle (Wash.) Industrial Traffic 
Managers Association has elected the 
following officers for the year 1951-52: 
President William D. Singer; vice-presi- 
dent, W. K. Griffin, and _ secretary- 
treasurer, E. J. Honold. G. W. Kelly 
and F. C. Wicklund were elected to the 
board of trustees to serve with A. J. 
Angove and R. A. Burnet, incumbents. 

* * * 


The Boston General Agents Council, 
Boston, Mass., has postponed its regular 
meeting from May 21 to May 28 at the 
Manger Hotel. F. J. Gill, traffic manager, 
Oxford Paper Co., Portland, Me., will be 
guest speaker. 

ne * 

The Traffic Club of Washington, D.C., 
will hold its annual bowling banquet 
May 24, at 6:30 p.m., at the National 
Press Club. 

* a + 

The South Water Market Traffic Club 
has set June 16 as the date for its an- 
nual golf outing and dinner at the Nordic 
Hills Country Club, Itasca, Ill. 

He cs 


The Traffic Club of Wichita has an- 
nounced publication of its 1951-52 year 
book. Vern E. Reid, assistant traffic 
manager, Wichita Flour Mills Co., is 
president of the club. 

7 * * 

Ed Laux, traffic manager of the New 
York Port of Authority, will be guest 
speaker at the next regular meeting of 
the Newark (N.J.) Chapter, Delta Nu 
Alpha Transportation Fraternity, sched- 
uled to be held May 28, at 8 p.m., in the 
Robert Treat Hotel, Newark, N.J. 

* ok * 

The Transportation Club of Salt Lake 
City has set June 4 as the date for its 
June dinner-dance at the Salt Lake 
Country Club. 

- * = 

The Chicago Transportation Club has 
announced the following schedule of golf 
outings for the summer: May 22, Cherry 
Hills Country Club; June 26, St. Andrews 
Country Club; August 7, Sportsman 
Country Club. Prizes for winning golfers 








in all classes are being arranged by 
Michael J. Novak, of the Illinois Centra) 
Railroad, who is chairman of the golf 
committee, to be presented by August ¢ 
Gomer, of Atlas Brewery Co., and Scho. 
enhofen Edelweiss Co., who is president 
of the club. 
















* * * 


The Shenandoah Traffic Club, Win. 
chester, Va., will hold its next monthly 
dinner meeting May 23, at 6:30 p.m., at 
York Inn. Following election of officers 
for the ensuing year, Walter K. Howard, 
division freight agent, 
Railroad Co., Hagerstown, Md., will speak 
on the subject, “Recent Improvements 
in Railways.” 














































* * * 


J. A. Sinclair, director, world trade 
department, Commerce and Industry As. 
sociation of New York, will speak on 
“The Export Outlook for the Second Half 
of 1951,” at the May 23 evening meeting 
of the National Export Traffic League, 
— Park Sheraton Hotel, New York 
City. 














































x * * 


The Transportation Club of Peoria, 
Ill., has planned a fish fry for May 24 
at Keenland Park. It has set June 2! 
for its annual picnic. 

*« * * 


The Traffic Club of Kansas City, Inc 
will hold its first golf outing of the sea 
son and dinner May 21 at Quivira Lake 

* * « 

The Niagara Frontier Industrial Traf- 
fic League will hold its annual outing 
at the American Legion Lamm Post; 
Williamsville, N.Y., June 13. A special 
feature will be a baseball game between 
shippers and carriers with Frank Mc- 
Ginley of Liberty Motor Freight Lines 
directing the carriers and Elmer Hon- 
ecker of Trico Products Corporation di- 
recting the shippers. Arrangements for 
the outing are being handled by a com- 
mittee headed by Ed. Hoke, of Wildroot 
Co., chairman, assisted by Bud Fischer, of 
Dunlap Tire & Rubber Co., and Tom 
Peffer, of Buffalo Weaving & Belting 
Co., co-chairmen. 
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emia no ama ere 


















A star appears before all docket numbers tho! 
have been added under a hearing date in a period 
included in previous issue of Traffic World. 


RAIL 


May 21—Baton Rouge, La.—Hotel Heidelberg 
—Examiner Rice: 
30783—Louisiana Intrastate Rates and 
Charges. 
May 21—Boston, Mass.—New P. O. Bidg— 
Examiner Kirby: 
Finance 12131—Boston é& Providence RR. 
Corp. Reorganization. 
Finance 16951—New York, New Haven and 
Hartford R.R. Co., Purchase Claim of 
Boston and Providence R.R. Corp., 


May 21—Chicago, Ill.—Morrison Hotel—E*- 
aminer Diamondson: 

Ex Parte 177—Increased Express Rates and 

Charges, 1951. 


May 22—Washington, D. C.—Examiner Gray: 
I. & S. 5913—Manufactured Tobacco, Louis- 
ville, Ky. to the South. 


May 24 — Washington, D. C. — Examine 
Carter: 
I. & S. 5686—Automobiles in Southeast and 
Southwest. 
F.S.A. 24343—Automobiles from Kans 
City and St. Louis to the Southwest. 
F.S.A. 24345—Automobiles from St. Lows 
to La. and Tenn. 


May 25—New York City, N. Y.—641 Wash 
ington St.—Examiner Morgan: 
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Training | Makes the 
Difference! 


Ps POO se 08.) 


rf 


Body slam—pinned to the mat—aggressor takes command: it’s training that makes 
the difference and in the end spells success. 


Training makes the difference in Traffic Management too! 


If you’re the “boss” encourage your staff to enlarge on experience with practical traffic 
training. If you’re a beginner or hold a traffic assistant’s job, build confidence and 
competence through technical training. 


Study at America’s leading educational institution devoted to the single work of pro- 
fessional training in Traffic Management. New classes in basic traffic, advanced traf- 
fic, traffic law, I.C.C. practice, are now forming. Evening or day session. Resident 
classes at Chicago, New York, Detroit, Philadelphia. Home study through the Exten- 
sion Division. Write today for an informative booklet—no obligation, of course. 


WARNING TO VETERANS! You must actually be in training by July 25, 1951, 
to avoid forfeiting your educational benefits under the “G.I. Bill of Rights.” 


EDUCATIONAL DIVISION OF THE TRAFFIC SERVICE CORPORATION 


College of Advanced Traffic § Academy of Advanced Traffic 


Dept. TDE, 22 West Madison Street Dept. TDE, 253 Broadway 
Chicago 2, Illinois New York 7, New York 


Dept. TDE, 201-11 Ford Building Dept. TDE, 1422 Chestnut Street 
Detroit 26, Michigan Philadelphia 2, Penna. 


For extension courses write College of Advanced Traffic, Extension 
Division, Dept. TDE, 22 West Madison Street, Chicago 2, Illinois. 
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30726—Banana Distributors, Inc. et al. v. 
G. M. & O. et al. 
May 25—Washington, D. C.—Examiner Rus- 


sell: 

30754—Atlantic Coast Line R.R. Co., Cen- 
tral of Georgia Ry. Co., Pennsylvania 
R.R. Co., Richmond, Fredericksburg and 
Potomac R.R. Co. and Seaboard Air Line 
R.R. Co.—Pooling. 

May 28—Newark, N. J.—U. S. Ct. Rms.—Ex- 
aminer Konigsberg: 

30719—New Jersey Flour Mills Co. v. A. C. 
& Y. et al. 

May 28—Pittsburgh, Pa.—City County Bldg. 
—Examiner Diamondson: 

Ex Parte 104—Practices of Carriers Affect- 
ing Operating Revenues or Expenses, 
Part II, Terminal Services, National 
Supply Co., Spang Chalfont Division 
Etna Works. 

May 28—Washington, D. C.—Oral Argument: 

Finance 17105—Wisconsin Central Ry. Co. 
Trustee et al. Abandonment. 

May 28—Washington, D. C.— Examiner 
Jordan: 

Finance 17302—The New York, Chicago & 
St. Louis R.R. Co.—Securities. 

May 28—Washington, D.C.—Oral Argument: 
30555—Minimum Passenger Fares—Illinois 
Central R.R. Co. 

30560—Illinois Central Multiple Fares in 
Chicago Area. 

May 29—Washington, D. C.—Examiner Dish- 
man: 

* I. & S. 5907—Switching and Allowances at 
Holston, Tenn. 

May 31—New York, N.Y.—641 Washington St. 
—Examiner Morgan: 

I. & S. 5915—Rating on Flavoring or Sea- 
soning Wine. 


WATER, 
FREIGHT FORWARDER, 
PIPELINE 


ry 31—Washington, D. C.—Oral Argument: 

% W-1015—Polarus Steamship Co., Inc. Con- 
tract Carrier Application. 

June 4—Chicago, ll.—U. S. Custom Hse.— 
Examiner Rice: 

FF-148, Sub. 4—Republic Carloading and 
~~ rrr Co., Inc. Extension—South- 
east. 

June 6—New York, N. Y.—Hotel New Yorker 
—Examiner Rice: 

FF-148, Sub. 4—Republic Carloading and 
~~ occccres Co., Inc. Extension—South- 
east. 

September 10—Washington, D. C.—Examiner 
Corbin: 

W-1001—F. P. Grier Co., Inc. Common Car- 

rier Application. 


MOTOR 
CHANGES IN DOCKET 


Current cancellations and 
ments announced too late te show the 
change in this docket are noted below. 


Hearing in I. & S. M-3648, assigned May 
28. at Chicago, Ill., cancelled and reassigned 
May 24, at U. S. Custom Hse., Chicago, IIll., 
before Examiner Lawton. 

Hearing in I. & S. M-3717, assigned May 
28, at Kansas City, Mo., cancelled. 

Hearing in MC-62296, Sub. 2, assigned May 
18, at Philadelphia, Pa., cancelled. 

Hearing in I. & S. M-3704, assigned May 
22, at St. Paul, Minn., cancelled. 

Hearings in MC-F-4832 and MC-F-4889, as- 
signed May 24, at Dallas, Tex., postponed to 
a date to be fixed. 


May 21—Boston, Mass.—New P. O. Bldg.— 
Jt. Bd. 231: 

MC-1092, Sub. 8—Brown’s Express, Inc., 
Pittsfield, Mass., common carrier ap- 
plication. 

MC-107679, Sub. 5—North Branford Trans- 
portation Co., Branford, Conn., common 
carrier application. 

May 21—Bristol, Tenn.—Tenn. P. O.—Ex- 
aminer Smith: 

MC-111658—B. K. Barb Trucking Co., 
Bristol, Va., common carrier applica- 
tion. 

May 21—Cincinnati, Ohio—Fed. Bldg.—Ex- 
aminer Dunn: 

MC-112262—Southern Farms Express, Can- 
ton, Ohio, common carrier application. 


May 21—Columbus, Ohio—New P. O. and 
Ct. Hse.—Examiner Angle: 

MC-111398—Fischback Trucking Co., Akron, 
Ohio. 

May 21—Denver, 
Bd. 93: 

MC-70451, Sub. 107—Watson Bros. Trans- 
portation Co., Inc., Omaha, Nebr., com- 
mon carrier application. 

May 21—Denver, Colo.—State Comm.—Ex- 
aminer Pellerzi: 

MC-112466—M. R. Latimer, Denver, Colo., 
common carrier application. 

May 21—Harlingen, Tex.—Hotel Reese Wil- 
mond—Jt. Bd. 77: 

MC-107727, Sub. 5—Alamo Express, Inc., 
San Antonio, Tex., common carrier ap- 
plication. 

a Angeles, Calif—Fed. Bldg.—Jt. 

MC-23939, Sub. 64—Asbury Transportation 
Co., Los Angeles, Calif., common carrier 
application. 

MC-112619, Sub. 1—Trico Transportation, 
Inc., Los Angeles, Calif., common carrier 
application. 


Colo.—State Comm.—Jt. 


TRAFFIC Wort 


May 21—Montgomery, Ala.—State Comm — 
Jt. Bd. 98: 


MC-105759, Sub. 8—Coastal Stages, Inc, 
— Ala., common carrier applica. 
on. 


May 21—New York, N. Y.—Statler Hote] 
Examiner Simms: 
MC-10761, Sub. 25—Transamerican Freight 
Lines, Inc., Detroit, Mich., common car. 
rier application. 


May 21—Oklahoma City, Okla.—County Ct, 
Hse.—Jt. Bd. 88: 

MC-873, Sub. 14—Sooner Freight Lines, 
Oklahoma City, Okla., common carrier 
application. 

May 21—St. Paul, Minn.—U. S. Ct. Hse.—kx. 
aminer Lawton: 

I. & S. M-3676—Milk, Cream, Buttermilk— 
Minn. Points in Chicago. 


May 21—St. Paul, Minn.—U. S. Ct. Hse— 
Examiner Lawton: 
I. & S. M-3731—Meats, P. H. Products Over 
White’s Motor Transport. 


May 21—San Francisco, Calif.—Fed. Off. 
Bldg.—Examiner Linn: 

MC-F-4451—Edward Lester et al.—Control: 
Coast Line Truck Service, Inc.—Contro] 
and Merger—Clark Bros. Motor Trans- 
port, Inc. 

May 21—Trenton, N. J.—U. S. Ct. Rms.—Ex- 
aminer Lee: 

MC-73102, Sub. 2—F. J. Schwartz, Oakhurst, 
N. J., common carrier application. 

ae. 21—Wichita, Kans.—Hotel Lassen—Jt, 
da. 52: 

MC-43215, Sub. 30—Boyd Truck Lines, Inc., 
Kansas City, Mo., common carrier ap- 
plication. 

MC-57695, Sub. 2—-Bickel Bus Lines, Dodge 
City, Kans., Common carrier application. 

May 22—Albany, N. Y.—Fed. Bldg.—Jt. Bd. 3: 

MC-112273, Sub. 1—Raymond H. Osborn, 
Maplecrest, N. Y., common carrier appli- 
cation. 

May 22—Birmingham, Ala.—Thomas Jeffer- 
son Hotel—Jt. Bd. 110: 

MC-106959, Sub. 5—B & M Express, Inc., 
Birmingham, Ala., common Carrier ap- 
plication. 

May 22—Columbus, Ohio—New Fed. Bldg— 
Examiner Driscoll: 

MC-55822, Sub. 1—Victory Motor Express, 
Dayton, Ohio, contract carrier applica- 
tion. 

May 22—Concord, N. H.—State Comm.—Ex- 
aminer Culbertson: 

MC-59875, Sub. 7—W. A. Stackpole Motor 
Transportation, Inc., Manchester, N. H., 
common carrier application. 

es ig nce N. H.—State Comm.—%It. 
d. 114: 

MC-108431, Sub. 1—International Coach 
Lines, Inc., Rumford, Me., common car- 
rier application. 

a Colo.—State Comm.—Jt. Bd. 

MC-60012, Sub. 25— 
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Inc., Denver, Colo., common carrier ap- 
plication. 
May, 22—Denver, Colo.—State Comm.—Jt. Bd. 


178: 
MC-107822, Sub. 20—Law Motor Lines, 
Rocky Ford, Colo., common carrier ap- 
plication. 


May Ln N. J.—State Comm.—Exam- 
i 

MC-112425—Dilley’s Bus Service, Fleming- 
ton, N. J., common carrier application. 

May 22—Oklahoma City, Okla.—County Ct. 
Hse.—Examiner Sutherland: 

MC-8544, Sub. 10—Galveston Truck Line 
Corp., Houston, Tex., common carrier 
application. 

May 22—Oklahoma City, Okla.—County Ct. 
Hse.—Jt. Bd. 88: 

MC-200, Sub. 117—Riss & Co., Inc., North 
Kansas City, Mo., common carrier ap- 
plication. 

MC-906, Sub. 29—Consolidated Forwarding 
Co., Inc., St. Louis, Mo., common carrier 
application. 

MC-2202, Sub. 69—Roadway Express, Inc., 
Akron, Ohio, common carrier application. 

MC-10872, Sub. 18—Be-Mac Transport Co., 
Inc., St. Louis, Mo., common carrier ap- 


plication. 
MC-30250, Sub. 13—Houston and North 
Dallas, 


Texas Motor Freight Lines, Inc., 

Tex., common carrier application. 
MC-35320, Sub. 38—The Inter-City Motor 
Express, Inc., Lubbock, Tex., common 
carrier application. 

MC-35484, Sub. 17—Viking Freight Co., St. 
Louis, Mo., common carrier application. 

MC-52339, Sub. 24—Keystone Freight Lines, 
Tulsa, Okla., common carrier applica- 
tion. 

MC-61440, Sub. 54—Lee Way Motor Freight, 
Inc., Oklahoma City, Okla., common Ccar- 
rier application. 

MC-76829, Sub. 11—Wichita Forwarding Co., 
Kansas City, Mo., common carrier ap- 
plication. 

MC-103370, Sub. 29—Best Motor Lines, Dal- 
las, Tex., common carrier ap lication. 
MC- 105867, Sub. 17—Motor Freight Lines, 
Inc., Dallas, Tex., common carrier ap- 

plication. 

MC-109482, Sub. 5—Bestway Freight Lines, 
Inc., Oklahoma City, Okla., common car- 
rier application. 

MC-109596, Sub. 4—Harrington Transports 
Co., Oklahoma City, Okla., common car- 
rier application. 

May 22—Oklahoma City, Okla.—County Ct. 

Hse.—Jt. Bd. 88: 

* MC-107664, Sub. 1—Joe Hodges Transporta- 
tion Co., Inc., Oklahoma City, Okla., 
common ‘carrier application. 


May 22—Oklahoma City, Okla.—County Ct. 
Hse.—Jt. Bd. 88: 

* MC-1422, Sub. 19—Voss Truck Lines, Inc., 
Oklahoma City, Okla., common carrier 
application. 

*MC-89913, Sub. 57—Frisco Transportation 
Co., St. Louis, Mo., common carrier ap- 
plication. 

May 22—St. Paul, Minn.—U. S. Ct. Hse.—Ex- 
aminer Lawton: 

I, & S. M-3703—Buttermilk, Cream, Milk— 
Rush City, Minn. to Milwaukee. 

I. & S. M-3704—Assessorial Charges—Pe- 
troleum Products in Bulk. 

May 22—Trenton, N. J.—U. S. Ct. Rms.—Ex- 
aminer Lee: 

MC-73618, Sub. 3—Wilbert P. Bivins Freight 
Service, Millville, N. J., common carrier 
application. 

May 23—Albany, N. Y.—Fed. Bldg.—Examiner 
Farmer: 

MC-112546—Hayes Trucking, Inc., Albany, 
N. Y., contract carrier application. 

May 23—Chicago, Ill.—U. S. Customs Hse.— 
Examiner Harrison: 

MC-52657, Sub. 432—Arco Auto Carriers, 
Inc., Chicago, Ill., common carrier ap- 
Plication. 

May 23—Chicago, Ill.—U. S. Customs Hse.— 
Examiner Harrison: 

MC-106647, Sub. 17—Clark Transport Co., 
Chicago Heights, Ill., common carrier ap- 
Plication. 

23—Columbus, Ohio—New Fed. Bldg.— 
Examiner Driscoll: 

MC-111450, Sub. 4—Grant Trucking Co., 
an, Ohio, common carrier applica- 

on 

May 23—Denver, Colo.—State Comm.—Jt. Bd. 


MC-52709, Sub. 38—Ringsby Truck Lines, 
Inc., Denver, Colo., commen carrier ap- 
plication. 

y a ene, Colo.—State Comm.—Jt. Bd. 


MC-112482—wison Truck Line, Idaho 
eprings, Colo., contract carrier applica- 


tay, 2 Knoxville, Tenn.—U. S. Ct. Rms.— 

MC-78632, Sub. 78—Hoover Motor Express 
a Inc., Nashville, Tenn., common car- 
rier application. 

May 23—Knoxville, Tenn.—U. S. Ct. Rms.— 
Jt. Bd. 107: 


MC-108676, Sub. 1—A. J. Metler, Knoxville, 
Tenn., common carrier application. 


May 23—Los Angeles, Calif—Fed. Bldg.— 
Examiner Saltzman: 

MC-69526, Sub. 34—Arrowhead Freight 
Lines, Ltd., Los Angeles, Calif., common 
carrier application. 

May 23—Louisville, Ky.—Kentucky Hotel— 
Examiner Dunn: 

MC-110393, Sub. 1—Orvis Barnard, Louis- 

ville, Ky., contract carrier application. 


May 23—Montpelier, Vt.—U. S. Ct. Rms.— 
Examiner Culbertson: 

MC-112598—Thomas H. Dwyer Co., East 

Barre, Vt., common carrier application. 


May 23—Roanoke, Va.—Hotel Patrick Henry 
—Examiner Smith: 

* MC-63417, Sub. 8—Blue Ridge Transfer 
Co., Inc., Galax, Va., common carrier 


application. 
J.—U. 8S. Ct. Rms.—Ex- 


May 23—Trenton, N. 
aminer Lee: 
MC-80504, Sub. 7—Shein’s Express, Trenton, 
N. J., common carrier application. 
May ~ tcc, D. C.—Examiner Ben- 
nett: 
MC-C-1256—Rowe Transfer and Storage 
a Inc., et al. v. Molone Freight Lines, 


May 24—Cheyenne, Wyo.—State Comm.—Jt. 
MC-97264, Sub. 2—M & M Truck Co. of 
Wyo., Casper, Wyo., common carrier ap- 
plication. 
ee a - pee Wyo.—State Comm.—ZJt. 
d. 374 
MC-108380, Sub. 18—Johnston’s Fuel Liners, 
rhe. Newcastle, Wyo., common carrier 
application. 
aad og eg Ill.—U. S. Customs Hse.— 
MC-112005, Sub. 5—K. & R. Transports, 
Inc., Hartford, Ill., contract carrier ap- 
plication. 
May 24—Columbus, Ohio—New Fed. Bldg.— 


Jt. Bd. 117: 

MC-35628, Sub. 171 — Interstate Motor 
Freight System, Grand Rapids, Mich., 
common carrier application. 

May 24—Columbus, Ohio—New Fed. Bldg.— 
Jt. Bd. 60: 

MC-112685, Sub. 1—Hornish Bros., Inc., 

gemma Ohio, contract carrier applica- 
on. 

May Dr geeaaae Tex.—Baker Hotel—Examiner 
ce: 

MC-F-4832—L. R. Strickland — Control; 
Strickland Transportation Co., Inc.— 
Control and Purchase—Missouri-Okla- 
homa Express, Inc. 

MC-F-4889—L. R. Strickland—Investigation 
of Control—Strickland Transportation 
Co., Inc., and Missouri-Oklahoma Ex- 
press, Inc. 

a cs oo Conn.—U. S. Ct. Rms.— 

MC-15106, Sub. 2—Stamford Storage Co., 
Stamford, Conn., common carrier ap- 
plication. 

May 24—Hartford, Conn.—U. S. Ct. Rms.— 
Examiner Culbertson: 

MC-107395, Sub. 16—Mutual Carrier Co., 
Inc., Stamford, Conn., contract carrier 
application. 

May 24—Knoxville, Tenn.—U. S. Ct. Rms.— 
Jt. Bd. 277: 

MC-104057, Sub. 8—Craft Transport Co., 

Gate City, Va., common carrier applica- 


tion. 

MC-107544, Sub. 18—Lemmon Transport Co., 
Inc., Marion, Va., common carrier ap- 
plication. 

May 24—New York, N. Y.—641 Washington St. 
—Examiner Carr: 

MC-111912—High Mountain Ski School, New 
York, N. Y., common carrier application 

May 24—-Terre "Haute, Ind.—Fed. Bldg.—Ex- 
aminer Masoner: 

I. & S. M-3691—Alcoholic Liquors—Terre 
Haute to Chicago. 

May 24—Trenton, N. J.—U. S. Ct. Rms.—Ex- 
aminer Lee: 

MC-80504, Sub. 6—Shein’s Express, Trenton, 
N. J., common — application. 
—, 24—Washington, D . C.—Examiner Han- 


Me $5628, Sub. 170 — Interstate Motor 
Freight. System, Grand Rapids, Mich., 
common carrier application. 

May 25—Atlanta, Ga.—State Comm.—Ex- 
aminer Yardley: 

MC-88300, Sub. 12—Dixie Transport Co., 
Whitley City, Ky., common carrier ap- 
plication. 

MC-95540, Sub. 198—Watkins Motor Lines, 
Inc., Thomasville, Ga., common carrier 
application. 

May 25—Binghamton, N. Y.—U. S. Ct. Rms.— 
Examiner Farmer: 

MC-7698, Sub. 6—Fowler & Williams, Inc., 

Scranton, Pa., common carrier applica- 
on. 
aay Sneeeseen, W. Va.—U. S. Ct. Hse.— 

MC-107555, Sub. 2—Alex H. Brown, Jr., 
Ronceverte, W. Va., common carrier ap- 
plication. 


Skt fés WUCOLCE 


IN THREE TOP-NOTCH THEATRES 
OF DISTRIBUTION 


Modern Warehousing 
Streamlined Distribution 
Responsible Management 


Our Integrity is Your Security 


I | 


Fie KANSAS | < 


~ mange f \ Be, 
CROOKS 


TERMINAL WAREHOUSES, INC. 


CHICAGO 7 NEW YORK 16 KANSAS CITY 7 
433 W. Harrison St 271 Madison Ave 1104 Union Ave 


CHICAGO 


Associated with Overland Terminal Warehouse Co 
1807 E. Olympic Bivd., Los Angeles 21 


P.& P. U. Ry. Co. 


and Peoria Gateway 


Everybody’s Gateway 
Always Open 


Peoria and Pekin Union Ry. Co. 
Room 36, Union Station, Peoria 2, Il. 
E. F. Stock, General Traffic Manager 

“One of America’s Railroads 
—In Partnership with All America” 


The ane 


KANSAS CITY 


between the Midwest 
and Gulf ports 


Call the GM&O 
Freight Repre- 
sentative near 
you for expert 
counsel on ship- 
ping matters. 


NEW Ruuate 
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MOTOR TRANS 


PUBLISHED 


IN THE THIRD WEEK’S 


PORT SECTION 


ISSUE EACH MONTH 


Maps aul Med stiate Unique 


The maps in this section are different from 
maps published in any other medium. They are 
special maps designed by TRAFFIC WORLD’S 
map department and keyed in accordance with 
the specifications of shippers. Hence, these 


Maps 


maps and the allied data are unique in that 
the material is presented in a way shippers all 
over the country told TRAFFIC WORLD it 
would be most helpful to them in selecting 
highway carriers and routing freight. 


te ite Sects 


Daily INTER- and INTRAstate service 
Daily INTERstate service (no INTRAstate) 


Daily coordinated rail-motor service 


Irregular or special service routes 


@ 0 
=| 


Connecting lines 
Ferries 
Principal points served 


Terminal Cities 


Unless otherwise noted on maps, motor lines offering an intrastate service 


are also interstate operators when their routes extend into other states. 


P 


CENTRAL & EASTERN STATES 


Norwalk Truck Line 


‘Satisfy your Customers with 
Norwalk Service” 


J. F. Ernsthausen 
President 


C. W. Hoke 
Vice-President 


Established 1921 
Incorporated (Ohio) 


36 Woodlawn Ave. 
Telephone—2-4321 


COMMON CARRIER 
1.C.C. Certificate No. 71096 


py Grand Rapids 


*%Blanket Employees 
(Fidelity & Casualty Co.). Also 
by new A. bond. 


INSURANCE 
argo, $25/75,000 (The Connecticut 
ire Ins. Co.). Public Liability. 
Property Damage, *% Workmen's 
Compensation, and Liability Insur- 
ance on All Terminals (The Travelers 
Insurance Co. & The Travelers Liabilitv 


TARIFF AGENCIES 


Ohio Motor Frt. Tariff Bureau 


bonded 


Central Motor Freight Assn., Inc. 


OHIO TERMINALS—Akron, 560 E. South St. (Franklin 5195); 
Bellevue (Phone 24144); Cleveland, E. 33rd & Hamilton (Pros- 
pect 15350): Clyde, 402 Spring St. (Enterprise 2835); Defiance, 
(Phone 7332); Elyria, 124 Maple St. (Phone 3484); Fremont, 
109 E. State St. (Main 2825); Lorain, 1120 Colorado Ave. 
(Phone 8274); Mansfield, 399 N. Main St. (Phone 21606); 
Medina, 254 Smith Rd. (Phone 22181); Napoleon, (Phone 
8741); Norwalk, 36 Woodlawn Ave.; (Phone 2-4321); San- 
dusky, 30 W. Perkins Ave. (Phone 2276); Shelby, (Phone 
32911); Toledo 210 City Park (Adams 4291); Warren, 171 
Forrest St., N.E. (Phone 23546). 

MICHIGAN TERMINALS—Adrian, 939 E. Beecher St. (Phone 
105); Ann Arbor, 2330 Dexter Rd. (Phone 5990); Battle Creek, 
220 S. McCalmy St. (Phone 31511); Bay City, foot of First 
St. (Phone 6228); Detroit, 175 S. Campbell St. (Vinewd 
2-1435); Flint, 915 S. Dort Highway (Phone 41659); Grand 
Rapids, 610 Century Ave., S. W. (Phone 8-1459); Jackson, 
227 E. Wesley (Phone 29353); Kalamazoo, 1229 3rd St. 
(Phone 4-0133); Lansing, 904 E. Hazel St. (Phone 49401); 
Monroe, 715 S. Telegraph Rd. (Phone 1032); Pontiac, 853 
Woodward (Federal 29201); Saginaw, 142 Davenport St. 
(Phone 27107). 

INDIANA TERMINALS—Auburn, 204 S. Union (Tel. 618); Elk- 
hart, 1401 W. Beardsley Ave. (Tel. 4338); Ft. Wayne, 1122 
Sherman St.(Anthony 4363) ; Goshen 611 W. Lincoln Ave.(Tel.111); 
Hammond, 844 150th St.(Sheffield 3070); Kendallville, Drake Rd. 
(tel. 300); South Bend, 1040 W. Sample St. (Tel. 39321). 
pred TERMINALS—Chicago, 2500 W. Taylor St. (Monroe 
PENNSYLVANIA TERMINALS—New Castle, 32 S. Beaver St. 
(Phone 745); Pittsburgh, 839 Lockhart (CE 1-3253). 


—S2 


| 


Bond 


EQUIPMENT 


317 Tractors (309 company owned); 

432 trailers (all company owned); 

208 delivery trucks (139 company 
owned). 


is the 
before 
Listing 
up in 
Adver 
full d 





NIMOTOR TRANSPORT SECTION 


CENTRAL & EASTERN STATES 


DECATUR CARTAGE CO., INC., OF INDIANA 


DECATUR 
CARTAGE CO. 


20th St. & Wentworth Ave., Chicago 16, IH. 
Telephone—Victory 2-6000 


WALTER MULLADY, President R. A. BAENSCH, Ex. V.P. 


wae CARRIER—I. C. C. Certfs. Boge xO ." ©. I. No. 418A-1-10; 

£5 ©, No. 1597-A-1; P. S. C. M. T-3406; C. O. No. 4856- 

; aa Bond. Established 1926. INSURANCE: Cargo, $25,000- 

$235,600; Public Liability, $50,000-$100,000; Property Damage, $50,000. 

Route it “DECATUR” for Cleveland, Cincinnati, Toledo, Terre Haute, 

Indianapolis, St. Louis, Quincy, Peoria and a thousand and one other 

spots in the great area shown on the map... ng day and night 

by our great fleet of modern transports . affor | a transportation 

service whose dependability amply proves that “FOR "SH MENTS MIDWEST 
DECATUR IS BEST.” 


Watch Display advertisements oppo- 
site lead page of LATE NEWS section. 


a 


in 5195); 
on (Pros- 
Defiance, 


rren, 171 


+. (Phone 
le Creek, 
of First 
(Vinewd 


* more than CUCP . ee eee 

is the time to keep the details of your operation 
before the leading shippers of the country. 
listings in this motor transport section are set 
up in omninnes to specifications of shippers. 
Advertising rates are extremely low. Write for 


full details. 


Clemans Truck Line, Inc. 


Established 1929 Incorporated 1934 
= Pennsylvania Ave., South Bend, Ind. 
A. C. Clemans, Pres., A. C. Scheetz, . 
H. C. Sanford, Vice-Pres. and Gen. Mgr. 
Telephone 6-6321 


gnemee CARRIER—!. C. C. Certificate No. M-2136— 
. ae + Be 692-A-2-3-4-10 Intrastate Indiana—M. P. 
Cc. C-548 Interstate Michigan. 

SERVICE, ” Overnight service between Ener. Indianap- 

olis, Kokomo, LaPorte, Logansport, Mishawaka, Peru. 

Plymouth, Rochester and South Bend, Ind.; Battle 

Grand Rapids, Kalamazoo, Three Rivers, Mich., 

Louisville, Ky. All intermediate points served Sabeoen 

Grand Rapids, Mich., and Louisville, Ky. 

yo UNITS: 101 Tractors, 122 Trailers, 100 Vans, 

n Tops, 49 Trucks, 40 Vans, 9 Open Tops. 
10 100,000 and 100,000 (Marine Office of 

America); Public Sability, 100,000 and 300,000; Property 

Damage, 100,000 (Markel Service, Inc.); ‘Workingmen’s 

Compensation (Michigan Mutual Liability Company). 


SAFE—COURTEOUS—SERVICE 


Motor TrANSporT Maps 
PREPARED TO SHIPPER SPECIFICATIONS 


port St. 
18); Elk- 
Tel.1); Shippers from all over the country set up the specifications for the motor transport maps 
= used in this section. They are specially designed by Traffic World’s map department and 


(Monroe 


paver St. 


keyed in accordance with their specifications. 


in routing their highway freight. 


Leading shippers find this section helpful 
Recently, an industrial traffic manager of a leading 


industrial manufacturing company in Milwaukee, Wisconsin, wrote the following: 


“In the issue of Traffic World which is published in the third week 


of each month, you have a Motor Transport Section. 


We find that 


the maps and information which are published in this section to be 
superior to any other publication of this type, which we have seen.” 


Write now for complete details about how you can have your route map prepared 
in accordance with shipper specifications and placed monthly before the leading shippers 


across the country. 


TRAFFIC WORLD 


Advertising Department, State-Madison Bldg., 22 West Madison St., Chicago 2, Ill. 





LCL SHIPPERS: 


Save 1/3 oF 


more shipping time! 


Take advantage of 


strea 


mlined LCL 


Commission of Public Docks 


PORTLAND, OREGON 


UNION 
PACIFIC 
RAILROAD 


208 S. LaSalle St., Chicago, Illinois 
D. J. McGarity, Gen. Mgr. 


Communities served by 
Union Pacific receive mil- 
lions of dollars in taxes from 
the railroad and its employ- 
ees every year. Payrolls, 
too, build local prosperity. 
No community we serve is 
too small to. receive some 


May ‘'" "eee Wyo.—State Comm.—4Jt. 


Bd 

MC- 108580, Sub. 17—Johnston’s Fuel Liners, 
Inc., Newcastle, Wyo., common carrier 
ap lication. 

May 25—Cleveland, Ohio—Old P. O. Bldg.— 
Examiner Harrison: 

MC-9685, Sub. 46—Emery Transportation 
Co., Chicago, Ill., contract carrier ap- 
plication. 

MC-111827, Sub. 1—John E. Stewart, Can- 
ton, Ohio, contract carrier application. 

May 25—Columbus, Ohio—New Fed. Bldg.— 
Examiner Driscoll: 

MC-10788, Sub. 2—Tom’s Express, Inc., 
Weirton, W. Va., common carrier ap- 
Plication. 

May 25—Dallas, Tex.—Baker Hotel—Exam- 
iner Sutherland: 

MC-83539, Sub. 7—C & H Transportation 
Co., Inc., Dallas. Tex., common carrier 
application. 

May 25—Hartford, Conn.—U. S. Ct. Rms.— 
Jt. Bd. 227: 

MC-64770, Sub. 2—William H. Mino, Glas- 
tonbury, Conn., common carrier ap- 
plication. 

MC-67071, Sub. 3—E. C. Merritt Express Co., 
=—* Mass., common carrier applica- 

on. 
May 25—Kansas City, Mo.—Hotel Pickwick— 
Examiner Masoner: 

I. & S. M-3595—C. I. Soil Pipe & Fittings 
—Denver to Kansas. 

May 25—Knoxville, Tenn.—U. S. Ct. Rms.— 
Examiner Roberts: 

MC-110584, Sub. 1—‘‘New-Way” Transpor- 
tation System, Pineville, Ky., common 
carrier application. 

May a ae Angeles, Calif.—Fed. Bldg.—2Jt. 


MC-112670—San Bernardino Van & Storage 
Co., San Bernardino, Calif., common car- 
rier application. 

May 25—New York, N. Y.—641 Washington 
St.—Examiner Carr: 

MC-12487—Alpine Trips, Bellerose, N. Y. 

MC-112105—Alpine Trips, Bellerose, N. Y., 
common carrier application. 

May 25—Wilmington, Del.—U. S. Ct. Rms.— 
Jt. Bd. 199: 

MC-112680—William G. Bond, Glen Loch, 
Pa., common carrier avplication. 

May 28—Allentown, Pa.—Hotel Traylor—Ex- 
aminer Farmer: 

MC-108795, Sub. 2—Theodore C. Bean, Inc., 
Easton, Pa., common carrier application. 

May 28—Atlanta, Ga.—State Comm.—Ex- 
aminer Yardley: 

MC-112427—Rabun Transportation Corp., 
—s Ga., common carrier applica- 

on 
—, ze Senpee, Wyo.—Fed. Bldg—Jt. Bd. 


MC-112575—Galloping Swede, Newcastle, 
Wyo., common carrier application. 


May 28—Chicago, Ill—U. S. Customs Hse, 
Bldg.—Examiner Lawton: 
I. & S. M-3648—Iron and Steel, Ross 
Transit Co., Inc. 


May 28—Cleveland, Ohio—Old P. O. Bldg.— 
Examiner Harrison: 
MC-77424, Sub. 3—Wenham Transporta- 
tion, Inc., Cleveland, Ohio, common car- 
rier application. 


ed 4 ae Ohio—Old P. O. Bldg.— 

MC-77424, Sub. 2—Wenham Transportation, 

Inc., Cleveland, Ohio, common carrier 
application. 


seed “ee Ohio—Old P. O. Bldg.— 


MC-105987, Sub. 4—Paul M. Gillmor Co., 
Old Fort, Ohio., contract carrier ap- 
plication. 


sang, Guinn, Tex.—Baker Hotel—Jt. Bd. 


MC-200, Sub. 114—Riss & Co., Inc., North 
Kansas City, Mo., common carrier ap- 
Plication. 

MC-906, Sub. 27—Consolidated Forwarding 
Co., Inc., St. Louis, Mo., common carrier 
application. 

MC-30091, Sub. 20—Miller & Miller Motor 
Freight Lines, Wichita Falls, Tex., com- 
mon carrier application. 

MC-35484, Sub. 14—Viking Freight Co., St. 
Louis, Mo., common carrier application. 

MC-46054, Sub. 55—Brown Express, San 
— Tex., common carrier applica- 

on. 

MC-52318, Sub. 30—Luper Transportation 
Co. of Okla., Tulsa, Okla., common car- 
rier application. 

MC-52339, Sub. 21—Keystone Freight Lines, 
a Okla., common carrier applica- 

on. 

MC-60388, Sub. 23—Sunset Motor Lines, 
San Angelo, Tex., common carrier ap- 
plication. 

MC-89913, Sub. 53—Frisco Transportation 
Co., St. Louis, Mo., common carrier ap- 
plication. 

MC-105867, Sub. 15—M. & D. Motor Freight 
Lines, Inc., Dallas, Tex., common car- 
rier application. 





Advertisers 
IN THIS ISSUE 


May 19, 1951 


Academy of Advanced Traffic 
Aero Mayflower Transit Company 
Air Express Division 

Railway Express Agency 
Allied Van Lines, Inc. 
The Atchison, Topeka & Santa Fe Ry. 
Atlantic & Danville Railway 
Baltimore & Ohio Railroad 
Blaw-Knox Company 
Burlington Lines 
Chicago & Eastern Illinois Railroad... 
Chicago, Indianapolis & Louisville 

EEE Smear eener hearer onan 
Chicago & North Western System 
College of Advanced Traffic 
Cotton Belt Route 
Crooks Terminal Whses., Inc. 
Davidson Transfer & Storage Company 
Delta Air Lines, Inc. 
Denver & Rio Grande Western Railroad 
Dodge Division, Chrysler Corporation 
Domar Sales Company 
Eaton Manufacturing Company 
Erie Railroad . 
Fairbanks, Morse & Company 
Frisco Lines 
Fruehauf Trailer Company.... 12-13 and 89 
GMC Truck & Coach Division, 

General Motors Corporation 
Georgia Ports Authority 
Green Bay & Western Railroad 

Inside front cover 

Greyvan Lines, Inc. .......... Inside back cover 
Gulf, Mobile & Ohio Railroad 
Hansen Storage Company 
Harborside Warehouse Company 
Illinois Central System 
International Forwarding Company... 
International Harvester Company 
Long Beach, Port of 
Los Angeles, Port of 
Marion Trucking Company, Inc. 
Mathews Trucking Corporation 
Mid-States Freight Lines, Inc. 
Minneapolis & St. Louis Railway 
Missouri Pacific Railroad 
Monon 
Motor Transport Section 
National Carloading Corporation ...... 
Navajo Freight Lines .......................... ; 
New York Central System ................ 
Norfolk & Western Railway 
North American Van Lines, Inc. 
Northern Pacific Railway 
Ge, NP OF nn... 5 sss aces esses 
Peoria & Pekin Union Railway 
Portland, Port of 
Rock Island Lines 
San Francisco, Port of ....................... : 
Seaboard Air Line Railroad 
Soo Line 
Southern Express, Inc. ..................005 
Southern Pacific Company 
Southern Railway System 
IR III cess ccocsapenscecse MC-1033 
Toledo, Peoria & Western Railroad . Corp. 
Traffic Managers Institute 9 applice 
Trans World Airlines, Inc. May 31—C; 
Transamerican Freight Lines, Inc. .. 96  MC-1037 
Union Barge Lines Corporation.. Back cover 
Union Pacific Railroad 
United Air Lines 
United Van Lines, Inc. 
Wabash Railroad 


The White Motor Company — 
mo 





May 19, 1951 






‘TIC Wor 


MC-108158, Sub. 28—-Mid Continent Freight 
Line, Inc., Oklahoma City, Okla., com- 
mon carrier application. 

May 1? eae Ind.—Fed. Bldg.—Jt. 

im Ba. 

i MC- a 540, Sub. 29—Harwood Trucking, Inc., 


| Marion, Ind., common carrier applica- 

tion. 

J E 28—Indianapolis, Ind.—Fed. Bldg.—Jt. 
Bd. 155: 


MC-43177, Sub. 13—B B & I Motor Freight 
Inc., Bloomington, Ind., common carrier 


hes 97 application. 

May 28—Kansas City, Mo.—Hotel Pickwick 
mae , —Examiner Masoner: 

lL & S. M-3717—Packing-House Products— 

1 Kansas City, Omaha to Tex. 
ae May 28—Kansas City, Mo.—Hotel Pickwick 
ead 15 —Examiner Masoner: 
Ry. 94 BL & S. M-3727—Various Commodities Over 
é Distributors Service Co. 
mae 88 [Bway 28—Los Angeles, Calif—Fed. Bldg.— 
ton 102 Examiner Linn: 

MC-112346—-Packers Refrigerated Transport 
ciebkas 87 — Los Angeles, Calif., contract carrier 
ceeds 22 lication. 

d New Orleans, La.—St. Charles Hotel 

id.... 90 en Bd. 28: 

ville | MC-112497, Sub. 1—Hearin Tank Lines, Inc., 
75 | Baton Rouge, La., common carrier ap- 

enn im plication. 

os % y 28—New York, N. Y.—641 Washington St. 
97 | ~—Examiner Carr: 

ape im MC-74473, Sub. 4—Flying Eagle-Whiteway 

aasnioe 93 im Lines, Inc., Danbury, Conn., common car- 

5a a 99 rier application. 

i 28—San Francisco, Calif.—Fed. Off. 
any 88 § “sidg.—Jt. Bd. 75: 
ees 91 MC-17593, Sub. 14—Pierce Auto Freight 
road 9% Lines, Inc., Portland, Oreg., common car- 

3 rier application. 
ition 20 Bway 28—San Francisco, Calif—Fed. Off. 
_ 75 Bldg.—Jt. Bd. 78: 
oem MC-112555 — Oman Trucking — Redwood 
soeeees 9 Products, Redwood Valley, Calif., com- 
ee . 94 mon carrier application. 
17 sy 28—Washington, D. C.—Jt. Bd. 74: 
eee MC-29647, Sub. 17—Charlton Bros. Trans- 
Paastiy 4-5 portation Co., Inc., Hagerstown, Md., 
13 and 89 common carrier application. 
May 29—Des Moines, Ia.—U. S. Fed. Ct. Bldg. 
—Examiner Masoner: 
im 24-25 I & S. M-3705—Candy, Confectionery— 
8 N. J. Points to Chicago. 
pestees May 29—Indianapolis, Ind.—Fed. Bldg.—Jt. 
Bd. 155: 
at cover MC-103880, Sub. 77—Producers Transport, 
" Inc., Benton Harbor, Mich., common car- 
ack cover rier application. 


99 y 29—Indianapolis, Ind.—Fed. Bldg.—Jt. 


Bd. 1: 

MC-110505, Sub. 18—Ringle Truck Lines, 
16 Inc., Fowler, Ind., common carrier ap- 
94 plicaticn. 

May 29—New Orleans, La.—St. Charles Hotel 

—Jt. Bd. 164: 

76  MC-1968, Sub. 61—Hall Motor Transporta- 
‘ioe tion, Fort Worth, Tex., common carrier 
98 application. 
18 IpMay 29—New York, N. Y.—641 Washington 
St.—Examiner Carr: 
MC-102917, Sub. 4—Frand W. Van Wagern, 
21 Jr., Long Island, N. Y., common carrier 
95 application. 

29—Pittsburgh, Pa.—City County Bldg. 
90 —Examiner Harrison: 
83 Im MC-36104, Sub. 2—Yost Van Co., Johns- 
town, Pa., common carrier application. 

75 May 29--San’ Francisco, Calif.—Fed. Off. 
100 | Bldg.—Jt. Bd. 75: 
84 | MC-103980, Sub. 1—Chamberlain Trucking 

Service, Orland, Calif., common carrier 













eer application. ° 
aa 74 
insets "3 The Following Assignments 
seats a Have Not Heretofore Appeared 
_ 98 
99 May 29—Washington, D. C.—Jt. Bd. 200: 
MC-110151, Sub. 3—Bison Lines, Inc., 
a 102 Washington, D. C., common carrier ap- 
gities 71 Plication. 

MW af 28—Washington, D.C.—Oral Argument: 
neces C-1849, Sub. 55—Northern Transportation 
a 69 Co. Extension—Utah Territory. 
ee 2 #P’y 30—New Orleans, La.—St. Charles Hotel 

74 & oyzt. Bd. 28: 
sees MC-112728—Hew, Inc., Gulfport, Miss., con- 
pats 75 tract carrier application. 
aes 81 ay 31—Atlanta, Ga.—State Comm.—Ex- 

98 aminer Yardley: 

“7 14 MC-103378, Sub. 16—Petroleum Carrier 
= Corp., Jacksonville, Fla., common carrier 

ae 91 application. 

ees 90 May 31—Casper, Wyo.—Fed. Bldg.—Jt. Bd. 29: 

96  * 103706, Sub. 7—Tomlin Transportation 
ack cover Oo.. Casper, Wyo., common carrier ap- 
este . 102 & Mc-104816, Sub. 5—Hayes Truck Line, 
ee 19 eckson, Wyo., common carrier applica- 

. * 
a om 3l—Dallas, Tex.—_Baker Hotel—Examiner 
sees 8 Sutherland: 
ae 2 MC-112730—T. S. Love, Wichita Falls, Tex.. 


cOmmon carrier application. 


May A -et Ind.—Fed. Bidg.—Jt. 


Me-110505, Sub. 17—Ringle Truck Lines, 
Inc., Fowler, Ind., common carrier ap- 
plication. 

MC-112769—Ecoff Bros. Trucking Co., Fort- 
ville, Ind., contract carrier application. 

May 31—Jackson, Miss.—Robert E. Lee Hotel 
—Jt. Bd. 97: 

MC-107913, Sub. 3—F and W Express, Inc., 
Memphis, Tenn. 

May 31—Omaha, Nebr.—Hotel Fontenelle— 
Jt. Bd. 138: 

MC-C-1204—Middlewest Motor eens Bu- 
reau v. Abler Transfer, et al. 

May 31—San Francisco, Calif Fed. Off. 
Bldg.—Jt. Bd. 75: 

MC-43465—Stockton Delivery Co., Stock- 
ton, Calif., common carrier application. 

MC-55905, Sub. 39—West Coast Fast Freight, 
Inc., Seattle, Wash., common carrier ap- 


plication. 
Colo.—State Comm.—Ex- 


June 1—Denver, 
aminer Masoner: 
I. & S. M-3718—Wool, Mohair—West to 
Denver, Chicago and St. Louis. 
June 1—Denver, Colo.—State Comm.—Ex- 
aminer Masoner: 
I. & S. M-3726—Beer and Containers Be- 
tween Colo. & Los Angeles. 
June 1—Denver, Colo.—State Comm.—Jt. Bd. 


31; 

MC-C-1208—Middlewest Motor Freight Bu- 
reau v. Beck Transfer Co. 

June i1—Indianapolis, Ind.—Fed. Bldg.—Jt. 
Ba. T2: 

MC-82, Sub. 3—Green Line Motor Express, 
Inc., Terre Haute, Ind., common carrier 
application. 

MC-1649, Sub. 48—Railway Express Motor 
Transport, Inc., Indianapolis, Ind., com- 
mon carrier application. 

June 1—San Francisco, Calif.—Fed. Off Bldg. 
—Jt. Bd. 75: 

MC-45386, Sub. 3—Bee Line Truck Dis- 
patch, Oakland, Calif., contract carrier 
application. 

Ga.—State 


June 4—Atlanta, 
aminer Yardley: 

MC-111545, Sub. 1—Home Transportation 
Co., Marietta, Ga., common carrier ap- 
plication. 

June 4—Chicago, Ill.—Palmer Hse.—Examiner 
Clifford: . 

MC-F-4800 — Stanley E. Wasie — Control; 
Merchants Motor Freight, Inc.—Purchase 
(Portion)—Bridgeways, Inc. (James A. 
Hathaway and Thomas F. Kennedy, Co- 
Trustees). 

MC-F-4801—Owen O. Orr and Gertrude F. 
Orr—Control; Motor Cargo, Inc.—Pur- 
chase (Portion)—Same. 

MC-F-4802—Galen J. Roush and Carroll J. 
Roush—Control; The Shippers Freight 
} tangent Co.— Purchase (Portion) — 
Sam 

MC- F-4803 — David H. Ratner — Control; 
Hayes Freight Lines, Inc.—Purchase 
(Portion )—Same. 

MC-F-4804—Galen J. Roush and Carroll J. 
Roush—Control; Roadway Express, Inc. 
—Purchase (Portion)—Same. 

MC-F-4805—Wilson House—Control; East- 
ern Motor Express, Inc.—Purchase (Por- 
tion)—Same. 

MC-F-4806—Associated Transport, 
Purchase (Portion)—Same. 


Comm.—Ex- 


Inc.— 


June 4—Helena, Mont.—State Comm.—Ex- 
aminer Pellerzi: 
MC-105217, Sub. 12—Rice Truck Lines, 


West, Great Falls, Mont., common car- 
rier application. 
June 4—Indianapolis, Ind.—Fed. Bldg.—Ex- 
aminer Driscoll: 
MC-112753—A & W Trucking Co., Paragon, 
Ind., common carrier application. 
June 4—Jackson, Miss.—Robert E. Lee Hotel 
—Jt. Bd. 14: 
MC-1362, Sub. 29—Highway Expreses, Inc., 
—_ Tenn., common carrier applica- 
on. 


June 4—Jackson, Miss.—Robert E. Lee Hotel 
—ZJt. Bd. 165: 
MC-3009, Sub. 12—West Bros., Inc., Hatties- 
burg, Miss., common carrier application. 
June 4—New York. N. Y.—641 Washington 
St.—Examiner Cunningham: 
MC-52579, Sub. 22—Gilbert Carrier Corp., 
New York, N. Y. 


June 4—Portland, Ore.—Multnomah Hotel— 
Jt. Bd. 11: 
MC-C-1249—W. P. Fuller & Co. v. West 
Coast Fast Freight, Inc. 
MC-C-1251—Northern Wholesale Hardware 
Co. v. West Coast Freight. 


—. a Antonio, Tex.—Hotel Plaza—ZJt. 
d 

MC-59680, Sub. 92—Strickland Transporta- 
tion Co., Inc., Dallas, Tex., common car- 
rier application. 

MC-60388, Sub. 25—Sunset Motor Lines, 
San Angelo, Tex., common carrier ap- 
Plication. 

MC-61440, Sub. 53—-Lee Way Motor Freight. 
Inc., Oklahoma City, Okla., common car- 
rier application. 
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CLASSIFIED 
ADVERTISING 


When answering ads please address as fol- 
Traffic World, 815 Wash- 
ington Building, Washington 5, D. C. Rates: 





lows: Box 





reader ads, $1.00 a line (approximately 5 
words), minimum three lines. 
$15.00 a column inch. 


Display ads, 


Classified Advertisements 


Payable in Advance 
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Help Wanted 


TRAFFIC MANAGER—For responsible posi- 
tion with short line railroad in East. Must 
be thoroughly experienced in rates, divisions, 
solicitation, etc. Good salary. Right man 
will be trained for executive position. Box 204. 











Situations Wanted 


CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained by the COLLEGE OF ADVANCED TRAFFIC 
for our graduates? 


Listed in our files are qualified men and 
women for any type of position, including 
General Traffic Managers with many years of 
experience and training, as well as young, 
ambitious, recent graduates who can 
developed as understudies for positions of 


responsibility. 
Also included are specialists in many dif- 


ferent phases of  Traffic-Practitioners—Tariff 
Compilers—Solicitors—and Claim Agents—as well 
as men with varying degrees of experience in 
Rates — Routes — Transit — Demurrage — Storage 
—Claims—Classifications. In fact, any and all 
duties in a Traffic Department. 


Just drop a line outlining your needs to 
Placement Manager 
COLLEGE OF ADVANCED TRAFFIC 


404 State-Madison Bldg., 22 West Madison St., 
Chicago 2, Ill. 





For Sale 


WHEN DOES TITLE PASS $6.50. This com- 
pletely new book covers the Passage of Title 
from Shipper to Consignee and explains who 
has the risk or loss or damage in Transporta- 
tion. It is written by Thomas G. Bugan, 
Attorney at Law, Chicago, Illinois. A recog- 
nized authority in the field of transporta- 
tion, as well as a widely known Tax Attorney, 
Mr. Bugan presents the facts and the law 
in non-technical, easy-to-understand lan- 
guage. This 515 page, cloth bound book con- 
tains 500 illustrative cases together with 
Definitions of F.O.B., Bailments, Property, 
Sales, Title and Others. Order your copy 
today on 15 days’ approval. If not com- 
pletely satisfied your $6.50 refunded. Wm. 
C. Brown Company, Publishers, 915 Main 
Street, Dubuque, Iowa. 


TRAFFIC BUREAU, Est. 7 yrs.-Florida-with 
600 Vol. Library. Completely Equipped Office, 
serving 1500 clients in 2 States. Can be 
bought reasonable, exceptional chance for 
Rail Auditor or Consultant. Box 199. 





Educational Books or Courses 


I.C. PRACTITIONER. The only practical 
authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg., 22 West Madison St., Chicago 2, Ill. 





EDITORIAL 


RY 


Rail Investments and Rates of Return 


ESPITE NEARLY twenty years of increasing govern- 

mental interference in business, this still remains a 
country where economic progress is dependent primarily 
on the willingness of its people to invest its capital in 
private enterprise. You may call this “capitalism” if you 
wish, or “the profit system,” or the system of free competi- 
tion. It all comes to the same thing; and it rests on the 
confidence of the people in that way of doing things that 
has brought us to the highest level of living the world has 
ever seen. The surest way to destroy our system is to 
undermine that confidence. 


Those who invest their money the American way do so 
sometimes to attain security, sometimes to obtain large 
rewards; but usually the motive is a combination of the 
two. The seeker solely for security puts his money into 
government issues, or in the kind of industrial bond 
usually called “‘gilt-edged,’” which means that, although the 
chance of loss of capital is small the return is correspond- 
ingly modest. The other type of investor is willing to risk 
the loss of all or part of his investment on the chance that 
the enterprise in which he buys stock—usually common 
stock—will turn out to be something like the early auto- 
mobile or radio businesses, which produced large fortunes 
from the seeds of small savings. 


ROM all this it is obvious that any given industry 

prospers when, first, it offers some measure of safety 
to its investors, and secondly, when whatever risk involved 
in it for those investors is compensated for by the prospect of 
reasonably generous returns. Unless it can offer those 
inducements, it ceases to have the confidence of the pro- 
spective investor and soon finds its necessary source of capital 
drying up. 

Two able men have recently expounded this lesson, 
and have pointed out the current perils in it for the Ameri- 
can railroads, in an authoritative and readable book. The 
men are Sidney Miller, of the University of Pittsburgh, 
and Virgil Cover, of Syracuse University, and the book 
is “Rates of Return, Class I Railroads of the United States, 
1921-1948,” published by the University of Pittsburgh 
Press. 

“The economy of the United States is built to a striking 
degree upon adequate transport at low cost,” they say, and 
the character of railroad performance “is a vital public 
concern. 

That performance, their book continues, “is determined, 
fundamentally, by three basic factors: by the alertness and 
aggressiveness of those who serve; by limitations and respon- 
sibilities imposed by public authority; and by the avail- 
ability, upon acceptable terms, of capital in amounts sufficient 
to keep the industry abreast of public needs . . . The 
persistence of private ownership and operation of railways 
demands that the industry’s continuing need for capital be 
met from private sources; if, for good reason or none, private 
sources dry up, so essential is the railway that the public 
can not long tolerate serious and persistent inadequacy. 


Driven by such inadequacy, the United States, in public 
interest, would soon be compelled to take its first long step 
toward nationalization of industry.” 


In the light of the elementary lesson, what has been 
the record of the railroads, since their return to private 
management after World War I, in maintaining investors’ 
confidence? The book shows that Class I railroads earned 
a net return on investment in property used in transportation 
service averaging, for the years 1921 to 1948, inclusive, only 
3.69 per cent. It might be argued that the rate would be 
high enough, were the investments unusually secure; but 
the records, as cited by the authors, show just the opposite. 
They show, for instance, the high rate of bankruptcy among 
railroads in the period under study, and they show that, in 
13 major reorganizations, in the comparatively briet period 
from 1943 to 1948, inclusive, $1,218,000,000 of investors’ 
common and preferred stock was wiped out. 


T is not surprising, in the light of such facts, say the 

authors, “that an examination of the purpose of issue of 
railway securities authorized by the Interstate Commerce 
Commission, 1934-1948, shows that not one dollar of equity 
capital was obtained by the railways within that period for 
additions and betterments. Every improvement made in 
plant through those years was financed from earnings or by 
the sale of securities imposing a fixed charge. No private 
enterprise can reasonably be expected to continue indefinitely 
to meet heavy financial needs thus.” 

Students of transportation have been aware of these 
facts—some in a general way, others more acutely—for a 
long time. This study, however, sets forth the facts so 
clearly and graphically as to engender serious apprehension. 

But the authors preach no sermon of futility. Much can 
be done, they say, to improve the financial position of the 
railroads: 

“Railway management has a contribution to make, as has 
railway labor. An improved service at reasonable unit costs 
can and must be offered if the railways are not to suffer 
further competitively. No timid and patchwork approach 
will be adequate, either by management or by labor. 

“Every problem must be approached with open mind, 
with intelligence, and with determination to find a propef 
solution, regardless of difficulty. By management, oldie 


methods must be sharply challenged; new means, new ap-JR “S 


proaches developed. Railway labor must realize that jobs, 
as well as stock- and bondholdings, are threatened by thejRRs 
rise of competing forms of transport, and that the well-being 
of the industry—even the continued operation of an exten-I 
sive mileage—will depend no less upon the measure of 
statesmanship shown by brotherhood leaders than by railway 
management. Rail labor, in self-interest, if not for public 
advantage, must make common cause with rail management 
in the sharp competitive struggle now faced; greatest imme- 
diate gain to rail labor may result in heavy ultimate loss . . 
“Requisite capital upon acceptable terms will be available 
only as all who share responsibility seek through concerted 
effort to obtain for the railways a fair rate of return.’ 
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First Commandment 


of Long-distance Moving 
by GREYVAN 


Of the many advantages enjoyed by your employees when 
you move them by Greyvan, they will appreciate most the 
extra care with which their household goods are handled by 
skilled Greyvan personnel—from start to finish. 


Packing and crating are done by experts, with ample 
quantities of packing material to safely cushion all breakables. 
Other items are thoroughly padded, scientifically loaded, and 
firmly anchored to tiehooks in the walls of the dustproof, 
weatherproof van. 


Greyvan truckmen use every precaution to give your 
furnishings a safe, smooth ride. Some of these men have 
driven as long as twelve years without a single chargeable 
accident. 


Upon arrival at destination, household goods are un- 
loaded with the same care and skill used in loading them. 


Give your employees the benefit of Greyvan’s extra care 
at no extra cost! Call the Greyvan representative listed in 
your classified telephone directory for complete information. 


OVER 400 BRANCHES AND AGENTS 


GREYVAN 


Affiliated with Greyhound Lines 


——-y 
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Break Thru FREIGHT-RATE BOUNDARIES 


Ship to Your Markets via Low-Cost Waterway 


EEE. GRE eT 
4 










Delivery costs can be your toughest competi- the Mississippi River System. 










tive obstacle when buyers begin to specify— Better still, you can gain additional dis- 
“‘f.0.b. purchaser’s warehouse’’. That’s when tribution advantages in Middle America with 
freight rates may draw market boundaries a riverside plant served on regular schedule 
closer and closer to your plant. by Union Barge Line. 

But there is a way you can overcome You’ll find it worthwhile to consult a 






this freight-rate dilemma—by stretching your Union Barge Line representative for details 







transportation-dollars via barge shipments on on these marketing opportunities. 





‘SHIP vid UNION BARGE 
it’s a matter of dollars and 
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